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SAN AMAZING FINGER 
LANGUAGE, USED By SOME 
BUSINESS MEN OF MINNESOTA'S 
TWIN CITIES —MINNEAPOLIS AND 
ST. PAUL - HELPS TO PUT BREAD 
ON THE TABLES OF THE WORLD. 
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PROPELLER BLADES MADE 
IN A ST. PAUL cow BARN ARE 
TYPICAL OF WARTIME TRANSITION 
IN TWIN CITY INDUSTRY. 

FACT OR FICTION ? 


EN- \\ N 
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TOWER" IN ST. PAUL 


BUSIEST STREETS. 
FACT OR FICTION ? 


FACT OR FICTION ? 
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Fact. By waggling fists and fingers, grain 
pit traders at Minneapolis Chamber of 
Commerce buy and sell grain for future 
delivery—thus help feed the entire world. 
Through this grain market and mammoth 
flour mills and elevators, and the stock- 
yards of South St. Paul, flows inexhaustible 
wealth from Northwest farms. Northern 
Pacific is an important carrier of all farm 
products shipped to Twin Cities terminals. 


Fiction. It’s one of numerous survival 
and rescue garments developed by an all- 
feminine corporation, in Minneapolis. The 
suit enables shipwrecked sailors to with- 
stand four to six hours exposure in water at 
45 degrees. The Twin Cities Apparel Indus- 
tries, a group of 77 local firms, sell more 
than $65,000,000 worth of their famed 


BLACK BOMBER 
EXPOSURE SvIT,” 
MADE IN THE a 
TWIN CITIES, IS 
LATEST FAD IN 
BEACHWEAR. 


apparel yearly. Much of this production 
is shipped via Northern Pacific. 


Fact. At the Minnesota State Fair 
grounds, home of America’s greatest State 
Fair, prize cattle have relinquished luxuri- 
ous livestock buildings for production of 
airplane propeller blades. These and many 
another war weapon made in Twin City 
plants have developed skills that foreshadow 
a changed and expanded industry for 
tomorrow’s markets. 


Fact. It’s the Northern Pacific Railway 
Building at Fifth and Jackson. . . head- 
quarters for the “‘Main Street of The North- 
west.” Here, 1,400 personsdirect the complex 
tasks of providing rail transportation service 
to important Northwest population centers. 
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Come on in with the thousands of prominent 
shippers who've found in DECATUR Service quick 
relief from the “heat” of shipping problems. Take 
the plunge today for a refreshing change to 
prompt, smooth, dependable action on your ship- 
ments throughout the great midwest and contigu- 
ous regions. @ DECATUR has the routes and the 
terminals . .. mapped out and strategically spotted 
to cut both time and mileage. DECATUR has the 
equipment . . . modern, up-to-the-minute, complete 
and expertly piloted. And DECATUR has the or- 
ganization . . . long-experienced, thoroughly-expert 
traffic expediters highly skilled in producing on- 
the-dot placement of shipments precisely where 
and when they're wanted. Check this service .. . 
see for yourself why... 
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AD WE EAT 


For many years we have been telling the 
world what a fine place the South is; of 
its great natural resources and its favor- 
able factors for economic growth. It is in 
truth a goodly land. 

But of all the assets possessed by this 
favored region, the most valuable are its 
people. Representative of the best that is 
America, the people of the South by their 
self-reliance, energy and intelligence have 
demonstrated their capacity for economic 


progress and civic betterment. This is par- 
ticularly reflected in the extra-ordinary 
developments of recent years. 

A land of abundant natural wealth, pos- 
sessed by a people of vision and integrity, 
the South gives promise of even greater 
things for the future. To assist our 
friends and neighbors in the building of 
a better community will continue to be 
one of Seaboard’s principal objectives in 
the future. 


Buy more WAR BONDS 
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around the world 


The war has taught us a great many 
things about materials handling that 
will be translated into more effective 
and economical shipping by train, 
truck, boat and air—for domestic or 
export trade. 


SIGNODE SERVICE covers the field 

from light box strapping to palletized 

or bundled loads of heavy steel. 

Each commodity has it’s own 

requirements for proper packing. 

These we know, and pass on to man- 

ufacturers in the form of low product: 
protection costs and, in many in- 
stances, reduced freight rates. 


A survey of your shipping 
procedure is now in order... 
your Signode representative 
will be glad to consult. Some 
of his suggestions may save 
you money~use his services. 





heey STEEL STRAPPING CO. 

613 N. Western Ave., Chicago 47, Illinois 
364 Furman Street, Brooklyn, N. Y. 

451 Bryant Street, San Francisco 7, Calif. 
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WESTWARD Hi 


WESTERN RAILROADS 
SPEARHEAD THE ATTACK ON JAPAN 


in the greatest transfer of men and materiel ever 
undertaken. . . . . May our part in this mass 


movement help speed final Victory and hasten 
the return of our fighting men. 


F. C. HOGUE, General Traffic Manager 
Denver & Rio Grande Western Railroad Rio Grande Building ¢ Denver, Colorado 
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COMMENDATION 


FOR OUTSTANDING SERVICES 


BOARD OF STATE HARBOR COMMISSIONERS 
FOR SAN FRANCISCO HARBOR 


Upon relinquishing command of this Port, I desire 
to express a feeling of deep Appreciation for the 
Splendid Cooperation your organization has given 
the San Francisco Port of Embarkation and related 
activities of this Command during the past year, 


You have often gone beyond the normal Call of 
Duty in Accomplishing your Mission. You have 
demonstrated to all who are familiar with your 
responsibilities that Loyal and Faithful Service 
to our Country has been more important to you 
than any other considerations, regardless of 
their importance, 


It becomes especially manifest in time of 

war that compensation for Service rendered to 

our Nation cannot be measured in terms of material 
value, Your compensation is in the knowledge 

that your organization has done everything 

within its power to help our Nation and our 

Allies achieve Military Victory in the field, 

No person or no organization can do more, 


My best wishes 


Letts 


C. H. KELLs 
Major General, U.S. Army, 
Commanding 


19 June 1945 
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EVERY PILOT who wings his 
| Liberator or Fortress over Ger- 
many or Japan knows what the 
, joker in Air Power is. 


Every ground crewman whose 
job is to keep a Mustang, Thun- 
derbolt, or Corsair in hair-trigger 
fighting trim knows what it is. 

Every aircraft engineer who 
ever saw the inside of a wind tun- 
nel knows what it is. 






Do you know the joker in Air Power? 


It’s very important that you should. For, partly because America 
forgot it during the prewar years, we came terribly close to losing 
this war right at the start. 

But now we are winning the war, largely because a few far- 
sighted men knew what the joker in Air Power was. 


- So simple=so easy to forget 


The joker in Air Power is TIME—the heart-breaking months 
and years it takes to design, to build, and to perfect a plane 
to the point where it becomes an efficient, service-tested 
battle plane, ready for action. 





For example, America’s first four-engine, long-range bomber 
was born back in 1934. 


But when war was declared, some 7 years later, this bomber was 


not even then ready to go into action as the potent fighting weapon 
it is to@ay, 
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THE JOKER IN AIR POWER 
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Consolidated 


public under- 
pres- 


True, the first model was flown in the summer of 1935. The 
aircraft engineers knew then that the basic design was good. 
But between the first ‘‘prototype” and the current model, 
there have been more than 4000 changes, involving over 4 million 
engineering hours. 
Even by working with desperate speed, it has taken years 
to smooth out the “bugs” —to give our Air Forces this heavy 


long-range bomber, so urgently needed, in its most efficient 
form. 





There aren’t many short cuts 


When the war clouds grew blacker over Europe, the U. S. 
Army Air Forces came to Consolidated Vultee with the re- 
quest for still another four-engine heavy bomber. 


Shortly afterward—in 1939—the B-24 Liberator was born. 


But, even with Consolidated Vultee’s long experience in 
building mammoth sea planes, it took over 3 years, over 1 mil- 
lion engineering hours, and more than 5 million hours to tool up 
the plants, before the Liberator was ready to go into action 
as one of America’s most devastating, heavy bombardment 
weapons. 


Similarly, it took 5 years to develop one of this war’s fore- 
most fighter planes from drawing board to final test flight 
and mass production. 


And one of the country’s greatest aircraft engines has taken 
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11 years to develop—and ever since the war started, it’s been 


undergoing change after change to increase its horsepower 
still more. 





America 1941—a second-rate power 


Many other examples could be cited. But there is no need to 
labor the point. 


The truth of the matter is that America was caught napping. 
The nation which invented the airplane was woefully un- 
prepared to defend itself against Axis air power. We had become 
a second-rate power in the air. 

And the Axis knew it. They knew that under normal condi- 
tions, it takes from 3 to 7 years for a plane to progress from 
drawing board to combat duty. 


What they overlooked was the-undreamed-of capacity of the 
American people, and the American aircraft industry, to do the 
impossible. 

Starting almost from seratch, we have been able to design, 
build, and deliver war planes by the tens of thousands—an air 
armada overwhelming in its might and superiority, as of today. 
But remember, the elapsed time has been five years! 


“Hot” today —obsolete tomorrow 


But in aerial warfare, the nation that depends on mere quantity 
and present-day superiority of its planes cannot win. That is one 
reason why Germany lost the Battle of Britain in 1940. 






Progress in aeronautics is now so rapid that today’s “hot 
test’’ combat plane is virtually obsolete tomorrow. Its quality 
must constantly be improved—to keep it superior to the 
enemy’s ever-improving, planes. 


And it must be replaced, with all possible speed, by new 
planes now on our drafting boards, in our wind tunnels, or 
undergoing their test. flights. 


These are facts which an alert America should not, must not, 
forget. 


Another fact to keep in mind 


If we are attacked again, there will probably be no warning 
whatever—no time to prepare. 


There will be no other nation to hold off the enemy, as 
Britain did this time, while we frantically build up our power 
in the air. 


And the attack will most certainly be made with new and 
even more terrible airborne weapons. 


We must be ready, and able, to protect ourselves from such attack. 


Air Supremacy alone cannot win a war, and may not in 
itself prevent another war. But as long as we maintain our 
strength in the air, no aggressor nation in its right mind will dare 
think of attacking us. 


Air Power is Peace Power 


The backbone of Air Supremacy is a strong, independent 
competitive aircraft industry, constantly working in research, 
in the improvement of production technique, and in the 
development of still finer planes. 

But we must understand that Air Power is a combination of all 
these things: a postwar Air Force, commercial air transport, 
a strong supporting aircraft industry with permanent facilities 
to meet any emergency, widespread personal flying, and a 
national air-minded way of thinking. 


When we understand this, we begin to realize that Air Power can 
be one of America’s soundest investments in the interests of a 
lasting peace. 


LET’S KEEP AMERICA STRONG 


IN THE AIR! 





CONSOLIDATED VULTEE AIRCRAFT CORPORATION 





San Diego, Calif. Tucson, Ariz. Nashville, Tenn. Dearborn, Mich. Miami, Fla. 
Vultee Field, Calif. Fort Worth, Texas Louisville, Ky. Allentown, Pa. Member, Aircraft 
Fairfield, Calif. New Orleans, La. Wayne, Mich. Elizabeth City,N.C. Wor Production Council 
7 SS SE sey 
CONVAIR MODEL 37 UBERATOR PRIVATEER Pan a ll VAUANT SENTINEL 
Pon American Clipper 4-engine bomber search plane basic trainer “Flying Jeep” 
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The U.S. Dual 
Tire Matching Stick 


HIS Dual Tire Matching Stick is an exclusive 
“U.S.” development—another important United 
States Rubber Company contribution to tire conserva- 
tion. Correctly matched dual tires mean more miles 
per tire—fewer tire failures—fewer road delays—and 
“ more profits per ton mile. In one simple operation it 
Holding the curved end of the stick in one , 
hand on the exact center of the tire tread, measures the actual outside diameter (or standing 
let the stick come down so that it touches ‘ . : we 
between the curved end and the sliding height) of tires. Only 30 inches long, it is handy and 
piece. Then move the sliding piece up so 
that its lowest point touches the tread. easy to use. 


Remove stick without disturbing sliding 
piece, and read actual diameter onthe scale. 


en enn Sa Your 
a § US: Track Tire Deal 
Tor your Matehing Stick 


TODAY / 


Serving Through Science 


UNITED STATES @ RUBBER COMPANY | 


Listen to "Science Looks Forward” —new series of talks by the great scientists of America—on E 
the Philbarmonic-Sympbony Program. CBS network, Sunday afternoon, 3:00 to 4:30 E.W.T. 1230 Sixth Ave., Rockefeller Center, New York 20, N. Y. q & 
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4 Vheusrand More Freight Cars go te Work on 
THE MINNEAPOLIS & ST. LOUIS RAILWAY 
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To Help Speed America’s Freight, the M. & St. L. Railway has just ordered 500 New Steel 
Box Cars. Of most modern type and lined with plywood, these are similar in design to the 
500 placed in operation earlier in 1945, some of which are shown in the picture. Building of 
the cars has been begun and delivery will be completed in the months just ahead. 

Also this summer, the M. & St. L. has placed in specialized freight service nine more 
Lightweight Aluminum Box Cars, identical with the nation’s First Aluminum Car, delivered 


to the Railway last February. Each weighs one-sixth less than a 
standard box car of the same size. 


This new equipment is being added to the M. & St. L. fleet 
of Modern Cars and Motive Power, both Diesel and Steam, for 


FAST FREIGHT SERVICE 
On The Peoria Gateway Line 


It is a contribution to the Efficient Transportation without which 


there can be neither Victory in War nor Prosperity in Peace for 
America. 


7ée MINNEAPOLIS & ST. LOUIS Zacway 


TRAFFIC OFFICES IN 33 KEY CITIES 
GENERAL OFFICES, NORTHWESTERN BANK BUILDING, MINNEAPOLIS 2, MINN. 
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c 
The problem you can't sleep on 


@® Transporting America’s staggering military 
and civilian needs is the toughest problem in 
railroading history. Only 24-hours-a-day effort, 
every day, has enabled us to meet the challenge. 


We of C & O are proud of the record loads of 
freight and passenger traffic we have handled. 


But more than proud, we’re grateful. Grateful 
to you shippers and receivers for your splendid 
cooperation in loading and unloading faster. 


CHESAPEA 


Grateful to you packers, labelers and handlers 
for working with us so much more efficiently. 


It is your help, as much as any other factor, 
that has enabled us to get maximum use out of 
every piece of rolling stock and other equipment. 


Every day—and night—makes it more es- 
sential than ever to make every car count. So, 
thanks for all you’ve done ... and all we hope 
you'll continue doing... to “keep ’em rolling!” 


= AND OHIO 














Our editorial under the above title in The Traffic 
® World, July 14, objecting to the sporadic “confes- 
sion of error’ on the part of the Commission by the De- 
partment of Justice, was written out of a mere lay sense 
of the incongruous. The fact that the Department of 
i Justice, technically, is the designated agency to defend 
suits brought again the “United States’ when those 
suits involve orders of the Commission can not be lined 
jup, in our mind, with such confessions of error. 
There seems to be no sense of proportion in a 
situation where the only theory under which such 
action can be made to mean anything is that the 
“United States” and the Commission are separate en- 
tities and that, on occasion, the department must mount 
jits white charger and defend that “United States” 
jagainst the Commission. 

A little research into the legal aspects of the ques- 
tion confirms the fact that the law, and the understand- 
jing of the legislators, square with what we conceive to 
‘be the common sense view of it. Good law will always 
‘make good sense. 


Our small researches took us back to 1910, when 
‘jthe amendments that became the Mann-Elkins act of 
11910 were being discussed in the Senate. The Attorney 
General of those days advanced views before the com- 
‘imittee on interstate commerce that supported a provi- 
‘sion in the bill establishing the Commerce Court and, in 
jaddition, gave the attorney general complete control 
jover the defense of suits brought to set aside orders of 
the Commission. It is legislative history, of course, 
jthat the latter provision was modified in the act as 
jpassed, and that the Commerce Court was abolished by 
the urgent deficiencies act. 


Two unequivocal statements made by legislators 
at that time, and in this connection, taken with the fail- 
ure of the provision to give the attorney general com- 

Hplete control over litigation to set aside orders of the 
Commission, seem final as settling the question. 

' On the floor of the Senate, Senator Root, of New 
Work, took a great part of three days to present the 
'yProposed amendments. On April 1, Senator Bristow, of 
'}Kansas, asked this question: 

“Suppose that the Commission should make an 
forder and the railroads should attack it, do I under- 
stand that the Attorney General would have the dis- 
‘icretion as to whether or not he should defend that 
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Department of Justice vs. I. C. C. 


order? Suppose he believed that the order of the Com- 
mission was not justified?” 

Said Senator Root in reply: 

“Mr. President, I will answer that without any 
hestitation or doubt. The Attorney General would be 
bound upon all and the highest considerations of his 
professional honor and his official duty to defend the 
order of the Interstate Commerce Commission in all 
courts having jurisdiction to review it.” 

Senator Bristow: “Then, he would not have any 
supervisory authority as to whether or not it should be 
defended?” 

Senator Root: ‘Certainly not. It is his business to 
defend. He is no judge; he is no legislator; he is no 
reviewing authority.” 

This colloquy may be found in the Congressional 
Record, Vol. 45, Part 4, 61st Congress, 2d Session, Mar. 
19-Apr. 8, 1910, at page 4104. 


ELONGING to that same process of shaping the 

Mann-Elkins amendments, Senator Cummins, of 
Iowa, had this to say in a minority report: 

“The whole subject passes into the hands of the 
Department of Justice, which, although equipped with 
excellent lawyers, knows nothing about the case and 
has no more than an abstract interest in it. The De- 
partment of Justice makes itself familiar with the work 
that has been done by the Commission as best it can, 
and then it may either defend or not defend as it 
pleases. If it should happen to believe that the Com- 
mission was wrong in its order, it would of course not 
defend, but allow final judgment to be entered in favor 
of the common carrier... Thus the amazing spectacle 
would be constantly presented of a review of the order 
of the Commission not by a court but by the Depart- 
ment of Justice.” 

This statement is in the Minority Report to Ac- 
company S. 6737, Report No. 355, Part IT, 61st Cong., 
2d Sess. 

Whether one desires to take the position of Sena- 
tor Root, that “the highest considerations of his (the 
Attorney General’s) professional honor and his official 
duty” bind him to defend orders of the Commission, or 
the more practical position that Congress clearly in- 
dicated, by refusing to give the attorney general the 
right to decide whether or not to defend a Commission 
order, the common-sense conclusion remains: The At- 
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DAAEL woR THE DENVER! 


THE FRUEHAUF 


| leving Endgiil 


LIFTS A TON IN 10 SECONDS 


SS 


Lifts loads from ground level, eliminating 
manual lifting. 


Lifts loads up to 2,000 pounds. One 
control lever starts and stops the smooth, 
even hydraulic lifting power. 


Lifts driver and load from road-bed to 
truck-bed in 10 seconds. Stops auto- 
matically at ground and truck-bed. 


WHY DRIVERS PREFER THE FRUEHAUF ENDGATE 
FOR TRUCKS AND TRAILERS 


* 1. Loads from ground or any platform level—run hand-trucks 
or slide freight on the Endgate. No manual lifting. 


’ 2. Permits unequal weight distribution—no extra work to 
“center” load—gives the load a smooth, even ride. 


® 3. Operates hydraulically—by one convenient hand lever. 


a 4. When Endgate is locked at truck-bed level it will carry 
3 feet of extra payload. 


& 5. Stationary power unit, fastened securely to the frame— 
eliminates chatter, binding and possible oil leak. 


e 6. Can be used as conventional gate—either in a down or 
up position. 


* 7. Easily installed—mounted on frame—even weight distribu- 
tion—no tail-end overloading. 


} 8. Lifts loads up to 2,000 pounds. Safety release-valve prevents 
overloading. 


* 9. Sturdy, simple design—years of top performance built in 
every Fruehauf Endgate. 


® 10. Maintenance is simple—periodic lubrication and check-up 
of hydraulic fluid—that's all 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY e _ DETROIT 32 


Service in Principal Cities 


TRANSPORTATION" 


FOR TRUCKS AND TRAILERS 
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torney General has the duty of defending orders of the 
Commission since any other theory lifts him above the 
courts which have, themselves, a strictly limited re- 
viewing authority. 
Of course, the legal situation is perfectly clear. 
The Attorney General has no course but to defend, if 
> he participates in a case in which a Commission order 
is called into question. ' 


Y WAY of adding strength to that position we might 
: quote almost endlessly from opinions of the Su- 
preme Court of the United States which, by strictly 
limiting its own reviewing power, has, in direct and 
forceful language, made clear the position of the Com- 
mission as an arm of Congress set up to administer the 
will of Congress in the realm of interstate commerce. 

However, we will limit ourselves to references to 
two cases, bearing directly on the question we are dis- 
cussing. 

In Interstate Commerce Commission vs. Oregon- 
Washington R. Co., et al. 288 U. S. 14, the Supreme 
Court observed that the railroads in that case con- 
tended that the court might not hear and decide the 
4 case in the absence of the United States, although, as 
4 the court said, the “appellants were parties in the court 
} below, as of right, and not by grace or favor, were 

aggrieved by the decree, and have a right of appeal... .” 
“The statute clearly provides that in the trial of 
} the case the intervening parties shall not be foreclosed 
by the action or nonaction of the Attorney General,” 
said the court at one point. A little later it said that 
“Congress evidently intended the Attorney General 
should represent and protect the interests of the United 
States as such, but should not at any stage control the 
litigation against the objection of the other parties and 
to their disadvantage; and that any aggrieved party 
might obtain a decree which the United States could 
have secured had it defended the action or prosecuted 
an appeal.” 

The court went on to say that this conclusion was 
confirmed by comparing the form of the section of the 
} Commerce Court act as first presented and as sub- 
4 sequently altered by amendment, observing that the 

| section as originally introduced “‘precluded the Commis- 
sion and its attorneys from taking any part in suits 
brought to review its orders.” : 

This provision, it continued, had been stricken out 
in committee, and the clause giving the Attorney 
General control of such cases modified. It added that 
“the stated purpose of the amendments was to prevent 
his forestalling the Commission or any other interested 
party desiring to litigate the questions involved.” 

Again, in 1944, the Department of Justice, in Inter- 
state Commerce Commission and Hudson & Manhattan 
R. R. Co. vs. City of Jersey City, 322 U. S. 508, filed 
a brief in the Supreme Court, saying the Commission’s 
order gave insufficient effect to the economic stabiliza- 
tion program and should be set aside. 

The Supreme Court upheld the order of the Com- 
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mission, saying it was for the Commission to determine 
the weight to be given the Price Administrator’s con- 
tention. The court said it was not for it to set aside 
“without legislative command” the “slow wrought” 
general principles that protected the “finality and in- 
tegrity of decisions of administrative tribunals.” 

We do not return to this subject for the mere 
pleasure of scolding the Department of Justice. In our 


* previous editorial we said that, in view of recent de- 


velopments, the question was not an academic one. 
The administrative procedure bills, and the general ap- 
prehension that the Commission may be absorbed into 
the executive arm of the government, exhibit some 
phases of the present-day pressure on the established 
order of things. 

But there is another matter, of which not much 
has been said, if anything, in the public press, and that 
might be the source of even greater concern. It is 
known that a committee of the federal judiciary is 
studying the procedure of review for administrative 
orders. The direction in which that committee may be 
moving is a closely guarded secret. 


HERE WAS A TIME when the jealously guarded 

powers of the three coordinate branches of our gov- 
ernment were buttressed, both as a matter of constitu- 
tional theory and as a matter of self-interest, by the 
federal judiciary. One may no longer feel the assurance 
of that respect for the theory that was basic in the 
formulation of the American government. The pre-war 
depression years and the change in the composition of 
the Supreme Court have introduced an element of ex- 
pediency into the’ judicial, and even more strongly in 
the executive, branch of our government. 

Hence our insistence that, if the will of Congress 
as already expressed is not clear enough to the Depart- 
ment of Justice in its policy, or lack of policy, toward 
administrative agencies, friends of the Commission ought 
at- least be alerted. A fait accompli has become, in 
these recent years, the favorite method of those in 
government who have been impatient with the tradi- 
tional procedure. 

Changes in administrative procedure, at least so 
far as the Commission is concerned—and we can speak 
with greater assurance there than with reference to 
other administrative bodies—should be sturdily and 
openly discussed in order that there be no drift or cal- 
culated move in the direction of making the Commis- 
sion an appendage of a headlong executive department. 


PARCEL POST TO GUATEMALA 


An agreement has been made with Guatemala, effective 
August 1, for the exchange of insured as well as ordinary 
parcels, up to the maximum weight of 44 pounds a parcel, 
according to a Post Office Department announcement. The 
department said that the agreement also provided for the 
payment of indemnity for the loss, rifling, or damage of 
insured parcels in the actual amount based on the actual value 
(current price, or, in the absence of current price, the ordinary 
estimated value) at the place where and the time when the 
parcel was accepted for mailing, but not exceeding $100 when 
mailed in Guatemala or in the United States. Parcel post pack- 
ages for Guatemala must comply with the export licensing 
requirements of the Foreign Economic Administration. 
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C. of C. Transport Program \ 


The Chamber of Commerce of the United States has an- 
nounced the adoption by its membership, in a mail referendum 
on proposals advanced by its standing committee on policy, of 
measures to promote the development of transportation, par- 
ticularly in the fields of civil aviation and urban transport. The 
program announced by the U. S. Chamber also deals with bar- 
riers to trade between the states. 

In its announcement, the Chamber pointed out that the 
annual meeting of the national Chamber this year had been 
abandoned because of transportation difficulties, and that the 
ballot procedure therefore was adopted, since action of the 
members on policy matters ordinarily took place in the annual 
meeting. 


“The declarations do not set forth a complete presentation 
of Chamber policies,” it said. “They were designed to bring 
up to date existing policies in need of revision. Some are new; 
some modify existing policies to shape them to current condi- 
tions, and others are reaffirmations of policies expiring under 
a five-year limitation rule.” 


Views on Civil Aviation 


Included in the Chamber’s declaration on the subject of 
civil aviation was proposed that “the federal aviation authority” 
be reestablished as an independent agency. The Chamber also 
advocated prompt modernization of the airways system. The 
text of its “civil aviation” declaration follows: 


Regulation of primary airlines under the civil aeronautics act is 
generally adequate and there is no present need for state regulation. 
Regulation of contract air carriers, which will doubtless become neces- 
sary, should be such as will not hamper development. Scheduled feeder 
and local services which meet the test of public convenience and neces- 
sity and do not require government support should be authorized. Such 
services requiring support should be authorized on an experimental 
basis in a few localities and for limited periods. Fixed-base operators 
providing interstate service to the public should be required to obtain 
a simple federal permit, available with a minimum of formalities and 
without territorial restrictions except as necessary for safe use of the 
air space. There appears to be no present need for state regulation of 
this type of service. Those engaged in passenger services should be 
subject to higher standards for plane inspection and qualification of 
pilots, and should be required to establish financial responsibility for 
personal injury and property damage liability. 

Private flying should be encouraged through the development of an 
adequate system of airfields, encouragement of widespread aviation edu- 
cation and simplification of regulatory requirements. Expanded peace- 
time aviation training should be developed, including increased atten- 
tion to aviation in regular school and vocational courses, specialized 
ground training and actual flight training. A continuing program of 
aviation research adequate for the national needs should be provided 
for by the government to supplement such work by the aviation indus- 
try, educational institutions and other private research agencies. The 
work should be mainly allocated to private agencies under supervision 
and coordination by an over-all national research body. 

The airways system should be promptly modernized in accordance 
with the new technical developments resulting from the war. Develop- 
ment of airports and other landing facilities to meet postwar needs 
should be worked out through a federal-aid system on a basis com- 
mensurate with reasonable needs, the initiation and planning of projects 
to be the primary responsibility of the states in cooperation with fed- 
eral and local authorities. 

The federal aviation authority with substantially its present respon- 
sibilities and powers should be reestablished as an independent agency 
reporting directly to Congress but with provision for separate investi- 
gation of air accidents. In the present condition of aviation develop- 
ment states should concentrate efforts on airport matters and other 
aviation promotional work and should limit regulating activities to the 
minimum necessary to meet definitely established needs. 


Transport in Cities 


On the subject of urban transportation, the national Cham- 
ber made the general proposal that “urban planning should 
make provision for all needed forms of passenger and freight 
transportation according to foreseeable needs in each com- 
munity,” and made suggestions for improved handling of urban 
traffic and for establishment of such parking regulations as 
would make feasible frequent or occasional service by trucks 
to all classes of buildings. 

“Where the volume of loading and unloading justifies, off- 
street facilities therefor should be required for new buildings, 
and for existing buildings if economically feasible,” it said. 


Trade Barriers 


The C. of C. policy statement with respect to trade barriers 
follows: 


The great free trade area without our country has been one of the 
most vital factors in the development of our national economy. That 
indispensable factor is now threatened by the progressive erection of 
discriminatory barriers to trade between states. States should refrain 
from imposing sanitary or other embargoes beyond absolute needs. We 
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endorse the: voluntary movement among the states themselves now 
going on to reduce discriminatory barriers. 


Foreign Trade Zones 


The national Chamber also announced adoption of the fol- 
lowing declaration by its members on the subject of foreign 
trade zones: 


The foreign trade zones act of 1934, otherwise known as the Celler 
act, provides special facilities. for the storage and transshipment of 
foreign or domestic merchandise moving in foreign commerce and for 


certain types of manipulation prior to transshipment or to entry into 
the United States. 


The purpose is to promote the foreign commerce, shipping and re- 
lated activities of the United States, while fully safeguarding the en- 
forcement of our customs and other laws. The need for such foreign 
trade zone instrumentalities has been conclusively demonstrated, par- 
ticularly in the key foreign trade gateways of the country. 

The laws and regulations under which the customs bonded ware- 
house system and foreign trade zones are being administered should be 
thoroughly reviewed to determine if foreign trade zones and existing 
suitably located and designated customs bonded warehouses may be en- 
abled to further expand foreign commerce. 


St. Lawrence Waterway 


It said that its opposition to creation of regional author- 
ities, “applies to the St. Lawrence River project,” and did not 
discuss its position on that matter further. 


MORGENTHAU’S TRANSIT ACTIVITIES 


Relating that Henry Morgenthau, Jr., “divorced himself 
from official capacity at 1:07 p. m., Saturday July 14, 1945, 
then proceeded in the capacity of citizen to demonstrate that 
‘laws were made for slaves,’” J. F. Rowan, executive secretary 
of the Household Goods Carriers Conference of the American 
Trucking Associations, Inc., has issued a statement on the man- 
ner of the former Treasury Secretary’s movement of his per- 
sonal effects from Washington to his home in Fishkill, N. Y. 

Mr. Morgenthau, said Mr. Rowan, “inadvertently” disre- 
garded both the Commission’s and the Office of Defense Trans- 
portation’s regulations concerning motor-vehicle transportation 
as well as the laws regarding conversion and use of government 
property. Mr. Rowan quoted a Washington newspaper as 
saying that the former secretary “borrowed” two Treasury 
Department trucks that were not in use on Sunday and paid 
some Treasury truck drivers, who were on annual leave, for 
personally working for him. 

A telephone check of 10 leading Washington trucking firms 
engaged in this type of transportation under Commission and 
O. D. T. regulations, averred Mr. Rowan, revealed that these 
firms were not “contacted with respect to the movement of 
goods for Mr. Morgenthau.” Continuing, Mr. Rowan said: 

Further inquiry discloses that Mr. Morganthau was advised that 
it was unlawful to convert government property for private use but 
he attempts to placate this evil by compensating the government for 
use of the vehicles, thus ‘‘and again without authority’’ placing the 
government in the posititon of a motor carrier for-hire without com- 
pliance by the government with regulations attached thereto. 


CONTAINER INDUSTRY DEVELOPMENTS 


The War Production Board’s advisory committees for the 
nailed wooden box, the wirebound box, and the veneer package 
industries have been told by the W. P. B. that, because of the 
shortage of lumber, there will be firm allotments of this 
material in the fourth quarter. 

The W. P. B. also told the committees to train replace- 
ments for key men in the age group 18 through 29, because 
of plans of selective service to induct many men between those 
ages, even though such men had previously been deferred 
on certification of W. P. B. or another agency. 

The committees for the nailed wooden box and the wire- 
bound box industry recommended revision of L-232 to eliminate 
all quota packing provisions and all packing prohibitions now 
in the order, according to the W. P. B., but the veneer package 
industry committee recommended no relaxation if it would 
endanger the special labor treatment the industry was now 
receiving. Because of the scarcity of lumber and manpower in 
the wirebound box industry, said the W. P. B., the conclusion 
was reached that high production of wooden containers was 
aided by retaining controls on sizes and specifications. 

It said members of the wirebound box and veneer package 
committees mentioned the need for a half-crate size for pine- 
apples, to save breakage and promote more careful handling 
by stevedores; and that other members had said a sweet-potato 
crate of the type known as item 4010 on the wirebound box 
railroad tariff schedule was needed. These members said the 
crates could be stacked and nested, thus saving shipping and 
storage space, and were considered by growers to be prefer- 
able to the “James crate,” permitted in the order, according 
to the W. P. B. 
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July 28, 1945 


Combination Grain Rates 


The Commission, division 3, by a report and order in 
No. 29035, Beacon Milling Co., Inc., vs. Akron, Canton & 
Youngstown Railway Co., et al., has found not shown unreason- 
able or unjustly discriminatory certain combination rates on 
grain, grain products, and grain by-products, shipped in car- 
loads, from origins and reshipping points west of Buffalo, N. Y., 
to Cayuga, N. Y., and on animal and poultry feeds manufac- 
tured therefrom at Cayuga and shipped, in carloads, thence 
to eastern destinations over routes embracing the Pennsylvania 
and Baltimore and Ohio railroads and their respective con- 
nections. 

The division also found that undue prejudice to Cayuga 
and to the complainant, Beacon Milling Co., a large feed pro- 
ducer there, and undue preference of Buffalo and of the 
Beacon company’s competitors there located, resulted from the 
defendants railroads’ failure to maintain through rates from 
and to the points described, by way of Cayuga, that were not 
longer than through rates concurrently maintained by way of 
Buffalo, and to apply to transportation of the traffic described 
over such through routes by way of Cayuga, joint rates, with 
transit at Cayuga, no higher than those concurrently main- 
tained over such through routes by way of Buffalo. 

On or before October 25, the defendant railroads were 
ordered to cease and desist from practicing the aforementioned 
undue prejudice and preference. Said the division: 


We find that the combination rates assailed are not shown to be 
unreasonable but that so long as defendants maintain and apply joint 
rates to the transportation of grain from the origins here considered 
to the restricted territory by way of Buffalo, with transit at that point, 
it is and for the future will be unduly prejudicial to Cayuga and to com- 
plainant, and unduly preferential of Buffalo and of Complainant’s com- 
petitors there located, for the defendants herein to fail and refuse to 
maintain through routes from and to the same points by way of Cayuga 
which are not longer than the longest through route which they con- 
currently maintain or participate in by way of Buffalo and to fail and 
refuse to apply to the movement of the traffic here considered over 
such through routes by way of Cayuga, with transit at that point, joint 
rates not in excess of the joint rates concurrently applicable on similar 
traffic over said routes by way of Buffalo, except that in instances where 
the routes through Cayuga pass through higher-rated intermediate des- 
tfnations in order to reach lower-rated farther-distant destinations, the 
rates to such higher-rated intermediate points may be observed as 
minima to the farther-distant points. 

This record does not support a finding of unjust discrimination, nor 
is it sufficient to warrant a requirement relating the rates and routes 
through Cayuga to those through Hagerstown and Lancaster, 


Beacon Milling Co., Inc., said the division, specifically 
sought relief in the establishment of rates from and to the 
points described, applicable by way of Buffalo and Cayuga, 
not in excess of the contemporaneous rates from and to the 
same points over other routes, participated in by the B. & O. 
and the Pennsylvania. These two railroads, it said, assumed 
the burden of the defense in the instant proceeding. 

; = respect to issues involved in the proceeding, the divi- 
sion said: 


The complaint does not in terms pray for the establishment of 
joint rates. The context, however, clearly indicates that as a practical 
matter the relief sought could be effected in no other way. Joint rates 
apply over the through routes participated in by defendants and re- 
ferred to in the prayer, and the body of the complaint shows that it is 
the refusal of defendants to participate in joint rates from and to the 
points considered, by way of Buffalo and Cayuga, which results in the 
alleged unlawfulness of which complaint is made. It also appears that 
in the present circumstances the routes through Buffalo and Cayuga 
may not be considered as open routes for the transportation of through 
shipments of the character here considered, i.e., shipments of grain to 
Cayuga and of feed out-bound, which are transformed into through 
shipments under the friction of transit. It appears, therefore, that the 
relief sought also includes the establishment of through routes. In dis- 
cussing the issues at the hearing counsel for complainant confirmed the 
view that this proceeding involves the establishment of new through 
routes and joint rates which are not now in existence, and the hearing 
Proceeded on the basis of that understanding. In the circumstances, 
we shall construe the complaint as seeking the establishment of reason- 
able, nondiscriminatory, and non-prejudicial joint rates, and the estab- 
lishment of through routes by way of Buffalo and Cayuga over which 
such rates shall apply. 


‘Basis for Opposition 


The underlying basis for the defendants’ (the B. & O.’s 
and the Pennsylvania’s) opposition to the complaint, said the 






division, lay in the fact that the routing of the traffic con- 
sidered in the instant proceeding by way of Buffalo and 
Cayuga would short-haul them. Instead of getting their long 
hauls over their direct routes from the origin territory, or at 
least east of Buffalo, it said, they would obtain only relatively 
short hauls from eastern junctions where they connected with 
lines that would handle the traffic outbound from Cayuga. It 
was their position, continued the division, that the facts and 
circumstances of the proceeding did not meet the requirements 
of section 15 of the act on which the Commission’s authority 
to establish through routes and joint rates was conditioned. 
The railroads contended, said the division, that the routes and 
joint through rates sought were not necessary or desirable in 
the public interest, that they were not needed to provide ade- 
quate transportation, and that transportation over them would 
be less efficient and economic than over the existing direct 
routes. . 

The routes sought through Buffalo and Cayuga, said the 
division, were circuitous in comparison with the direct routes, 
but not so circuitous as other routes maintained or participated 
in by the B. & O. and P. R. R. The distance over the direct 
route from Chicago to Baltimore, Md., for instance, was, it 
said, 797 miles, where via short route through Cayuga over 
the New York, Chicago & St. Louis railroad to Buffalo, and 
the Lehigh Valley and connections beyond, the distance was 
1,029 miles. It said an extreme case was Washington Court 
House, O., to Cumberland, Md., where the direct route was 
333 miles, whereas over a short route through Buffalo and 
Cayuga, the distance was 890 miles. From 21 grain shipping 
points in Illinois, Indiana, Ohio, and Missouri, to 10 representa- 
tive destinations in the restricted territory, it continued, the 
average distances were 767 miles over the direct routes and 
1,089 miles over the short ‘routes through Buffalo and Cayuga. 

From Buffalo to the aforementioned 10 destinations, said 
the division, it was shown that the Pennsylvania participated 
in direct routes that averaged 529 miles. It said the joint 
rates from Chicago to Baltimore applied by way of Buffalo 
for the one-line hauls of the B. & O. and P. R. R.. The distance 
over the Pennsylvania, it said, was about 1,125 miles and over 
the B. & O. about 1,300 miles as compared with the short-line 
distance through Cayuga of 1,029 miles. The two railroads 
also participated with each other, said the division, in applica- 
tion of the joint rates via Buffalo, that is, either might bring 
the traffic in and the other take it out. The total distance over 
the Pennsylvania in-bound and the B. & O. out-bound was 
about 1,350 miles, it said: 

“It would appear that the defendants do not regard a much 
greater degree of circuity than by way of Cayuga as a bar 
to application of the joint rates when one or the other of them 
gets the entire haul, or they divide it between them,” the divi- 
sion averred. “Under transit arrangements at Buffalo, ship- 
ments moving over defendants’ routes through that point may 
be milled in transit there at plants located on the rails of 
carriers other than defendants, which are reached through 
switching arrangements. The Cayuga situation would be some- 
what similar except that transportation to and from the mill 
at that point would involve line-haul rather than switching 
service.” 


Rails Contradictory Positions 


It was worthy of note, continued the division, that the 
defendants’ position in the instant proceeding was contrary to 
that of railroads defendant in other recent cases involving 
rates for all-rail and water-rail transportation. In those cases 
involving transportation beyond a junction point where certain 
railroads connected with other railroads and also with water 
lines, it said, the railroads had vigorously insisted on the 
reasonableness and propriety of making a lower charge on 
traffic interchanged with rail connections than with water lines. 
In the instant proceeding, the division pointed out, the defend- 
ants participated in rates from Buffalo through Cayuga on 
traffic that arrived at Buffalo by boat on a much lower basis 
than they were willing to accord to similar transportation of 
traffic that arrived at Buffalo by rail. 

; With respect to earnings, said the division, it was shown, 
for instance, that from Chicago to Baltimore the applicable 
rate was 23.5 cents a 100 pounds. Over the direct route, 797 
miles, it said, this rate would earn 5.9 mills a ton-mile and 
17.7 cents a car-mile based on an average load of 30 tons, 
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where over the short route through Cayuga of 1,029 miles 
that rate would earn only 4.5 mills a ton-mile and 13.5 cents 
a car-mile. It said the defendants voluntarily applied the same 
rates by way of Buffalo over routes that were longer than 
those available through Cayuga, and the earnings over such 
routes were lower than those that they protested in the instant 
proceeding, over the Cayuga routes. 

The instant proceeding, said the division, was similar in 
many respects to D. A. Stickell & Sons, Inc. vs. Alton R. Co., 
255 I. C. C. 333. In that case, it said, the underlying basis for 
opposition to the complaint was, as in the instant proceeding, 
that the routes sought would short-haul the Pennsylvania in 
violation of section 15 of the act. There was one important 
difference between the two proceedings, said the division, and 
that was with respect to the circuity of the routes sought. It 
continued: 


In that proceeding, between representative points, namely, Chicago 
and Salisbury, Md., the short-tariff route is 902 miles and the distances 
over the routes sought ranged from 938 to 958 miles, whereas, as 
previously pointed out, the circuity here involved is substantially 
greater. In view of this circuity, we are of the view that through routes 
and joint rates by way of Cayuga, whose only purpose would be to 
afford complainant an opportunity to manufacture feed and ship to the 
restricted area under the transit arrangement, may not be found to be 
necessary or desirable in the public interest. We are further of opinion 
however that under the principle of D. A. Stickell & Sons, Inc. vs. 
Alton R. Co., supra, none of the matters urged by defendants in support 
of their opposition to through routes and joint rates by way of Cayuga 
affords sufficient justification for denial of such rates and routes so 
long as joint rates are maintained over longer through routes by way 
of Buffalo. 


Typical Rate Disadvantages 


The division said rate disadvantages instanced in the fol- 
lowing table were typical of those of which complaint was made: 


Grain origins—Chicago, Ill. (as reshipping point): 
Combination Joint Rates 


rates maintained maintained Disadvantages, 
Destination of feed via Cayuga via Buffalo per ton, 
Cents Cents against Cayuga 
ES ee ers tT 44.5 26.75 3.55 
Wilmington, Del. ............-. 40.5 24.50 3.20 
Savage Factory, Md........... 42.5 23.50 3.80 
eS Ge Snare rs 44.5 23.50 4,20 
Grain origins—Lansing, Mich.: 
Renee 50 33.75 3:35 
MP UIEINEORE, TIER. soot cccssces 46 31.50 2.90 
Savage Factory, Md............ 48 30.50 3.50 
CS eee errs re 50 30.50 3.90 





Besone Motor Express Purchase 


The Commission, division 4, has denied the application of 
Pacific Freight Lines, Los Angeles, Calif., for authority to pur- 
chase the operating rights and property of Robert Garden, 
doing business as Besone Motor Express and Bakersfield- 
Shafter-Wasco Auto Truck Line, Bakersfield, Calif., and of 
G. M. Duntley, president and controlling stockholder of Pacific, 
for authority to acquire control of such operating rights and 
property through the purchase, in MC F-2724, G. M. Duntley— 
Control; Pacific Freight Lines—Purchase—Robert Garden. 

Operating rights involved in the proposed transaction, said 
the division, covered general commodity transportation between 
specified California points, and were acquired by Mr. Garden 
on July 30, 1944, from Frank Caudana and Maurice Levey, 
partners, and Frank Caudana as an individual. It said that 
Pacific proposed to purchase these rights and certain vehicles 
for $20,000 plus an unspecified amount for interest and expenses. 

It was apparent, continued the division, that Mr. Garden 
acquired these properties solely as an accommodation to Pacific 
with a definite understanding that Pacific would take them 
over as soon as the Commission’s approval could be obtained. 
Continuing, the division, said: 


We conclude, from the facts stated, that control or management of 
the former operations of the partners and Caudana in a common inter- 
est with those of vendee has been effectuated through use of vendor as 
an agent, in violation of section 5(4). These operations were directly 
competitive, and vendee, in the manner indicated, has successfully 
eliminated such competition without first presenting the matter for our 
consideration. Methods such as used by vendee in this case to evade 
the requirements of the law are contrary to the public interest and the 
national transportation policy, which Congress has directed us to en- 
force. The transaction may not properly be approved as consistent with 
the public interest. Compare Beacon Fast Freight Co., Inc.—Purchase 
—Bateman, 39 M. C. C. 482. 


MILLS TRUCKING PURCHASE 
Purchase by Coordinated Transport, Inc., of Illinois, Chi- 
cago, Ill., of certain operating rights of E. E. Mills Trucking 
Co., Inc., South Bend, Ind., for $5,000, and acquisition of con- 








TRAFFIC WORLD 


trol of such rights by J. H., C. F., and L. Martell, controlling 
stockowners of Coordinated, all of Chicago, has been approved 
by the Commission, division 4, with Commissioner Porter dis- 
senting, in MC_ F-2602, J. H. Martell, et al—Control; Co- 
ordinated Transport, Inc., of Illinois—Purchase—E. E. Mills 
Trucking Co., Inc. 

_ Operating rights involved in the purchase, said the divi- 
sion, involved transportation of general commodities between 
Logansport and Fort Wayne, Ind., over U. S. highway 24, 
serving all intermediate points. The division denied the appli- 
nine sr with respect to operation between other specified Indiana 
points. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 74772, Goodman’s N. Y. & Conn. Express Corporation, 
New York, N. Y. Certificate granted. General commodities, 
with exceptions, over regular specified routes, between New 
York, N. Y., and Holyoke, Mass., New Haven and Jewett City, 
Conn., New London and Norwich, Conn., New Haven and Tor- 
rington, Conn., Waterbury and Torrington, Conn., and Norwalk 
and Danbury, Conn., and, over irregular routes, between New 
York City, on the one hand, and, on the other, points in New 
Jersey within 30 miles of the New York city hall. 

MC 78786, Sub. 152, Pacific Motor Trucking Co., San 
Francisco, Calif. Certificate granted, with Commissioner Lee 
necessarily absent and not participating in disposition of the 
proceeding. General commodities, with exceptions, (1) between 
Lerdo and Earlimart, Calif., over U. S. highway 99, (2) between 
Famoso and Ducor, Calif., over California highway 65, and 
(3) between Earlimart and Ducor, over an unnumbered high- 
way, subject to conditions, including one that the service to be 
performed by the applicant, a wholly owned subsidiary of the 
Southern Pacific Co., should be limited to that which was auxil- 
iary to, or supplemental of, railroad or railway express service, 
and a condition that no shipment should be transported under 
the authority granted that moved between any point south 
of Earlimart or Ducor, on any authorized routes, on the one 
hand, and any point north of such points, on the other. 

__ *MC 103299, Sub. 4, O. B. Darnell, Gate City, Va. Cer- 
tificate granted. Passengers and their baggage in the same 
vehicle with passengers, between Mabe and Clinchport, Va., 
and om over a described route, serving all intermediate 
points. 


JOHNSON TRUCK-LINE PURCHASE 


By a report and order in MC F-2636, R..V. Weicker—Con- 
trol; The Weicker Transfer & Storage Co.—Purchase—Louis 
J. Johnson and Raymond W. Johnson, the Commission, divi- 
sion 4, has approved the purchase by the Weicker company, 
a Denver, Colo., concern, of certain operating rights of Louis 
J. and Raymond W. Johnson, partners doing business as The 
Johnson Storage & Moving Co., also of Denver, for $11,000. 
It also approved acquisition of control of the rights by R. V. 
Weicker through such purchase. The rights involved, said the 
division, included authority to transport household goods be- 
tween Colorado points, on the one hand, and, on the other, 
points in Arizona, California, Idaho, Nevada, New Mexico, 
Oklahoma, Oregon, and Washington. 


HADLEY MOTOR RIGHTS PURCHASE 


By a report and order in MC F-2694, George A. Sims and 
M. K. Sims—Purchase—Hadley Transfer & Storage Co., the 
Commission, division 4, has approved the purchase transaction 
proposed in that proceeding, with Commissioner Miller dis- 
senting in part. 

The transaction, said the division, involved the purchase by 
George A. Sims and M. K. Sims, partners doing business as 
Salt Lake Transfer, Salt Lake City, Utah, of the general- 
commodity motor-carrier operating rights of Hadley Transfer 
and Storage Co., also of Salt Lake City, extending between 
Salt Lake City, on the one hand, and, on the other, points in 
Utah within 50 miles of Salt Lake City. The purchase price, 
it said was $3,000. 


COMMERCIAL BARGE LINES EXTENSION 

The Commission, division 4, on reconsideration in W-751, 
Commercial Barge Lines, Inc., Extension Application, embracing 
W-751, Same, Common Carrier Application, has modified its 
findings in the prior report, 260 I. C. C. 405, and issued a third 
amended certificate and order effective October 10. 

The prior findings were modified to permit the applicant 
to operate as a common carrier, by non-self-propelled vessels 
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with the use of separate towing vessels, in the transportation 
of general commodities, including automobiles and accessories, 
between Cincinnati, Evansville, and Louisville, on the one hand, 
and, on the other, points on the Tennessee River above Chat- 


| tanooga and on certain of that river’s tributaries, namely, the 


French Broad, Hiwassee, Clinch, and Emory Rivers. The added 
authority is for the points above Chattanooga on the Tennessee 
and its tributaries. 

The division also eliminated a prior restriction, that appli- 
cant should conduct the extended operation in vessels designed 
or used primarily for the transportation of automobiles. 


Midwest Iron and Steel Rates 
In a report and order in I. and S. No. 5269, Iron and Steel 


% to Iowa, Minnesota, Michigan and Wisconsin, and eight re- 


AoE as HME DY SEITY 


lated complaints, the Commission has ordered the suspended 
schedules canceled by August 30, without prejudice to filing 
schedules in conformity with the findings, which partly affirm 
and partly reverse the findings in No. 28786, Continental Steel 
Corporation vs. New York, Chicago and St. Louis Railroad 
ts, tee 1. 0. ©. 367. 

In general, the cases brought in issue rates 32.5 per cent 
of first class in the considered territory, and the Commission 
concluded that rates 28 per cent of first class, 40,000-pounds 
minimum, would be the maximum of reasonable rates from 


} points in Official Territory and from points in Western Trunk 


Line Territory to destinations in the latter territory under 
consideration, provided that rates from [Illinois Territory to 
Iowa Bridge Arbitrary Territory do not exceed bases prescribed. 

Rates within Official Territory, and non-establishment by 
carriers of alternate bases, subject to 60,000 and 80,000-pound 
minima were found not unreasonable. Other findings dealt 


4 with allegations of undue preference and prejudice. 


Re sept 


es 


Porto Rican Forwarder Application 


On reconsideration in FF-121, Porto Rican Express Co. 
Freight Forwarder Application, the Commission, division 4, has 
modified its conclusions in the prior report, 260 I. C. C. 285, 
by clarifying the description of the area to be served at the 
Port of New York. An amended permit and order, were issued, 
superseding the Commission’s permit and order of Aug. 5, 1944. 

The instant report finds the applicant should be authorized 


4 to serve the Port of New York district as defined in 42 Stat. 174 


and indicated on the map appended to the order of March 26, 
1941, in Ex Parte No. 140, Determination of the Limits of New 


4) York Harbor and Harbors Contiguous Thereto, rather than the 


Port of New York as defined in the order of March 26, 1941. 
The final ordering paragraph of the amended permit and 
order reads: 


And it is further ordered, That this amended permit and order, so 
far as it relates to the forwarding of general commodities, in interstate 
commerce, between the Port of New York district, defined as afore- 
said, and all United States ports south thereof on the Atlantic coast 
and all such ports on the Gulf of Mexico and on the Pacific coast such 
traffic being imported or for export through these respective ports, 
shal ltake effect and be in force from and after August 21, 1945, and 
shall continue in force until December 31, 1945, unless sooner suspended, 
modified, or set aside by order of the Commission, but that in all other 
respects it shall take effect and be in force from and after August 21, 
1945. ; 


The further authority of Porto Rican is for the forwarding 
of general commodities from the Chicago commercial zone to 
the Port of New York district; and from the Port of New York 
district, on import traffic, to points in Arkansas, Connecticut, 
Georgia, Illinois, Iowa, Kentucky, Maryland, Massachusetts, 
Michigan, Minnesota, Missouri, New Jersey, New. York, Ohio, 
Pennsylvania, South Carolina, Vermont, Virginia, Wisconsin 
and the District of Columbia. 


RECONSIGNED CONTRACTOR’S EQUIPMENT, ETC. 


No. 29091, L. H. Lacy & Co. vs. Chicago, Rock Island & 
Pacific Railway Co., et al. By the Commission, division 2. 
Reparation awarded. Carload shipments of secondhand con- 
tracior’s equipment, tractors, dragline and concrete-mixing ma- 
chines, gravel bins, concrete surface curing compound and 
Construction forms, knocked down, from Harlow, Tex., to 
Stuttgart, Ark., reconsigned to Kay, Ark., found not misrouted. 
Also found that rates charged on the shipments of construc- 
tion form’, knocked down, and tractors were inapplicable, and 
that the applicable rates were 69 and 85 cents a 100 pounds, 
respectively; that the rates charged on the remaining shipments 
were applicable; and that the reconsignment charges collected 


; n connection with the combination rates based on Stuttgart of 


$2.63 a car when the orders were placed at billed destination 
Prior to arrival, and $7.35 a car when the orders were not 
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placed until after arrival but before placement of car for 
unloading, were inapplicable. Applicable rates on all of the 
shipments found unreasonable to the extent they exceeded 75 
cents a 100 pounds on the contractors’ equipment, including 
the dragline, concrete mixing machines, and used gravel bins; 
67 cents on the tractors, 63 cents on the concrete curing com- 
pound, and 54 cents on the concrete construction forms, knocked 
down; except that, in determining the amount of reparation due, 
the aforementioned reconsignment charges (excluding such 
charges on idler cars MEC 7417, CN 660019, and L&N 25633), 
should be added to the charges at the rates found reasonable 
in the instant proceeding. 


F. E. C. REORGANIZATION HEARING 

The Commission has reopened and assigned for further 
public hearing its proceeding in Finance No. 13170, Florida 
East Coast Railway Co. Reorganization, setting the hearing 
for Tuesday, August 21, at 9:30 a. m., at the Commission’s 
offices, before Director Oliver E. Sweet, of the Bureau of 
Finance. 

Further evidence would be received with respect to modi- 
fications of the terms of the modified reorganization plan ap- 
proved by the Commission in its second supplemental report 
and order in this proceeding (see Traffic World, January 20, 
p. 146), and with respect to any plans that might be presented 
at the hearing, said the Commission. 

It also said that parties intending to introduce evidence 
should transmit copies of exhibits or new reorganization plans 
that they expected to present to the Bureau of Finance and 
parties to the proceeding on or before August 7. 


COTTON LINTERS FOURTH SECTION 

Carriers parties to Hoke’s I. C. C. Nos. 727 and 860 were 
granted authority by the Commission, division 2, in fourth sec- 
tion application No. 20760, Cotton Linters from Memphis, 
Tennessee, and Mississippi, to establish and maintain rates on 
cotton linters, carloads, from Memphis, Helena, Ark., and other 
points in Mississippi to St. Louis, Missouri, and East St. Louis, 
Peoria, Springfield, and Chicago, Illinois, without observing the 
long-and-short-haul provision of section four. The report em- 
braced fourth section applications Nos. 20939 and 21135. 





COMMISSION ORDERS 


MC-F 2824, Fred Olson, Jr., purchase, John S. Stemper. 
tor Service’s petition for reconsideration, denied. 

MC-F 2889, Zollie Rochelle, lease, Bowen Motor Coaches. 
tion dismissed. 

Finance 14749, Northern Pacific Ry. Co., abandonment, etc. 
tive date of certificate of June 13, extended to August 15. 

I. & S. M-2160, Minimum class rate stops in Central and Eastern 
States. Order of March 15, further modified to become effective on 
September 1, instead of July 16. 

W-353, Barrett Line, Inc., contract carrier application. Reopened. 

MC-F 2269, J. R. Oden et al., control; Malone Freight Lines, Inc., 
purchase, Howard Hall Co., Ine. Applicants’ petition for reconsidera- 
tion, denied. 

MC-FC 20803, Sam’s Lakewood Line, Inc., Transferee, and Samuel 
Ikenson, dba Sam’s Lakewood Line, Transferor. Order of July 3, va- 
cated and application dismissed. 

MC-F 2596, Ralph Marcuccilli et al., control; Marion Trucking Co., 
Inc., purchase, Harwood Trucking, Inc., and Jacqua Transit Lines, Inc. 
Reopened for further hearing. 

FF 121, Porto Rican Express Co., 
Reopened for reconsideration. 

No, 29081, Ecusta Paper Corp. vs. Alton et al. Order of April 20, 
further modified to become effective September 17, on not less than 30 
days’ notice instead of August 27. 

MC-F 2253, Mount Airy Transportation Co., purchase Vogel Hiatt. 
Application dismissed. 

MC-F 2761, Fay V. Watson et al., control; Watson Bros. Transpor- 
tation Co., Inc., purchase, Ash Truck Lines, Inc. Protest of Union 
Transfer Co. to holding of hearing in this proceeding, overruled. 

MC 105702, Wilbur Moritz, common carrier application. Reopened. 

W-115, Chotin and Pharr, Inc., contract carrier application. Effec- 
tive date of order of January 29, 1944, further postponed to October 7. 


Olson Mo- 
Applica- 
Effec- 


freight forwarder application. 





UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14958, Texas & Pacific Railway Co. 
Bonds, granting authority to issue not exceeding $39,000,000 of general 
and refunding mortgage 3% per cent bonds, series E, to be sold at 
98.6399 and accrued interest, and the proceeds, with other funds, applied 
tc the redemption of $40,956,000 of outstanding bonds. Approved. 

Report and order in F. D. No. 14978, Pennsylvania Railroad Co. 
Equipment Trust Certificates, granting authority to assume obligation 
and liability as guarantor, in respect of not exceeding $10,290,000 of 
Pennsylvania railroad equipment-trust certificates, series Q, to be issued 
by the Fidelity-Philadelphia Trust Co., as trustee, and sold at 100.12766 
and accrued dividends in connection with the procurement of certain 
equipment. Approved. 


MOTOR FINANCE CASES 
MC F-2863, B. D. Kelly—Control; Apex Transportation Inc.—Pur- 
Application 


chase—P. A. Kelly, Jr., et al. (W. E. Covington, receiver). 

































































































226 


for authority under section 210a(b) of Apex Transportation Inc., of 
Charlotte, N. C., for temporary operation of motor-carrier rights of 
P. A. Kelly, Jr., C. H. Smith, and C. C. McCrary (W. E. Covington, 
receiver), doing business as Kelly Motor Lines, of Sumter, S. C., granted 
July 23 with conditions. 

MC F-2734, Fay V. Watson et al.—Control; Watson Bros. Transpor- 
tation Co., Inc.—Purchase—Holdcroft Transportation Co. Application 
for authority under section 210a(b) of Watson Bros. Transportation Co., 
Ine., of Omaha, Neb., for temporary operation of portions of the motor- 
carrier rights of Holdcroft Transportation Co., of Sioux City, Ia., denied 
July 23. 

MC F-2834, Signal Oil and Gas Co. et al.—Control; System Freight 
Service—Purchase—L. V. Smart and C. F. Corbett; Control and Pur- 
chase—Smart’s Auto Freight Co., Inc. Application for authority under 
section 210a(b) of System Freight Service, of Los Angeles, Calif., for 
temporary control and management of the motor-carrier properties of 
Smart’s Auto Feright Co., of Portland, Ore., granted with conditions. 

MC F-2902, Thomas Kappel—Purchase—Trucking Corporation. Ap- 
plication for authority under section 210a(b) of Thomas Kappel, doing 
business as American Auto Transit Company, of Springfield, Ohio, for 
temporary operation of a portion of the motor-carrier rights of Trucking 
Corporation, of Columbus, Ohio, granted with conditions. 

MC F-2361, Fay V. Watson et al.—Control; Watson Bros. Transpor- 
tation Co., Inc.—Purchase—Jens Christensen and Jack Christensen. Ap- 
plication for authority under section 210a(b) of Watson Bros. Trans- 
portation Co., Inc., of Omaha, Neb., for temporary operation of the 
motor-carrier rights of Jens Christensen and Jack Christensen, doing 
business as Christensen Transfer, of Grand Island, Neb., denied. 


FINANCE APPLICATIONS 


Finance No. 14999, Atchison, Topeka & Sante Fe Railway Co., and 
the trustees of the Chicago, Rock Island & Pacific Railway Co. ask 
authority to acquire control of the Oklahoma City Junction Railway 
Co., by purchase of its stock, and to lease and operate its properties. 

Finance No. 15000, Chateaugay & Lake Placid Railway Co. and 
Delaware & Hudson Railroad Corporation ask authority for (a) abandon. 
ment by the C. & L. P. of a line of railroad and abandonment of oper- 
ation over said line by the D. & H., between Lyon Mountain and Pluma- 
dore Junction, in Clinton and Franklin counties, N. Y., about 13.66 
miles; (b) abandonment of operation under trackage rights over the New 
York Central Railroad Co., between Plumadore Junction and Saranac 
Lake, in Franklin and Essex counties, N. Y., about 27.36 miles; by the 
D. & H., and (c) abandonment of a line of railroad by the C. & L. P. 
and abandonment of operation over that line by the D. & H., between 
Saranac Lake and Lake Placid, in Franklin and Essex counties, N. Y., 
about 10.1 miles, by the sale of said line by the C. & L. P. to the New 
York Central. According to the application, abandonment of the line, 
and operation thereof, is proposed in connection with (a), the New 
York Central to continue operation over the segments involved in (b) 
and (c). 

Finance No. 15001, New York Central Railroad Co. asks authority 
to acquire and. operate the line of railroad of the Chateaugay & Lake 
Placid Railway Co., between Saranac Lake and Lake Placid, in Essex 
and Franklin counties, N. Y., approximately 10.1 miles. 

MC F-2920, Decatur Cartage Co., Inc. of Indiana, of Indianapolis, 
Ind., asks authority to purchase certain operating rights, equipment 
of Allied Motor Express, Inc., of Cleveland, O., and temporarily to 
operate. 

MC F-2917, Highway Express Lines, Inc., Philadelphia, Pa., asks 
authority to purchase certain operating rights of Samuel M. Taylor, 
dba Taylor Trucking Co., Philadelphia. 

MC F-2918, Holman Transfer Co., Portland, Ore., asks authority to 
lease for five years certain operating rights of Martha F. Kneeland, of 
Portland. 

MC F-2919, John H. Ferguson, dba Ferguson Transfer Co., Roanoke, 
Va., asks authority to purchase certain operating rights of Mundy Motor 
Lines, of Roanoke. 

MC F-2921, Merchant’s Service Trucking, Inc., of New London, 
Conn., asks authority to purchase certain operating rights of Henry Jen- 
kins Transportation Co., Inc., of Boston, Mass. 





PETITIONS FOR REHEARING, ETC. 


No. 28978 and Subs. 1-10, George A. Hormel & Co. et al. vs. A. T. 
& S. F. et al. Defendants ask for postponement of effective date of 
order of June 5, and for extension of time for filing petition for recon- 
sideration. 

MC-F 2775, H. J. Jeffries, Vendee, purchase, R. D. Richardson and 
Bess B. Snodgrass, Vendors. Vendee and vendors ask that temporary 
autnority for 180 days be granted vendee. 

MC-F 2905, E. L. Miller, Vendee, purchase, E. L. Hickerson and 
T. L. Hickerson, Vendors. Vendee and vendors ask that temporary 
authority for 180 days be granted vendee. 

No. 29032, Pulaski Veneer Corp. vs. Atlantic and Yadkin et al. Com- 
plainant, in supplemental petition, asks for correction and amendment 
of report and order of August 1, 1944, and reconsideration of record as 
made, with respect to reparation. 

Finance 14638, Chicago, Burlington and Quincy, abandonment. Ap- 
plicant asks, in supplemental joint petition and brief, for reconsidera- 
tion, further hearing, and reargument. 

No. 29064, Cadwallader-Gibson Co., Inc., et al. vs. A. G. S. et al. 
Complainants ask for reconsideration by entire Commission and for 
reversal of basis for, also findings by Commissioner Rogers, in report 
of May 22, and for further hearing in event that Commission is unable 
to reverse said findings completely. 

No. 29097, Semmet-Solvay Co. vs. C. & O. No. 29097, Sub. 1, Con- 
solidation Coal Co. vs. Same. Intervening railroads ask for argument 
and consideration by entire Commission. 

MC-F 2368, C. J. Villeneuve, control; Deluxe Motor Stages of Illi- 
nois, lease, the Santa Fe Trail Transportation Co. Deluxe Motor Stages 
and the Santa Fe Trail Transportation Co. ask that authority be granted 









rights of Santa Fe Trail Transportation Co. 
Ex Parte 72, Sub. 1, In the matter of regulations concerning the 
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Deluxe Motor Stages to lease, for a further period of one year, certain ; 


class of employes and subordinate officials that are to be include: J 


within term ‘‘Employe’’ under Railway Labor Act. Roadmasters and 


supervisors of Union Pacific R. R. ask Commission to strike from their | 


initial brief in exhibits identified as ‘‘Appendix A,’’ ‘‘Appendix B’’ and } 


““Appendix C.’’ 


MC-F 2837, F. E. Stanley et al., Vendees, purchase, Ray F. and 


Henri E. Parkhill, Vendors. Vendees and vendors ask that temporary 
authority for 180 days be granted vendees, 

MC-F 2847, Raymond Newton Booth Converse, dba Converse Truck- 
ing Service, lease, C. J. Mitchell, dba Mitchell Bros. Truck Line. Con 
verse Trucking Service asks for authority temporarily to operate mo- 
tor-carrier properties of Mitchell Bros. Truck Line. 


Railroad Abandonments 
O.-W. R. & N. Co. 


By an order in Finance No. 13780, Oregon-Washington Rail- | 
way & Navigation Co., et al., Abandonment, the Commission, | 
division 4, has granted the Railway Labor Executives’ Associa- | 
tion permission to intervene for the purpose of filing a petition | 


for reopening and reconsideration of the question of protection 
of employes. In the same order, the Commission extended its 
jurisdiction for the consideration of that question an additional 
two years after July 26. 

The Commission’s action was taken in spite of the conten- 
tions of the railroad that the petition of the R. L. E., and of 
other rail brotherhoods, should be dismissed for lack of a spe- 
cific showing that individual employes who might be adversely 


affected had empowered the brotherhoods to bind them to what- | 


ever conditions the Commission might impose (see Traffic World, 
July 14, p. 88). 


c. St. L. & N. O. 
The Commission has extended the time for consideration 


of the question of protection for employes who might be ad- 


versely affected by the abandonment authorized in Finance No. 
13992, Chicago, St. Louis & New Orleans Railroad Co., et al., 
Abandonment, for an additional two years after July 29. 


M. P. in Nebraska 


Examiner Jerome K. Lyle, observing that factual data pre- 
sented by the railroad had been unsatisfactory, that substan- 


tial public need for the line exists, and that prospects for rev- ‘ 


enues from the branch for the next few years probably will be 


as favorable as in the past two years, has recommended, in a | 
proposed report in Finance No. 14232, Missouri Pacific Railroad | 


Corporation in Nebraska Trustee Abandonment, that division 4 
deny permission to abandon. 

The applicant had asked for permission to abandon a branch 
line extending from Talmage Junction to Crete, approximately 
70 miles, in Namaha, Otoe, Johnson, Lancaster, and Saline 
counties, Neb. Division 4 denied permission to abandon the 
portion of the branch extending from Talmage Junction to Tal- 
mage, approximately 11.9 miles, but permitted abandonment, 
effective one year from the date of the certificate, Sept. 16, 
1944, of the portion of the branch extending from Talmage to 
Crete, approximately 58.1 miles. 257 I. C. C. 802. 

The proceeding was reopened for the purpose, among other 
things, of obtaining complete operating results for 1943 and 


1944, and of determining probable results of operating the line [| 
from Talmage to Crete based on the assumption that operation | 
between Auburn (near Talmage Junction) and Talmage would © 


have to be continued in any event. 

Ascribing errors in the railroad’s exhibits to inexperienced 
help, the examiner said that, assuming all the applicant’s ex- 
hibits correctly to portray the facts purported to be set forth, 
the applicant had nevertheless failed to show that the branch 


should be abandoned at this time. He observed that abandon- | 
ment should not be permitted under any circumstances unless | 
the applicant could show it had adopted all appropriate means | 
of reducing expenses, and said the establishment of less than | 


daily service (now maintained) was a method commonly used. 


Tri-weekly service was furnished by two railroads offering 7 


competition to the branch, he said. Probable savings from tri- 
weekly service, he added, would permit the branch to earn a 
substantial profit based on expenses of the past few years. The 
examiner said the conclusions related to the entire branch, but 
that, if it was assumed operation between Auburn and Talmage 
must be continued, “an even stronger case against abandonment 
for the remainder of the branch is made.” 


The protestants contended the branch should be given credit | 
for such additional revenues as might be earned in connection © 


with grain originating on the branch that moved to Kansas City 
for storage or other services and was later forwarded over the 
Missouri Pacific to other destinations. The examiner said that, 


in accounting for this traffic, the rate to Kansas City was applied | 


and no revenues were taken into consideration for the move- 
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ment beyond, unless the movement beyond was on the original 
waybill. After a detailed discussion of the handling of such 
traffic, with reference to transit granted at Crete, the examiner 
said: 

Under all the circumstances the following conclusions are believed 
warranted: (1). That the revenues assigned by the applicant to the 
pranch in connection with traffic moving into and out of Crete under 
through rates should be accepted as fairly indicating the value of the 
branch to the system, for the movement of that traffic, (2) that on 
traffic having its final destination on the branch, that is, not forwarded 
to points beyond on transit balances, the entire systcm revenues should 
be shown from the first origin or final destination even though transit 
may have been accorded en route, and (3) that the branch should be 
credited with additional revenues for the movement of grain beyond 
Kansas City which originated on the branch if and where it can be 
determined under the ordinary method of identifying transit shipments 
that an additional movement over the Missouri Pacific is in fact secured. 


Central of N. J. 


Shelton Pitney and Walter P. Gardner, trustees of the Cen- 
tral Railroad Co. of New Jersey have filed an application with 
the Commission in Finance No. 14996 asking authority to aban- 
don that portion of the Seashore branch of the applicants’ rail- 
road extending from a point near Highland Beach station to a 
point near East Long Branch station, a distance of 5.50 miles; 
and that portion of the West End branch of the Seashore branch, 
extending from a point near the East Long Branch station to a 
point near the West End station, a distance of approximately 
0.88 miles, in Monmouth county, N. J. The trustees say the 
abandonment should be permitted because the lines are being 
conducted at*a substantial loss and because an immediate ex- 
penditure of over $600,000 would be required to insure con- 
tinued operation. 


Milwaukee 


In Finance No. 14001, Milwaukee, St. Paul & Pacific Rail- 
road Co. Trustees’ Abandonment, the Brotherhood of Railroad 
Signalmen of America; the International Brotherhood of Elec- 
trical Workers; System Federation No. 76 of the Railway 
Employes’ Department, American Federation of Labor; and 
the Brotherhood of Maintenance of Way Employes, have peti- 
tioned the Commission for reopening and reconsideration. 


The brotherhoods are asking that action to the end that 
the Commission modify its order permitting abandonment so 
as to include the “Burlington case” conditions for the protec- 
tion of adversely affected employes. If the Commission is not 
disposed to fix such conditions, the brotherhoods ask that the 
order be amended to extend the Commission’s jurisdiction for 
an additional two years from July 24, in order to fix such 
conditions. 


Kane & Elk 


By a report and certificate in Finance No. 14945, Kane & 
Elk Railroad Abandonment, the Commission, division 4, has 
permitted abandonment with respect to interstate and foreign 
commerce, by the Kane & Elk Railroad Co., of its line of rail- 
road extending for three miles between East Kane, McLean 
county, Pa., and James City, Elk county, Pa. This line, accord- 
ing to the K. & E., was all of its remaining line of railroad. 
The K. & E. said the line had not operated since 1930, that 
all industries along its right-of-way had been dismantled, and 
that the War Production Board had ordered it to sell its 
rails (see Traffic World, May 26, p. 1378). 


Southern Railway 


The Order of Railroad Telegraphers and Railway Labor 
Executives’ Association, have petitioned the Commission for 
reopening and reconsideration in Finance No. 14294, Southern 
Railway Co. Abandonment, in order to impose the so-called 
“Burlington case” conditions for the protection of adversely 
affected employes. In the alternative, the unions ask the Com- 
mission to extend its jurisdiction with respect to its authority 


- fix such conditions for an additional two-year period from 
ept. 24. 


O.-W. R. & N. Co. 


The Oregon-Washington Railway & Navigation Co. has 
filed a motion in Finance No. 13780 to file a substitute brief 
for its brief in reply to the brotherhoods’ petition for interven- 
ton. The purpose of filing the substitute brief, said the rail- 
toad was to delete its contention that the brotherhoods’ peti- 
tions should be denied because they did not show that each of 
the employes who might be adversely affected by the abandon- 
ment had empowered the brotherhoods to bind them to what- 
ever conditions the Commission might oppose. This action was 
taken, said the O.-W. R. & N., with the “approval of counsel” 
of the brotherhoods. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended. Suspension orders contain many schedules not 
reproduced here. Details of such orders are published in The Daily 
Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2558, the Commission suspended from July 
25 until February 25 the operation of certain schedules pub- 
lished in supplements Nos. 27 to tariffs MF-I. C. C. No. 14, 
I. C. C. No. 14 and FF-I. C. C. No. 14 of National Motor Freight 
Classification No. 7, C. F. Jackson, agent, Washington, D. C. 
The suspended schedules propose to increase the classification 
ratings on incandescent electric lamps and bulbs. 


In I. and S. M-2559, the Commission suspended from July 
25 until February 25 the operation of certain schedules pub- 
lished in supplements Nos. 27 to tariffs MF-I. C. C. No. 14, 
I. C. C. No. 14 and FF-I. C. C. No. 14 of National Motor Freight 
Classification No. 7, C. F. Jackson, agent, Washington, D. C. 
The suspended schedules propose generally to increase the 
classification ratings on aircraft parts. 


In I. and S. M-2560, the Commission suspended from July 
25 until February 25 the operation of certain schedules pub- 
lished in supplements Nos. 27 to tariffs MF-I. C. C. No. 14, 
I. C. C. No. 14 and FF-I. C. C. No. 14 of National Motor Freight 
Classification No. 7, C. F. Jackson, agent, Washington, D. C. 
The suspended schedules propose to increase the classification 
ratings on trunks and traveling bags. 

In I. and S. M-2561, the Commission suspended from July 
25 until February 25 the operation of certain schedules pub- 
lished in supplements Nos. 27 to tariffs MF-I. C. C. No. 14, 
I. C. C..No. 14 and FF-I. C. C. No. 14 of National Motor Freight 
Classification No. 7, C. F. Jackson, agent, Washington, D. C. 
The suspended schedules propose to increase the classification 
ratings on hard fiber or pressed pulp hats and caps. 

In I. and S. M-2562, the Commission suspended from July 
25 until February 25 the operation of certain schedules pub- 
lished in supplements Nos. 27 to tariffs MF-I. C. C. No. 14, 
I. C. C. No. 14 and FF-I. C. C. No. 14 of National Motor Freight 
Classification No. 7, C. F. Jackson, agent, Washington, D. C. 
The suspended schedules propose generally to increase the 
classification ratings on carpet mill thread waste. 

In I. and S. M-2563, the Commission suspended from July 
25 until February 25 the operation of certain schedules pub- 
lished in supplements Nos. 27 to tariffs MF-I. C. C. No. 14, 
I. C. C. No. 14 and FF-I. C. C. No. 14 of National Motor Freight 
Classification No. 7, C. F. Jackson, agent, Washington, D. C. 
The suspended schedules propose generally to increase the 
classification ratings on certain paper articles. 

In I. and S. No. 5355, the Commission suspended from July 
25 until February 25 the operation of certain schedules as pub- 
lished in supplements Nos. 28 and 13 to Illinois Central Rail- 
road Company’s tariff I. C. C. No. E-1785 and Louisville and 
Nashville Railroad Company’s tariff I. C. C. No. A-16571, re- 
spectively. The suspended schedules propose to increase the 
rate on bituminous coal, in carloads,’ from mines in western 
IKxentucky to Watson, Ind., from 146 to 156 cents per ton of 
2000 pounds. 

In I. and S. No. 5356, the Commission suspended from July 
25 until February 25 the operation of certain schedules as set 
forth in supplement No. 21 to joint tariff, Agent W. S. Cur- 
lett’s I. C. C. No. A-800. The suspended schedules propose to 
increase the class rates between points in the Farmville, N. C., 
group and points in trunk-line and New England territories. 

The following is illustrative of present and proposed rates 
in cents per 100 pounds, respectively, betwéen Farmville and 
Albany, N. Y., 157 and 166; Baltimore, Md., 117 and 128; and 
New York, N. Y., 138 and 146. 

In I. and S. M-2556, the Commission suspended from 
July 20, until September 18, the operation of certain schedules 
published in tariff MF-I. C. C. No. 36 of Rocky Mountain Motor 
Tariff Bureau, Inc., agent, Denver, Colo., and related schedules. 
The suspended schedules proposed to revise class rates, classi- 
fication exceptions ratings, commodity rates and other provisions 
applying between points in the states of Idaho, Montana, Oregon 
and Utah. 

In I. and S. M-2557, the Commission suspended from 
July 22 until February 22 the operation of certain schedules 
published in supplement No. 137 to joint tariff MF-I. C. C. 
No. 58, and others, issued by Central and Southern Motor 
Freight Tariff Association, Inc., agent, Louisville, Ky. The 
suspended schedules propose to add so-called emergency charges 
of 5 cents per 100 pounds on shipments subject to less-truck- 
load and any-quantity rates and 2 cents per 100 pounds on 
shipments subject to volume rates moving between points in 
— central and southern states (see Traffic World, July 14, 
p.. 32). 

In I. and S. No. 5354, the Commission suspended from 
July 23 until February 23 the operation of certain schedules 
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as published in supplement No. 39 to Illinois Terminal Railroad 
Co.’s tariff I. C. C. No. 74, and Supplement No. 22 to Wabash 
Railroad Co.’s tariff I. C. C. No. 7428. _The suspended schedules 
propose to establish new charges for extra or additional switch- 
ing services at the plant of Spencer Kellogg and Sons, Inc., 
Decatur, Ill. (See Traffic World, July 7, p. 14.) 








Truck Ratings on Airplane Turrets 


Motor common carriers, parties to the National Motor 
Freight Classification, have filed exceptions to the recommended 
findings of Examiner L. J. Kassel in I. and S. M-2493, Airplane 
Turrets, Etc., Classification Ratings, addressing their objections 
to the examiner’s proposal of one and three-fourths times first 
class, one and one-half times, and first class on turrets, depend- 
ing on their density (see Traffic World, July 7, p. 15). 

“The challenged report rests on the basic assumption that 
this is principally a density case, and evidence of other trans- 
portation characteristics is accorded comparatively little con- 
sideration,” said the respondents. “Turrets, blisters, domes and 
noses are not only generally light and bulky, but they also en- 
tail (a) high value per pound and value of service, (b) high 
potential risk, and need for care in handling and expedited 
service, and (c) extremely poor loadability. These character- 
istics necessarily and substantially condition the involved ar- 
ticles’ transportation and must be reflected in their classification 
ratings. The examiner by ignoring them has committed grievous 
error of law.” 

The respondents said no exception was taken to the failure 
to approve the proposed cancellation of ratings on “turret 
parts” for the reason that addition of the phrase “not other- 
wise indexed by name” as suggested by the examiner might 
tend to correct the defect involved. Neither did the respondents 
except to the failure to approve increased ratings on turret 
frames, but based their objection on the failure to approve a 
“higher series of ratings for turrets than is proposed, and to 
hold such series equally just and reasonable for application on 
blisters, domes and noses.” 

The high value a pound indicated the potential risk, said 
the respondents, observing that blisters, domes or noses were 
made of methyl acetate and were very easily broken. It was 
axiomatic, they continued, that potential risk looking to the 
future is as vital a classificatiton factor as actual past risk 
proven by past claim, particularly where, as here, the traffic 
has been moving in volume only for a short time,” quoting In- 
dustrial Rayon Corp. vs. Pere Marquette Ry. Co., 183 I. C. C. 
260, 262. 

Poor loadability characterized all the items in issue, said 
the carriers, who said exhibits in the proceeding showed fre- 
quent shipments of turrets moved by a carrier generally on 
standard 28 or 30-foot equipment with an average load (re- 
flecting dead stowage ... .)of but 4,366 poun‘s. Some moved 
on more than one truck, they said, “as the «~1al loading is 
between 4,000 and 5,200 pounds with some sp=<ce left unoccu- 

ied.” 

J The respondents objected to the fact that, they said, the 
instant report relied almost entirely on the Commission’s deci- 
sion in I. and S. M-2404, Incandescent Electric Lamps or Bulbs, 
and argued that the table of ratings evolved in that proceeding, 
to serve as a practical guide in the determination of ratings 
where density was the predominant element to be considered, 
assuming other factors to be equal, did not apply in the instant 
proceeding because the othér factors were not equal. 


1. Cc. C. ACCIDENT REPORTS 

Derailed freight cars obstructing an adjacent main track 
immediately in front of an approaching train caused a collision 
between a passenger train and derailed cars of a freight train 
on the Pennsylvania railroad near Milton, Pa., June 15, 
according to a report by the Commission, by Commissioner 
Patterson, in investigation No. 2900. The accident, said the 
Commission, resulted in the death of 16 passengers and three 
train-service employes, and the injury of 42 passengers, two 
railway-mail clerks, one express messenger and three train- 
service employes. The report said the accident occurred only 
a few seconds after the derailment of the freight cars. 


LIGHT AND BULKY MOTOR RATINGS 


The Commission has made public a petition of the Price 
Administrator for reconsideration of the record in I. and S. 
M-2404, Incandescent Electric Lamps or Bulbs, and related 
cases involving motor carrier ratings of light and bulky articles, 
and of the findings and order of division 3 in those proceedings 
(see Traffic World, June 2, p. 1437). 

At the same time the Commission made public suspension 
orders in I. and S. M-2558 to I. and S. M-2563, inclusive, sus- 
pending the schedules published by'C. F. Jackson, as agent, in 
supplements to the National Motor Freight Classification No. 
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7, filed after the report of division 3 was issued in the earlier 
cases involving the same articles (see elsewhere). The supple- 
ments were suspended from July 25 to February 25, 1946. 

The Price Administrator, in his request for reconsideration 
and modification, said: 

“The general grounds for this request are that division 3’s | 
conclusions, findings and order are in accord neither with the 
facts of record in these proceedings nor with prior decisions of 
the Commission in cases involving classification ratings on 
commodities having the same or similar transportation char- 
acteristics as those considered in these proceedings. . . .” 

The Administrator alleged five errors in the report, among 
them one that the division had applied standards or tests that 
were illogical and unreasonable and in conflict with tests and 
principles applied by the Commission in other cases involving 
both rail and motor classification ratings. 


Clinchfield-C. & O. Construction 


Motion for separate disposition of the proceedings in 
Finance No. 14820, Carolina, Clinchfield & Ohio Railway, et al. 
Construction, and Finance No. 14850, Chesapeake & Ohio Rail- 
way Co. Construction, involving applications by the C. C. & O. 
and its parent companies, and of the C. & O. for authority to 
construct lines to serve the Clinchfield Coal Corporation in 


Dickenson county, Va., and Wise county, Va., should be denied, ~ 


say the C. & O. and the coal corporation, in replies to the mo- 


tion filed by the C. C. & O. (See Traffic World, July 21, p. 162.) i" 
The coal corporation said the occasion for speed in the dis- © 


position of the proceeding was its concern, and that its “exigen- 


cies’ should not be seized on by the railroad to give the C. C. | 


& O. a tactical advantage in its opposition to the C. & O. ap- 
plication. The coal corporation was purchased by the C. & O. 


and the Alleghany Corporation, through the’ Pittston Co., ac- a 


cording to the C. C. & O. 


The C. & O. said the motion for separate disposition, ‘“al- 7 


though filed ostensibly to expedite the provision of railroad 
facilities for the coal company .. . is intended actually to 
delay the provision of such facilities in Wise county, an area 


which is not tributary to the movants and which they do not | 


propose to serve.” 


If the motion was granted, said the C. & O., the Louisville § 
& Nashville, one of the controlling companies of the C. C. & O., § 
might be expected to employ “every conceivable tactic’ to pro- 


long the controversy. It charged the L. & N. with ‘“masquerad- 
ing as the little Clinchfield,” and said that “it ill-behooved the 


Louisville & Nashville to accuse the Chesapeake & Ohio of 3 


cloaking ‘the hands of Esau’ with ‘the voice of Jacob’.” 

There was no real question of duplication of railroad fa- 
cilities, said the C. & O., as neither applicant sought authority 
to serve the area proposed to be served by the other applicant. 

The C. & O. said the L. & N.’s “malicious attack” on the 
C. & O. could not conceal nor divert the Commission’s atten- 
tion from the controlling facts of record: It observed that, fol- 
lowing the decision of the Commission in No. 29085, In Re 
Alleghany Corporation Control, the rulings of the Commission 
had been complied with so that there “now exists no interlock- 
ing directorates between Alleghany Corporation and the Chesa- 


peake & Ohio, on the one hand, and Pittston Company and the ls 


Coal Company, on the other hand.” 

These matters, it said, were of record in No. 29085. It said 
it was confident that “action upon this motion and the decision 
in these cases will be based upon these facts rather than upon 
the Louisville & Nashville’s unwarranted charges that the 


Chesapeake & Ohio, by secretive and foul means, is attempting | 


to invade a territory which the Louisville & Nashville now 
claims for the first time, a territory which that railroad de- 
clined to serve, which it does not now propose to serve and 
which is not tributary to its line.” 


NEW YORK LIGHTERAGE COMPLAINT 


The Commission has assigned No. 29162, Shelton Pitney and | 
Walter P. Gardner, Trustees of the Central Railroad Co. of New | 
Jersey vs. Akron, Canton & Youngstown Railroad Co. et al., | 


for a preconference hearing, with Commissioner Aitchison pre- 
siding, on August 3, in Washington. 

The complaint of the Central of New Jersey trustees deals 
with the alleged non-compensatory character of the lighterage 
allowance in New York Harbor for lines which, like the C. of 
N. J. do not have long line-hauls in connection with traffic ac- 
corded lighterage service. The railroad said studies showed that 
it had been losing on the average over $2.25 a ton on all of the 
traffic lightered and over $1.80 a ton on all the carflatage traffic. 
According to the trustees, the New York Central had, at a con- 
ference of lines serving New York, announced that it would not 
only not agree to any increase, but that if the amount deductible 
by each terminating or originating line was increased, the N. Y. 
C. would decline to accept the increase. Such a situation, said 


the trustees, would give the N. Y. C. a competitive advantage. 7 
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July 28, 1945 


Grain and Soya Bean Demurrage 


: In a proposed report in No. 29170, Continental Grain Co. vs. 
Inland Waterways Corporation, Operating Federal Barge Lines, 


"Examiners Burton Fuller and Andrew C. Wilkins recom- 


mended that the Commission find that the defendant’s assailed 
demurrage rules and charges thereunder in effect prior to 
March 15, 1943, were not shown unreasonable, but that the 
assailed demurrage rules and charges thereunder in effect on 


‘Sand after that date had been, were, and for the future would 


be unreasonable to the extent that the provisions for the com- 
Fputation of free time: 


(1) Do not exclude Sundays and legal holidays. 

(2) Do not exclude the hours and minutes actually lost because of 
“train, sleet, hail or snow. 
t (3) Do not exclude the hours and minutes actually lost whenever 
i the stage of the river is too high for defendant to perform its unloading 
‘dservice or to safely deliver and securely moor a loaded barge at the 
i dock of complainant’s elevator. 


8 Otherwise, the examiners recommended, the assailed de- 
‘}murrage rules and charges thereunder were not shown un- 
B lawful. 
q Recommending denial of reparation, the examiners cited 
“section 308 of part III of the interstate commerce act relating 
to reparation awards, in which such awards were provided 
only against carriers engaged in transportation by way of the 
Panama Canal or on the high seas or the Great Lakes on regular 
routes from port to port. The defendant did not qualify for 
an award of reparation, continued the examiners, citing C. L. 
Greeno Co. vs. Mississippi Valley Barge Line Co., 259 I. C. C. 67. 
Continental Grain Co., operating grain elevators at St. 
“Louis, Mo., and East St. Louis, Ill., said the examiners, alleged 
"ithat the Inland Waterways’ demurrage rules (Federal Barge 
Lines Tariffs I. C. C. No. 195, Rule 85, and I. C. C. No. 223, 
Rule 85C, applicable at St. Louis and East St. Louis, on inter- 
= state shipments of grain and soya beans, in barge-loads, from 
origins in Illinois, Kansas, Iowa, Minnesota, Missouri, Arkansas, 
» Louisiana, Mississippi, Tennessee, and Alabama, had been and 
were unreasonable, and resulted in unreasonable charges. The 
complainant, said the examiners, asked the Commission to pre- 
') scribe reasonable rules for the future and award reparation. 
i In the period from August 1, 1941, to May 23, 1944, 
f continued the examiners, Inland Waterways delivered to Con- 
iF tinental at its Missouri Pacific elevator at St. Louis, 33 barges 
|} containing bulk grain and soya beans transported from inter- 
iq state origins. Continental, said the examiners, failed to unload 
‘any of the barges within the free time allowed under the 
'} provisions of Inland’s tariffs, and démurrages charges of 
') $7,116.45 were originally .collected, a refund of $651.47 to cor- 
/} rect an error in computing the amount of demurrage and tax 
“} due on one barge having reduced the total amount finally paid 
4 by Continental to $6,464.98. The examiners continued: 


te 


The allegations of unreasonableness are based upon the grounds 
that defendant’s demurrage rules make no allowance for legal holidays, 
Sundays, days when weather conditions would injure the grain if un- 
loaded or would prevent workmen from unloading a barge, days when 
the stage of the river at the Missouri Pacific elevator would be too 
high or too low for complainant to unload a barge by use of its special 
equipment known as a marine leg, and days for inspection; and that the 
provisions of paragraph (b) of Rule 85 and paragraph (c) of Rule 85-C 
| deprive complainant of free time of one day where more than one barge 

is tendered for unloading on the same day because the free time on 
each additional barge is required to be computed from 7:00 a. m. of the 
day on which the preceding barge is released even’ though it may have 
been unloaded late in the afternoon. The complaint contends that the 
free time on each additional barge should be computed from 7:00 a. m. 
of the day after the preceding barge is unloaded. The reasonableness 
of the contention last recited was conceded by defendant in its formal 
answer to the complaint and an amendment was promised without a 
9 directive from the Commission. This particular allegation of the com- 

Plaint was satisfied for the future by an amendment to the demurrage 
“ji tules, effective September 20, 1944, . 


oy 
i 
a 
F 


Demurrage on Bunched Barges : 
Continental Grain, said the examiners, also alleged that it 

was unreasonable to charge demurrage on barges that became 
bunched on certain days because of high or low river stage or 

} Weather interference, that prevented unloading in the free time. 
ls was not the kind of bunching resulting from failure of a 


re 








carrier to transport and deliver barges in accordance with its 
published schedules, the examiners continued, adding that the 
grounds for the allegation of unreasonableness in this situation 
were the same as those relied on in support of the aforemen- 
tioned allegations. 

Pertinent demurrage rules of five large barge lines in addi- 
tion to Inland Waterways, unlike the latter, excluded Sundays 
and legal holidays in computing free time, and the rules of four 
of the five barge lines provided for extension of free time to 
make up for loss of such time because of adverse weather con- 
ditions, said the examiners. Two of the four lines, continued the 
examiners, would deny such extension if, considering the char- 
acter of the freight, others similarly situated and under the 
same conditions reasonably could and did unload barges in the 
same period of time. 

“With respect to loss of free time due to high or low stages 
of the river, three of the barge lines would extend the free time 
to cover loss of such time due to either high or low water,” 
averred the examiners. “One would make up time lost due to 
high water or snow drifts; and one makes no allowance for 
either high or low water. No additional free time is provided 
by any of the five barge lines for inspection of grain or soya 
heans in barges.” 

Under the demurrage rules of the Association of American 
Railroads, continued the examiners, Sundays and legal holidays 
were excluded in computing free time. They added: 


The railroad rules also provide that when the condition of the 
weather during any part of the prescribed free time is such as to make 
it impossible to handle freight without serious injury thereto, or when 
it is impossible to get to cars for unloading because of high water or 
snow drifts, the free time will be correspondingly extended. The rules 
provide that the extension will not be made if others similarly situated 
and under the same conditions reasonably could and did unload cars 
during the same period of time; and that the extension on account of 
high water or snow drifts does not apply to other-than-public delivery 
tracks unless there is a disability of the railroad. 


The examiners said the only reason given by Inland Water- 
ways for not specifically excluding Sundays and legal holidays 
in computing free time was that the initial free time was suffi- 
ciently liberal to cover the loss of these days. In Missouri, they 
said, it was unlawful for a person either to labor himself, or 
compel or permit his apprentice or servant, or any other per- 
son under his charge or control, to labor on Sunday. The ex- 
aminers continued: 

“We conclude that complainant should not be required to 
pay demurrage during the free time lost in unloading barge of 
grain or soya beans because of Sundays and legal holidays.” 


Weather Interference 


With respect to weather 
averred: 


interference, the examiners 


Considering the contentions of defendant as to weather interference, 
if defendant has knowledge of any unloading facility which is used to 
unload barges at St. Louis during adverse weather conditions and affords 
protection to the grain, it has failed to give evidence thereof on this 
record. The evidence is to the contrary and supports the conclusion that 
up to the present no satisfactory method has been developed for pro- 
tecting the grain or soya beans from damage by rain, sleet, hail or 
snow, while being unloaded from a barge into an elevator at St. Louis, 
with a marine leg or any other unloading facility. 


The contention that complainant is not entitled to time during which 
it rains since it operates under rules analogous to an average agreement 
with railroads, is without support in the record. The rules provide that 
to obtain allowance for credits the consignee or owner must make appli- 
cation in writing to apply such credits, giving specific barge numbers, 
dates, and credits to be applied, within 48 hours after bill for demurrage 
is rendered. We conclude that although the particular rules referred 
to became effective June 20, 1941, complainant had never applied for 
such credits up to the date of the hearing. Not having complied with 
the provisions of the rules complainant cannot be said to operate under 
rules analogous to an average agreement. An exhibit of record shows 
that if complainant had complied with the provisions of the rules, 
credits, earned during the period when demurrage charges accrued on 
the 33 barges, amounting to $302.50 could have been used to reduce the 
total demurrage charges by that amount. 


The examiners concluded that Continental Grain should 
not be required to pay demurrage in the free time lost in 
unloading a barge of grain or soya beans because of rain, 
sleet, hail or snow. 

The grain company, continued the examiners, must deter- 
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mine for itself what facilities it would use to unload barges at 
its elevator. They continued: 


When the stage of the river is too high to make use of its marine 
leg complainant may avoid the payment of demurrage by instructing 
defendant to perform the unloading by use of that carrier’s facilities. 
If so instructed defendant would transfer the grain from barge to cars 
at its North Market Street Terminal and switch the cars by rail to 
complainant’s elevator. For this service complainant would pay 55 cents 
per net ton and the rail switching charge. After such instructions are 
given no demurrage would accrue, although the stage of the river might 
be too high for defendant to perform the service, any delay being attrib- 
utable to defendant. As this service is made available by provisions in 
its tariff defendant takes the position that complainant is entirely re- 
sponsible for any demurrage which accrues if it does not use the service 
and insists that the barge be held until the stage of the river recedes 
to a point at which complainant can make use of its marine leg in un- 
loading the barge at its elevator. 


The examiners concluded that in periods when the stage 
of the river was so high that Inland Waterways could not 
perform its unloading service and could not safely deliver and 
securely moor a loaded barge at the dock of Continental’s 
elevator, Continental should not be required to pay demurrage 
on barges that it could not unload because of the high stage 
of the river in the same periods. The standard probably should 
not be as low as the highest stage at which Continental’s 
marine leg could be operated nor as high as the highest stage 
at which the suction system facility could be used, said the 
examiners, adding that it should be close to the highest stage 
at which Inland Waterways could actually perform the service 


or deliver and moor a barge, but should not exceed such a 
stage of the river. 


Inbound Barge Inspection 


For the purpose of inspection of inbound bargeloads of 
grain and soya beans Continental, according to the examiners, 
requested one additional day of free time. They added that 
inspection of grain and soya beans in barges at St. Louis was 
usually done at Inland Waterways’ fleet terminals. They said 
that on arrival of a bargeload of grain or soya beans Inland 
made a practice of advising Continental by telephone, and. the 


latter generally arranged for immediate inspection. The ex- 
aminers continued: 


The official notice of arrival of the barge, which must be written, 
is sent by mail or by messenger on the day of arrival. The free time 
is computed from the first 7:00 a. m. of the day following the date on 
which the barge is tendered for unloading. The barge is tendered when 
complainant receives the official written notice. If it is sent by mes- 
senger it would generally be the day of arrival of the barge and if sent 
by mail it would generally be the day after arrival that the barge is 
officially tendered. There is always sufficient time for inspection of a 
barge after telephone notice is given complainant of its arrival at the 
fleet point and before the free time starts. The barges are accessible 
to the inspector upon arrival at the fleet point and do not have to be 
moved to a particular spot to be made available. As to barges which 
are not inspected at the fleet point but are run straight down to the 

. elevator and inspected there, complainant is not asking for any addi- 
tional free time because the inspection at the elevator is performed as a 


part of the unloading process. We-conclude that no additional free time 
is required for inspection. 


Continental, said the examiners, compared the assailed 
demurrage rules at St. Louis with those maintained by Inland 
Waterways at New Orleans. Ten days’ free time was allowed 
at New Orleans, they said, and the demurrage charges were 
based on 1/15 cents a bashel a day, instead of a flat charge 
of $27.50 a barge a day at St. Louis for the period a barge 
was detained beyond the free time. The examiners said Con- 
tinental contended that there was no justification for difference 
in the basis of charges. 

“The rules at New Orleans are required to be more liberal 
in handling export shipments, due to the fact that there is 
only one grain elevator at New Orleans and it is not able 
to handle all the steamships and make the connections without 
more free than required at St. Louis,’ said the examiners. 
“Although the same rules apply to domestic traffic at New 
Orleans they are affected by the import and export traffic. The 
circumstances and conditions attending the handling of barges 
of grain by defendant at New Orleans are different and more 
difficult than defendant has to meet at St. Louis. 


ROAD SCRAPERS TO KELLER, VA. 


No. 29072, Aubrey B. Burton, dba A. B. Burton Co. vs. 
Pennsylvania Railroad Co., et al. Dismissed, on oral hearings, 
and findings in prior report, 269 I. C. C. 64 affirmed. Charges 
based on carload minima for cars furnished through no fault 
of defendants, and accepted and used by shipper to meet com- 
plainant’s urgent need, in lieu of carload minima for cars of 
size ordered for shipments of tractor-drawn road scrapers from 
Highland Park, Ia., to Keller, Va., not shown to have been, or 
to be, unreasonable. The report said it was clear the charges 





% 


TRAFFIC WORLD|, 


collected were applicable under the governing tariff provision | 
published in purported compliance with service order No 68, | 
Complainant’s contention that charges based on higher minima 

was not consonant with object of the provision, to conserve} 
equipment, could not be sustained, said the report, observing | 
that the provision was fair in that it provided in effect that a} 
shipper must reject the larger car or pay a premium for its use. 


GORDON FORWARDER PERMIT 


Issuance of a permit to Gordon-Arey Carloading Co., 
Omaha, Neb., authorizing service as a freight forwarder of! 
commodities generally from points in Nebraska to points in/ 
Montana, South Dakota, and Wyoming, has been recommended § 
by the Bureau of Water Carriers and Freight Forwarders in 
a proposed report in FF-98, Gordon Storage Warehouses, Inc., 
Freight Forwarder Application, embracing also application for 
substitution of Gordon-Arey Carloading Co. in lieu of Gordon 
Storage Warehouses, Inc., as applicant. 

The bureau further recommended that the permit should § 
not be issued until Gordon-Arey had provided cargo insurance 
in amounts at least as great as those found to be reasonable F 
minima therefor in Freight Forwarder Insurance for Protec- 
tion of Public, 260 I. C. C. 375. 

Recommending that Gordon-Arey be substituted as appli- 
cant for Gordon Storage, the bureau said the latter had engaged 
in freight-forwarder operations since 1935, and that in MC? 
42172 it had been authorized to operate as a motor-vehicle | 
common carrier of commodities generally over irregular routes | 
between points in Nebraska, and of household goods between | 
points in several states. 

In view of the prohibition by section 410(c) of the inter- % 
state commerce act of the issuance of a permit to any common | 
carrier subject to part I, II, or III of the act, said the bureau, | 
Gordon-Arey was incorporated August 1, 1944, by Ruth Gor- 
don Arey and her husband, Hawthorne Arey, for the purpose | 
of acquiring and continuing the forwarding business of Gordon § 
Storage Warehouses, Inc. The substitution of Gordon-Arey for 7 
Gordon Storage was requested in a joint application filed De- § 
cember 1, 1944, said the bureau. 














LOGSDON WATER APPLICATION 


‘In a proposed report in W-321, Custis Logsdon Common 
Carrier Application, the Bureau of Water Carriers and Freight | 
Forwarders has recommended dismissal of the application of ¥ 
Curtis Logsdon, doing business as Logsdon Sand and Gravel 
Co., Beardstown, Ill., for authority to transport commodities § 
generally between ports and points on the Illinois Waterway 
and the Mississippi River from Peoria to Alton, Ill., inclusive. § 
The application, said the bureau, was in the alternative and a 
permit under section 309(f) of the interstate commerce act was | 
requested if the applicant was found to be a contract carrier. 

On and since January 1, 1940, said the bureau, Logsdon | 
Sand and Gravel Co. had performed no transportation that was 7 
subject to regulation under part III of the act, and, therefore, } 
no authority was required from the Commission to continue | 
such service. 








B. & P. J. WATER APPLICATION 


The Bureau of Water Carriers and Freight Forwarders, in i 
a proposed report in W-271, Bridgeport & Port Jefferson Steam- | 


boat Co. Application—Section 303(1), has recommended that % 


the Commission find the applicant, of Bridgeport, Conn., entitled § 
to continue seasonal operation as a common carrier by self-pro- © 





pelled vessels, of commodities generally Bridgeport, Conn., and 7 
Port Jefferson, N. Y., by way of Long Island Sound. It pro- 
posed that an amended certificate be issued authorizing opera- 7 
tion from April to November in the transportation of property 
in addition to the operation as a common carrier of passengers 
authorized in the applicant’s certificate and order of March 7, 

1942. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
city following.) 


Massachusetts (Shelburne Falls) —-MC 38516, Sub. 3, Jacob 
M. Blassberg, extension. Certificate proposed with conditions. 
General commodities, with exceptions, between Colrain and 


Buckland, Mass., over Massachusetts highway 112, serving no i 


intermediate points. 
New Jersey (Lakewood)—MC 105399, Charles Filler, com- 


mon carrier. Denial of certificate, for want of prosecution, pro- i 
us 


posed. Passengers and their baggage, in sedan service, limited , 
to not more than six passengers in any one vehicle, excluding 












Ps 






cup} 
over 


Roe, 
tific: 
poin 
othe 


Ro 


offe 
the 
ask« 
and 
sit | 
ask: 
to i 
to < 
poir 
bet 


me! 
divi 
was 
opi 
of | 
Un 
tra 
tow 
the 
in 5 
tha 
bei 


mo 
wo 
rai 
cat 
the 
sai 
tio: 
cat 
of 

col 





ORLD) 









July 28, 1945 
rovision | the driver and children under 10 years of age who do not oc- 
No 68.) cupy a seat, between New York, N. Y., and Lakewood, N. J., 
minima | over irregular routes. 
onserve | New York (Poughkeepsie)—-MC 13712, Sub. 2, Floyd C. 
serving Roe, Sr., Floyd C. Roe, Jr., and Leslie C. Roe, extension. Cer- 
t that a tificate proposed. Household goods, between Poughkeepsie and 
its use. points within 30 miles thereof, on the one hand, and, on the 

m™ other, points in Del., R. I., and Va., over irregular routes. 

ng f°: Rail Subsidiary Motor Rights 
oints in! Contending that conditions in its certificate preclude it from 
mended offering a motor-carrier service independent of its service to 
rders inj the parent railroad, the Rock Island’s motor subsidiary has 
es, Inc., asked the entire Commission for reargument, reconsideration 
ition for and modification in MC 29130, Sub. 39, Rock Island Motor Tran- 
Gordon sit Co.—Extension—Points between Omaha and Belleville. It 

asks the Commission to eliminate the five conditions attached 
t should § to its certificate so that it may offer service as a motor carrier 
isurance to and from 23 additional points as intermediate or off-route 
asonable @ points in connection with presently-authorized route operations 
Protec- § between Omaha, Neb., and Belleville, Kan. 

The Transit Co. said division 5 differed from the recom- 
is appli- — mendations of the joint board. The order, therefore, was the 
engaged @ division’s own work, said the petitioner, and especially since it 
_ in MC® was not a unanimous decision it must represent the considered 
r-vehicle @ opinion of that body. This, it said emphasized the importance 
ir routes @ of bringing the case before the entire Commission for decision. 
between § Under the division’s decision, it said, commodities might be 

transported direct and on motor carrier rates between the large 
he inter- "| towns of Omaha, Lincoln, Fairbury, and Belleville, while as to 
common § the intermediate points between them, the shipments must move 
- bureau, @ in such a manner that the small towns were denied the service 
uth Gor- § that “the witnesses demonstrated is required for their well- 
purpose @ being.” 

f Gordon Saying it sought authority to serve those places as a com- 
Arey for ® mon carrier just like any other motor carrier, it added that it 
filed De- would also be able to perform service in conjunction with the 
© railroad. While it was true that it was to act in an auxiliary 
capacity as an affiliate of the railroad, and only to operate in 
the trade territory served by the Rock Island, the Transit Co. 
Common ® said this application was “quite different’ from those applica- 
i Freight § tions made by other rail carriers and their subsidiaries in appli- 
cation of ™ cations for a limited type of motor carrier service. It said some 
d Gravel® of the conditions had probably been imposed in its case because 
nmodities ™ confusion had arisen between the two types of applications, 
Vaterway @ since it was asking for a general operation that included within 
inclusive. it the more restrictive form of substituted and coordinated serv- 
ive and a ice with the railroad. 
e act was / As to the first condition, limiting the service to that which 
‘t carrier. is auxiliary to, or supplemental of, rail service of the railway, 
Logsdon @ the Transit Co. said the condition had had a “varied history.” 
that was’ In this proceeding, it said, it was apparent that the division 
therefore, considered the type of service to be performed as in substitu- 
continue # tion for, or in coordination with, rail service and at rail rates 

*® and on rail billing, adding that this was contrary to the law 

® and the evidence. 

fg After discussing the condition at some length, the applicant 
arders, inj) Said this was a proceeding under section 207 of the interstate 
on Steam- | Commerce act, and that the words “auxiliary to, or supplemental 
nded that f’ did not appear in sections 207 or 208, or in the statement of 
1., entitled @ the national transportation policy. Undoubtedly, it said, those 
y self-pro- | Words had been created by the Commission as restrictions and 
Yonn., and | Conditions “purporting to be under section 208,” and as a means 
i. It pro- | °f preserving the inherent advantages of the various forms of 
ing opera- i transportation. _ é A 
f property | The phrase, it continued, had been given two separate ef- 
yassengers Ie fects in its application in the present proceeding. First, it said, 
March 7, @ it had the effect of confining the applicant to the trade territory 


served by the rail lines; second, it confined the service to that 
rendered in conjunction with the railroad in coordinated and 
substituted service and on rail bills of lading. Thus, it said, it 
was excluded from the motor carrier field and became a mere 
instrumentality of its affiliate. : 

The petitioner then quoted section 203(a)(14) as to the 
meaning of the term “common carrier,” and cited Hutchinson, 


ttion of 20 
1), become : 
period or & 


Pek ae, nA Pasa: 


-order has 4) The Law of Carriers. It observed that it would meet only two 

1 applicant of the five conditions laid down by Hutchinson, and that “all 

of town or » of the attributes of a common carrier are retained in the affili- 
} ated railroad.” 

b. 3, Jacob © | As further evidence that the first condition was incon- 

conditions. sistent with its sought status, the Transit Co. said a carrier 

slrain and # authorized to engage in transportation under part II of the act 


serving no ¥ Was required to publish rates in conformity with section 217. 
_ Its tariffs, it said, could not be published under any section of 
| part I. By this condition, it said, it was being barred from filing 

any rates and that it might not issue a bill of lading, or assess 
any charges, and might not accept a penny in revenue from the 
public, adding that “either this condition flies in the face of sec- 
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tion 217 or the applicant is not a common carrier under part II 
and hence need not comply with the section.” 

Arguing for equal treatment with other motor carriers, the 
petitioner said if Congress had meant that there was to be spe- 
cial treatment of railroads as to applications under section 207, 
it would have said so, and argued that it had presented suffi- 
cient testimony of witnesses to prove public convenience and 
necessity. 

Condition 5, it said, was a repetition of the same concept, 
and was subject to the same deficiencies. It, too, should be 
eliminated, said the Transit Co. 

Condition 2, that the applicant should not render service 
from or to, or interchange traffic at, any point other than a sta- 
tion on the lines of the railway, was unnecessary in part and 
inconsistent with conditions 1 and 5 in part, said the petitioner. 

The imposition of ‘key points” in condition 3, it said, was 
contrary to law and the evidence, it said, and cited evidence of 
witnesses doing business in the 23 small cities to show that they 
would not be benefitted by the key points, which were Omaha, 
Lincoln, Fairbury, Neb., and Belleville, Kan. Their evidence 
was clear, it said, that service was not satisfactory at those 
points. Condition 3, it said, was a complete barrier between the 
public receiving the services that the record demonstrated as 
necessary, adding that ‘‘condition 3, it is apparent, is imposed 
for = sole reason that the applicant is affiliated with a rail- 
road.” 

As to condition 4, that all contractual arrangements be- 
tween the applicant and the railroad be submitted to the Com- 
mission and be subject to revision, the Transit Co. said it had 
no serious objection to it, but observed that it was not imposed 
on motor carriers generally, and was not imposed on it as to 
all routes. 


C. & N. W. Truck Operation 


Exceptions to the proposed report of Joint Board No. 13 
in MC 42614, Sub. 14, Chicago & North Western Railway Co., 
Extension—Rockford, in which the board recommended a grant 
of authority to the North Western to extend its truck opera- 
tions between Rockford, Ill., and Beloit, Wis., have been , filed 
with the Commission by Gateway City Transfer Co., of La 
Crosse, Wis. ‘ 

Gateway said the application was an attempt to extend 
present motor carrier operations under the guise of a substi- 
tuted service. The record showed that the North Western was 
handling very little tonnage between the two points because 
of the circuitous movement of the traffic by rail, 160 miles, said 
Gateway. As to the situation that would result from the grant 
of authority, the protestant said: 


The usual rail restrictions made part of the recommended order by 
the joint board would bring about the joining of the. authority held by 
applicant between Madison, Wis., and Beloit, Wis., MC 42614, Sub. 1, 
on the one hand, and that recommended in these proceedings. By the 
joining of these two operations an all-truck service would be available, 
for example, between Rockford, Ill., and all points west of Madison, 
Wis., served by the-Chicago & North Western Railway Co. including 
Platteville, Lancaster, Fennimore, Dodgeville, and other Wisconsin 
points. The record shows the Chicago & North Western Railway Co. 
as using independent motor carriers for the handling of their less-than- 
carload traffic west of Madison, Wis., said arrangement being in effect 
prior to O. D. T. order No. 1. By the use of independent motor car- 
riers who are now transporting freight for the Chicago & North West- 
ern Railway Co., applicant would be able to handle a shipment, for 
example, from Rockford, Ill., to Platteville, Wis., regardless of the 
usual rail restrictions made by the order as the rail witness testified 
service by independent motor carriers is considered as a rail movement. 


Gateway said, also, the usual rail restriction made a part 
of the recommended order was not clear in that it did not spe- 
cifically prohibit the movement of freight that was given pick-up 
or delivery service as a part of the rail service of the applicant. 
A determination should be made as to what constituted a rail 
movement, rather than to provide a restriction that might be 
misconstrued or misinterpreted according to the “whims” of 
those involved, it said. 


FERTILIZER TRUCK RATES IN S. C. 


Increases ranging from 12 cents to 50 cents a ton, for the 
duration of the war and six months thereafter, in truck rates 
on fertilizer and fertilizer materials in truckloads, have been 
authorized by the Public Service Commission of South Carolina 
in a report and order in No. 3835. The action was taken on 
application of the Motor Truck Rate Bureau, Inc., on behalf of 
motor carriers parties to its tariff SCPSC-MF No. 13. 

The commission said the increased cost of motor carrier 
service had been before it on several occasions in recent years, 
and that it thought it was common knowledge among those in 
constant contact with transportation that war-time conditions 
had served materially to increase the cost of operation of motor 
carriers of property. 

Referring to a statement of the carriers that intrastate rates 
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in South Carolina caused undue prejudice against interstate 
commerce, the commission said that “power to prescribe, or in 
any manner regulate, the rate, fare, or charge for intrastate 
motor carrier transportation, or for any service in connection 
therewith, for the purpose of removing discrimination against 
interstate commerce or for any other purpose whatever, is 
specifically denied the Interstate Commerce Commission in sec- 
tion 216(e), part IJ, interstate commerce act.” 


Wisconsin Central Reorganization 


Secretary Bartel, of the Commission, has announced that 
a hearing under provisions of the bankruptcy act will be held 
in Finance No. 14720, Wisconsin Central Railway Co. Reorgan- 
ization on September 24, at 9:30 a. m., at the Nicollet hotel, 
Minneapolis, Minn., before Examiner Homer H. Kirby. 

Evidence would be received for and against the reorgan- 
ization plan filed by a protective committee for holders of the 
railroad’s first general mortgage bonds and any other plans 
that might be filed “at any time before or, with the consent 
of the presiding officer, during the hearing, by the trustees 
or by or on behalf of not less than 10 per cent in amount of 
any class of creditors or stockholders, or, with the consent of 
the Commission, by any party in interest,” said Mr. Bartel 
(see Traffic World, June 2, p. 1455, and Feb. 17, p. 402). 
Continuing, Mr. Bartel said: 


Any party who desires to propose a plan (other than the one 
already filed with the Commission) at or before such hearing is re- 
quested to transmit 30 copies to the Commission and to deliver copies 
to all parties not later than 7 days in advance of such hearing. All 
parties to the proceeding who’ may desire to present exhibits at such 
hearing are requested to forward three copies to the Commission (re- 
taining the original copy for introduction in evidence at the hearing) 
and to serve copies on all parties to the proceeding not later than 
September 8, 1945. 

Receipt of this notice and the accompanying order does not con- 
stitute permission to participate in the proceeding. Parties, other 
than debtor and its trustees, who expect to participate should file with 
the Commission, prior to the hearing, or present as a motion paper 
at the hearing, a petititon of intervention. 


In a supplemental order in the proceeding assigning the 
hearing, the Commission, division 4, among other things, di- 
rected that the trustees of the debtor railroad publish Secre- 
tary Bartel’s notice of hearing once a week for two consecu- 
tive weeks, prior to hearing, in one New York and Chicago 
daily newspaper of general circulation or in a financial journal 
in each city, and in one newspaper of general circulation in 
Minneapolis and Milwaukee. 


Reefers for Box Cars 


The Commission, division 3, has issued revised service 
order No. 104, effective August 1, and expiring April 1, requir- 
ing carriers to furnish not more than 3 RS.type refrigerator 
cars for the transportation of freight westbound when such 
cars are available and suitable facilities for loading are also 
available in lieu of each box car ordered, subject to the carload 
minimum weight that would have applied if the shipment had 
been loaded in a box car. 

The order vacates service order No. 104, as amended, and 
suspends service order No. 68 as amended and all other orders 
of the Commission in so far as they conflict with the instant 
order. The order contains the usual provisions for the suspen- 
sion of tariff provisions and notice of such suspensions. 

One effect of the order will be to relieve Charles W. Taylor, 
manager, Refrigerator Car Section, Car Service Division, Asso- 
ciation of American Railroads, at Chicago, of the duty of is- 
suing permits for the use of refrigerator cars other than PFE 
or SFRD cars. Under the original service order, he was em- 
powered to issue such permits when PFE or SFRD cars were 
not reasonably available. 

The pert-nent portions of the order follow: 


(a)(1) Except as provided in paragraph (a)(2) any common car- 
rier, by railroad subject to the interstate commerce act transporting 

(i) westbound shipments in carloads originating at points shown as 
origin points in Agent L. E. Kipp’s tariffs, I. C. C. Nos. 1492 and 1493, 
supplements thereto or reissues thereof, destined to points in the states 
of Montana, Wyoming, Colorado, New Mexico, and states west thereof, 
also El Paso, Texas, or 

(ii) westbound shipments in carloads originating at points in the 
state of Utah and destined to points in the states of California or 
nevada, shall, when freight to be transported is suitable and facilities 
are suitable for loading in RS type refrigerator cars and when such 
refrigerator cars are reasonably available, furnish and _ transport 
not more than three (3) of those refrigerator cars in lieu of each box 
ear ordered, subject to the carload minimum weight which would have 
applied if the shipment had been loaded in a box car. 
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with the size of the car 

(i) Two (2) RS type refrigerator cars shall be furnished in lieu of 
one (1) box car ordered of a length 40 ft. 7 in. or less, subject to the 
carload minimum weight which would have applied if the shipment had 
been loaded in a box car of the size ordered. 

(ii) Three (3) RS type refrigerator cars shall be furnished in lieu 
of one (1) box car ordered of a length of over 40 ft. 7 in., but not ove: 
50 ft. 7 in., subject to the carload minimum weight which would have 
applied if the shipment had been loaded in a box car of the size ordered. 


EMPTY REFRIGERATOR CAR ORDER VACATED 

By service order No. 338-A, effective July 22, the Commis- 
sion, division 3, vacated service order No. 338, which required 
the Texas & New Orleans Railroad Co. to deliver 75 empty 
refrigerator cars daily to El Paso, Tex., and the Southern 
Pacific Co. to deliver 400 such cars daily to loading territories 
in Arizona and California. 


PRE-ICING IN CALIFORNIA AND ARIZONA 


The Commission, division 3, has issued three service orders 
advancing the expiration dates of service orders prohibiting the 
precooling of cars or fruits in California and Arizona. 

By amendment No. 2 to revised service order No. 308, the 
Commission advanced the expiration date of the order, which 
prohibited the icing of refrigerator cars for loading with po- 
tatoes in California prior to actual loading (see Traffic World, 
May 19, p. 1303), from July 31 to September 15. 

By amendment No. 2 to service order No. 318, the Com- 
mission extended from July 31 to April 1, 1946, the expiration 
date of the original order, which prohibited the precooling of 
citrus fruits at Los Angeles, Colton, or San Bernardino, Calif. 
(See Traffic World, June 30, p. 1729.) 

By amendment No. 1 to service order No. 323, the Com- 
mission extended the expiration date of the original order 
from July 31 to April 1, 1946. The original order prohibited 
the pre-icing of citrus in Arizona and California (see Traffic 
World, July 7, p. 22). 


POTATO PREICING AND PRECOOLING 


_ By amendment No. 2 to service order No. 330, which pro- 
hibited the preicing and precooling of potatoes in certain states 
(see Traffic World, July 14), the Commission, division 3, has 
added the states of Oregon and Washington to the six states 
originally named. The amended order also contains the follow- 
ing exception: 


Exception: This order shall not apply to the precooling of potatoes 
at loading points by shippers with their own equipment, providing no 
additional switching by the railroads is required for the refrigerator 
cars so precooled. 


This action by the Commission, effective July 22, followed 
a general permit issued by the Commission’s Bureau of Service 


(a)(2) On shipments on which the carload minimum weight varies " 


i cect Lasher TT 


ea gant. 


— 


authorizing carriers to disregard the provisions of the order © 


insofar as it applied to precooling potatoes by shippers with 
a equipment in the Hereford district of the Texas Pan- 
andle. 


WESTBOUND TRANSFER ORDER 


By service order No. 340, Minimum Loading of Carload 
Transfer Freight Required, the Commission, division 3, has 
ordered railroads, effective July 28 to January 10, 1956, not 
to transfer westbound carload freight to an autbound car at 
Waynoka, Okla., Cheyenne, Wyo., Billings, Harlowton, and 
Havre, Mont., or at any other transfer point west of the Mis- 
sissippi River, in quantities less than 7,500 pounds for each 
refrigerator car and 20,000 pounds for each box car or any 
other type of freight car. 

_ in the event such car or cars are loaded with less than the 
minima provided, railroads are not to transport them, accord- 
ing to the order, which applies to interstate and foreign traffic 
transferred on and after its effective date. 


TRAFFIC REROUTING ORDER 


The Commission, division 3, effective from July 21 to July 
31, by service order No. 339, Rerouting of Traffic—Slide at 
Natchez, Miss., has directed the Missouri Pacific Railroad Co. 
to forward freight traffic originating at or destined to, or 
moving through Natchez, by routes most available to expedite 
its movement. The order said a slide on the river bank at 
Natchez was interfering with the operation of the Natchez- 
Vidalia car ferry and that the Missouri Pacific was unable to 
transport traffic offered to it for movement over the ferry. 

The order contains the usual provisions as to disregard of 
routing, suspension of car service rules in conflict with the 
order, application of rates, and divisions. 
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Class Rate Developments 


Effective Date of Order Advanced to November 30—"In- 
terim” Adjustment Criticized by Railroads, Motor Car- 
riers and State Authorities—Carrier and Commission 
Committees to Discuss Adjustment Problems 
August Ist 


By SHIRLEY D. MAYERS 


Declaring there is a ‘fatal inconsistency” in the Commis- 
sion’s own reasoning, in finding the Official Territory class rates 
unjust and unreasonable, Governor Ralph F. Gates, of Indiana, 
on behalf of the citizens of that state, has followed New England 
and eastern trunk-line territory state authorities and shipping 
interests in petitioning for reopening, reargument, reconsidera- 
tion and modification in No. 28300, Class Rate Investigation, 
1939, and in opposing class-rate increases in Official Territory 
(see Traffic World, July 21). 

The Commission, said the governor, had observed with re- 
spect to the class rates of the territories other than Official Ter- 
ritory that “the interstate maximum class rates no longer move 
freely business that formerly was regarded as class-rate type,” 
and at the same time had recognized that the Official Territory 
class rates were continuing to move freely business in that ter- 
ritory that had normally been considered class-rate type. 

“Tf,” said Governor Gates, “the Commission finds class rates, 
which they have prescribed for the other territories, to be un- 
reasonable because they are so high that they do not move 
freely business that normally was regarded as class-rate type, 
then to increase these class rates in Official Territory will cer- 
tainly produce the same results with respect to those rates. The 
very fact that the Official Territory class rates are now moving 
traffic freely, and much more freely than the class rates in the 
other territories, must be strongly persuasive that they are not 
unjust and unreasonable as the Commission would find them 
here.” 

Furthermore, continued the petition, it was certainly a re- 
versal of Commission policy. to increase any rate it found unjust 
and unreasonable as it was doing in the class-rate proceeding. 
The petition continued: 


Under the circumstances outlined in this proceeding, and in the 
findings here, it certainly is an anomaly to find that rates in other terri- 
tories are unreasonable because they are not moving the class-rate traffic 
that formerly did move under them, and at the same time find Official 
territory class rates which do move class-rate traffic freely to be unjust 
and unreasonable also, and then increase them. This can only have 
the result of causing them, likewise, to move less of the traffic that is 
normally class type. 

It is not possible under the law to correct unreasonableness in one 
group of class rates, as is attempted here, by reducing them because 
they do not move freely class-rate traffic, and with the same kind of a 
finding on another group of rates, even though such other rates do 
freely move class traffic, to correct that unreasonableness by increasing 
these rates. ... 


Southern Carriers’ Action 


The petition referred to the southern carriers’ action of a 
few years ago in removing “by one stroke” some 3,500 items 
from the classification and class rates to exception ratings within 
and from the south to Official Territory. It was the most com- 
mon practice, it continued, there to reduce first-class rated 
articles from the classification basis to third class (70 per cent 
of first class) in the exceptions. 


“Whereas before,” said the petition, “these articles in the 
north moved at $1 for a given distance where they moved for 
$1.39 for the same distance in the south or from the south to 
the north, the same article was there reduced to 98 cents (70 
per cent of first) within the south and from the south to the 
north, as against $1 in the north.” 


If the Commission’s order was to become effective, said the 
petition, even the interim adjustment, which did not affect the 
rates applicable to the 3,500 articles from the south tc the north, 
would frequently continue lower rates, in actual amounts a 100 
pounds, from Kentucky and even Tennessee to the northern 
part of central territory than would be required in the class- 
rate proceeding on the same commodities from competitive pro- 
ducing points in the southern part of central territory to these 
Same destinations. It continued: 


As illustrative of this the rates on agricultural implement parts from 
Memphis, Tenn., to Detroit, Mich., will continue to be $1.05 under the 
exception basis, whereas the rate from Evansville, Ind., to Detroit, 
Mich., on the same commodity will become $1.25. The traffic from Mem- 
Phis, Tenn., will pass through Evansville, Ind., from which the rate 
will be higher for approximately half the distance. An analysis of the 
exceptions ratings shows that in the first three letters of the index, 
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A to C, there are 91 articles or groups of articles so treated that rates 
from Memphis, Tenn., or Nashville, Tenn., to Chicago, Ill., or Detroit,* 
Mich., will be lower in cents per 100 pounds than the class rates here 
to be increased from the Ohio River points in Official Territory to the 
same destinations. . 


In such rate situations, continued the petition, it was the 
invariable practice for the carrier to increase intrastate rates 
to whatever interstate basis was prescribed in the same terri- 
tory by the Commission. If this situation stood, as the Commis- 
sion had now ordered it, said the petition, it would therefore 
follow that the Indiana authorities would be asked, ‘‘and doubt- 
less an effort be made to force them,” to permit the imposition, 
on the state’s citizens, of rates that would be higher to their 
own state markets than would be accorded to competitive in- 
terstate shippers, as illustrated, from Kentucky and Tennessee. 
The petition continued: 


Indiana Situation 

In other words, to be more specific, Indiana citizens, manufacturing 
or producing articles of commerce at Evansville, Ind., and New Albany, 
Ind., would be required to pay higher freight to move their traffic into 
northern Indiana markets, such as Fort Wayne, South Bend, and the 
Calumet district, important consuming markets, than their competitors 
in Kentucky and Tennessee could move the same commodities directly 
through their points of production, to the same markets, and some times 
for twice the distance. 

The constitutional authority of the Federal Government, here exer- 
cised by the Interstate Commerce Commission, quite properly permits 
the removal of any discrimination by intrastate commerce against inter- 
state commerce, but by no stretch of the imagination can it ever be 
said, except only in the case of the direst peril, can the Federal Govern- 
ment deliberately impose upon the citizens of any state any such preju- 
dice and grant to the interstate traffic of any territory such execcive 
preference. Certainly no such condition existed here as to warrant the 
Commission to attempt to exercise such extraordinary powers. 


Kentucky Objects to Increase 


The Commonwealth of Kentucky and the Railroad Com- 
mission of Kentucky petitioned the Commission for reopening, 
reconsideration, and modification of the Commission’s findings 
= order. The Kentucky authorities sought the following modi- 

cations: 


1. Elimination of proposed increases in rates within Official Terri- 
tory as required by Part III of the report (ad interim adjustment), 
pending revision of classification ratings and the final revision of the 
rates, as defined and required by Parts I and II. 

2. Addition of a finding to Part III of the report which would re- 
quire the establishment of class rates to and from points on the Chesa- 
peake & Ohio Railway in Kentucky not higher than the basic class rates 
applicable within Official Territory, computed over short line mileage 
and governed by official classification. 


To illustrate what they called the “infirmities of the ad in- 
terim adjustment” in Kentucky, the petitioners cited examples 
from two exhibits filed with the petition, to show the effect of 
the adjustment between representative points in Official Terri- 
tory and points in interior Kentucky, governed by southern 
classification, and between the same points in Official Territory 
and Kentucky points in that territory governed by the official 
classification, in departures from the long-and-short haul clause 
of the interstate commerce act. 


Such situations, said the petitioners, after referring to cases 
where departures were magnified by classification exceptions, 
could not be taken care of by a minimum rate rule because that 
method did not accord proper consideration to the need of the 
present lower rates and ratings to meet truck competition be- 
tween Official and Southern territories. 


“Many of them (present ratings) will undoubtedly have to 
be maintained or further reduced, if the railroads are to com- 
pete successfully with the trucks and other forms of transporta- 
tion which now exist and which are certain to be‘more effective 
in the post-war period,” said the Kentucky authorities. “No in- 
creases should therefore be made in the rates within Official 
Territory until the classification ratings have been revised along 
scientific lines and with due regard to competitive influences. 


“Petitioners submit that on no other basis except pure ab- 
stract equalization can the increases prescribed for Official Ter- 
ritory be justified. Such increases, if established, might well 
prove to be a most costly experiment in that they will drive 
much traffic from the railroads to trucks and eventually to 
cargo planes.” 


C. T. R. C. Petition 


The Central Territory Rate Conference on July 18, peti- 
tioned the Commission for reopening, reconsideration, and modi- 
fication of the findings and order in No. 28300. The petition 
sought the following changes: 


1. Modification of Ultimate Finding No. 1, Part II of the Report 
(Sheet 270), so as to eliminate therefrom the words “‘official, Illinois.’’ 
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2. Elimination of Ultimate Finding No. 3, Part II of the Report 
(Sheet 270). 

; 3. Modification of Ultimate Finding No. 4, Part II (Sheets 270-271) 

so as to make the same inapplicable to class rates within official and 

Illinois territories. 

4, Elimination of the finding in Part III which appears in the first 
paragraph on Sheet 275 by which the Commission finds that the class 
rates within official territory (including Illinois territory) should, sub- 
ject to certain qualifications, temporarily be increased 10 per cent. 

5. Elimination of that paragraph of the order which requires re- 
spondent carriers to increase by 10 per cent existing class rates within 
official territory (including Illinois territory). 


Regarding the Commission’s condemnation of the official 
class-rate structure as unjust and unreasonable in violation of 
Section 1, the petition suggested that this finding “is wholly 
without support or record,” but that “there was on the other 
hand ample and overwhelming evidence that the official class- 
rate structure was reasonable, adequate in level, and was satis- 
factory to carriers and shippers alike.’ 

Dr. Edward’s cost studies (Sheets 138-160) “do not indi- 
cate that the class rates within official territory as such are be- 
low reasonable minima because below costs for carload move- 
ments,” the petition stated. 

Acknowledging that on less-than-carload traffic there may 
be somewhat more room for question, the petition stated: 


It is readily demonstrable from the cost figures that, with costs of 
pickup and delivery excluded, the less-carload class rates are more than 
adequate to pay the full cost of handling of less-carload traffic. The 
provision of free pickup and delivery service is voluntary by the rail- 
roads and the absorption of its cost is merely equivalent to a corres- 
ponding reduction in rates. If this absorption produces a net revenue 
to the railroad which is below marginal cost, then the logical and 
proper way to deal with the situation is obviously to condemn the 
provision of free pickup and delivery service. Another way to deal with 
the situation . . . would be to prescribe increases only in the rates 
under which pickup and delivery service is provided without charge. 


Stating that there is no observation or finding justifying 
any conclusion that the class rates within official territory are 
unjust and unreasonable, the petition contended: 


(1) These rates which are now condemned by the Commission as 
being unreasonably low were prescribed as reasonable maxima by the 
Commission 12 years ago when the carriers had greater need than now 
for additional revenue. 

(2) They have been more successful in fulfilling the function of a 
class-rate system than any of the other class-rate structures. 

(3) A larger amount of traffic moves under them, whether measured 
in absolute quantities or by percentages of the total traffic, than move 
under the class rates in any of the other territories here involved. 

(4) This has been due to the fact that they, unlike those elsewhere, 
were not too high to cope with the changing conditions due to the 
growth of transportation by motor vehicle and other competitive trans- 
portation agencies. 

(5) They have given satisfaction generally to carrier and shipper 
alike throughout official territory. 

(6) Shippers and carriers have accommodated themselves and their 
business to them. 

(7) Since their prescription every change in transportation condi- 
tions with respect to class-rate rtaffic, particularly in the competitive 
situation as Fetween various forms of transportation, has been a force 
toward reductions rather than increases in the level of class rates. 

(8) To increase them, as ordered by the Commission, by 10 per 
cent immediately and eventually by amounts ranging up to 20 per cent, 
will only produce the very fault of rate structure by which the Commis- 
sion has found it necessary to condemn the rates in the south, the south- 
west, and western trunk line territories. 


As to the Commission’s Section 3 finding, the petition 
stated: 


The finding is grounded upon the basic fallacy that the interest 
of each territory is identical as to class-rate traffic and its share of the 
transportation burden. 


The finding has the effect of predicating a rate structure upon re- 
lationships of mere ‘‘paper’’ rates. 

The finding and order will create new preference and prejudice. 

The finding fails to provide for alternative relief. 


Congress by the Hoch-Smith resolution in effect directed 
the Commission to distribute the rate burden for an agricul- 
tural territory differently from that for an industrial territory, 
the petition reminded the Commission. 

An appendix to the petition presented a comparison of rates 
on seven different commodities, provided by exception rating 
from south with class rates in official territory increased 10 
per cent. 

Ohio Asks Reopening 


The state of Ohio, in a petition for reopening, rehearing, 
reconsideration, and vacation of the order in No. 28300, said 
the Commission’s decision had crystallized its apprehension, in 
support of which, it said, it had endeavored to impress the 
following three points on the Commission throughout the case: 


(1) The intervention of war between the date of the commencement 
of these proceedings and the date of the closing of the record herein 


TRAFFIC WORLD 


should result in the dismissal, or at least the postponement, of these 
proceedings; (2) if, however,the Commission should proceed generally 
on the merits, nothing in the record justifies any alteration in either 
the rates or classification of Official Territory including Illinois; and 
(3) if alterations must be made, a five-step plan for their accomplish- 
ment was presented, one of which steps was a traffic test which, inci- 
dentally, would at least supplement the lack of data in the record. 


Ohio asked modification of the order at least in so fa: 


as it affected rates on traffic moving intraterritorially withi: 


Official Territory including Illinois, or interterritorially to or 
from that territory in so far as it increased rates 10 per cent 
on traffic moving out of the territory and decreased rates 10 
per cent on traffic moving into the territory. 


Referring to the cost studies submitted by the Commis- 7 


sion’s staff, the Ohio authorities said there must be something 
“fatally wrong with them” since they were not supported by 
those who would benefit from them. The defect inherent in the 
studies, they said, was that they did not purport to show 
anything more than average costs, and “as between theory 
and fact the theory of average costs must bow to the un- 
answerable fact of no dissatisfaction with existing conditions 
by respondent carriers in Official Territory... .” 

Saying the Commission’s own decision showed that the 
distribution of the traffic burden was not and could not be the 
same by territories, Ohio said the purpose in ignoring differ- 
ences in both consist and traffic burden by territories could 
only be to make those differences cease to exist—‘i. e., a re- 
distribution of industry by means of the class rate structure, 
and no such mandate or permission is to be found in the trans- 
portation act of 1940, or any other act conferring jurisdiction 
on this Commission.” The state authorities said the principle 
that “the law does not attempt to equalize fortune, oppor- 
tunities or abilities’ was as true today as when it was enun- 
ciated “many years ago” in Interstate Commerce Commission 
vs. oe azn U.S. 42, &, 3 lL. Ead., 83, 87, 32 S. Ct. 
Rep. 22. 


Southern Governors Against Postponement 


J. V. Norman, counsel for the Southern Governors Con- © 


ference, in a telegram to the Commission, said he had been 
directed by the conference vigorously to protest against post- 
ponement of the effective date of the order in No. 28300 to 
April 7, 1946, as requested by the rail respondents (see Traffic 
World, July 14, p. 119). 


“We do not oppose reasonable extension not to exceed | 
90 days but the purpose of the order for an interim adjustment | 


was to assure some immediate relief for those sections found 
to be discriminated against and postponement such as re- 
quested would defeat that purpose,” said the telegram. “In- 
asmuch as the Commission has extended to September 3 time 
for filing certain petitions for reconsideration it is requested 
that time for filing replies to all petitions be extended to 
September 30.” 

A similar telegram from the Southwestern Steering Com- 
mittee said any additional time granted should be limited to 
90 days as maximum, observing that, with an additional 90 days 
the carriers would have had 150 days since service of the 
order. The committee said minimum rate provisions would 
have but slight effect on “ordered rates” to, from and within 
zone 3 territory. It also said a single reply by each party to 
all petitions and motions would appear more satisfactory to 
Commission and parties and that, as the western states had 
been granted until September 3, to file petition, the committee 
requested that September 30 be fixed as the date for replies 
to all petitions. 


Interim Decision Conference Set for August 1 


At the request of a joint conference of carriers in Eastern, 
Western and Southern territories, the chairman of which is 
J. G. Kerr, chairman of the Southern Freight Association, Secre- 
tary Bartel, of the Commission, has informed Mr. Kerr that 
the Commission, division 2, has designated a group of staff 
members to confer with a sub-committee of the conference in 
Washington, August 1, to discuss questions that have arisen 
under the “interim” decision and order in No. 28300. 


Secretary Bartel said the division had designated W. V. 
Hardie, director, Bureau of Traffic, F. E. Mullen, assistant chief 
examiner, and Examiner M. Witters, as a committee to confer 
with the rail carriers’ sub-committee. The latter, with Mr. Kerr 
as chairman, consists of: N. W. Hawkes, J. P. Harrington, W. T. 
Tannehill, R. G. Raasch, W. H. Dana, and W. F. Knobeloch. 

In his letter, after referring to a meeting of sub-committees 
representing each rate territory to consider interterritorial prob- 
lems, Mr. Kerr said: 

“In some instances, the actions which the carriers feel 
should be taken are clearly within the terms of the ad interim 
decision and order; in others, it is not so clear even though in 
harmony therewith; and in others it appears that certain modi- 
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f these § fications of the order may be necessary to avoid maladjust- 
nerally | ments.” 
either G Mr. Kerr said that, in advance of the conference, he would 
Ss nd @ undertake to submit a list of the questions to be discussed. | 
goo . The conference will take place at 10 a. m., August 1, in 
‘4... the office of Director Hardie. 
iat Ben Fi Carriers Asked About Uniformity 
a 
withi" Secretary Bartel, in a letter to Thomas P. Healy, Frank W. 
to orm Gwathmey, and Wallace T. Hughes, referring to their formal 
r cent | notification on behalf of the Class I carriers in Official, Southern 
ites 10 § and Western territories that they would undertake to make 
® and tender a uniform classification, has asked what steps have 
ymmis- | been taken to carry out the undertaking. He continued: 
1ething “The Commission desires to be informed as to what com- 
ted by |) mittee or organization will be charged with responsibility in 
in the )) this matter, and what procedure will be followed. The Com- 
. show |) mission also desires to designate a member or members of its 
a : * * ” 
theory i staff to work closely with the representatives of the railroads. 
he un- @ Intercoastal Rates 
ditions ~~ ; 
Saying it would appear from the decision that it was the 
at the — intention of the Commission to divorce from consideration the 
be the _ import and export rates, but that nothing was said with respect 
differ- to intercoastal rates, W. M. Carney, vice-chairman, Intercoastal 
; could ~ Steamship Freight Association, New York, N. Y., has written 
, a re- | the Commission to ask that the Commission take some affirma- 
ucture, _ tive action with respect to the intercoastal rates. He said it ap- 
.trans- peared that it was the intention of the Commission to “divorce 
diction | from consideration and subjection to the increase in rates, the 
, * . . : . . ” 
rinciple __ so-called intercoastal rates of the rail lines in Official Territory, 
oppor- ~ but that the report did not carry out this intention. 
3 -enun- @ Motor-Carrier Interveners 
mission : ‘ apie : 
Ss Ct. Motor-carrier interveners, consisting of the American 
} Trucking Associations and various regional motor freight- 
tariff bureaus, have filed a petition for a 120-day extension of 
) time to file a petition for rehearing and reconsideration in the 
rs Con- | class-rate and freight-consolidation proceedings. The inter- 
id been | veners said their interest was in obtaining the adoption of a 
st post- | rail class-rate structure for tariff moving in carload and less- 
8300 to | than-carload quantities that conformed to the national trans- 
Traffic © portation policy and that did not constitute destructive competi- 
» tion against the motor-carrier industry. ‘ 
exceed | In a petition for modification of the order with respect to 
ustment | interim rates on traffic moving in less-than-carload quantities, 
s found | the motor-carrier interveners asked: 
as Tre- |) (1) That the Commission modify the order of May 15, 1945, in No. 
n. “In- > 28300 so as to suspend indefinitely its requirements that respondent rail 
* 3 time © carriers cease and desist from publishing, demanding, or collecting for 
quested ? the transportation of class-rated freight moving in less-than-carload 
nded to ™ quantities within and between certain territories, rates exceeding the 
' present rates reduced by 10 per cent, subject to the appendix 10 scale 
- as minimum, and that respondents maintain and apply, on such freight, 
= Com- ~ such lowered rates, as maxima, or, in the alternative— 
nited to (2) That the Commission modify said order by holding and declar- 
90 days ing that, the rates therein found lawful and prescribed as a maximum 
of the for the interim period insofar as they apply on less-carload traffic are 
; would station-to-station rates only and do not include pick-up or delivery 
1 within © service, and are without prejudice to the publication by respondents of 
party to non-discriminatory and reasonable door-to-station, station-to-door, or 
story to ' door-to-door rates. 
ites had State of Ohio’s Petition 
mmittee : The State of Ohio as intervener asked the Commission to 
* replies "J reopen and rehear the proceeding, reconsider its order, and 





) vacate the order or at least modify it in so far as it affected 
rates on traffic moving intraterritorially within Official Terri- 
tory including Illinois or interterritorially to or from that ter- 


Eastern, )Jritory in so far as it increased rates 10 per cent on traffic 
which is }} moving out of that territory and decreased rates 10 per cent 
n, wagers ‘}0n traffic moving into that territory. The state also asked 
err tha 


‘for the same relief from, and action by the Commission with 
/} respect to, the “ultimate findings attached to the end of parts I 
and II and the findings attached to part III of the accompany- 
ing decision of the Commission.” 

At every available opportunity throughout the course of 
\ this litigation, continued the petitioner, the State of Ohio had 
endeavored to impress on the Commission three points that 
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ae Kerr + “in weight and logic of sequence,” were as follows: 

yn, W. T. & (1) The intervention of war between the date of the commence- 

loch. “ment of these proceedings and the date of the closing of the record 
mittees +) herein should result in the dismissal, or at least the postponement, of 

x b ‘these proceedings; 

ial prob- _ (2) If, however, the Commission should proceed generally on the 

, merits, nothing in the record justifies any alteration either in the rates 
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The Ohio petitioner said the Commission’s order of May 15, 
“crystallizes Ohio’s apprehension.” 


Reply of North Dakota Interests 


Denial of the petitions of the railroads for postponement 
of the effective date of the order and of the request for reargu- 
ment and reconsideration made by the State of New York, 
et al., Wisconsin Public Service Commission, and New England 
Governors, et al. (see Traffic World, July 21, p. 165), was 
asked by certain North Dakota interests in a reply brief filed 
with the Commission. 

The North Dakota interests included the attorney general’s 
office, the state public service commission, the Minot (N .D.) 
Chamber of Commerce, the Civic and Commerce Association 
and Greater Grand Forks Traffic Association, Grand Forks, 
N. D., and the Chamber of Commerce of Fargo, N. D. 

Although asking denial of the aforementioned petitions, 
the North Dakota interests reiterated their position that the 
railroads’ request for additional time in which to comply with 
the Commission’s interim rate adjustment be given favorable 
consideration “to the end that a reasonable time for making 
effective the emergency interim adjustment be allowed.” 

The North Dakota interests said they recognized the prob- 
lem confronting the rail petitioners in their request for addi- 
tional time in which to comply with the Commission’s interim 
rate adjustment, but that the request for postponement of the 
order until April 1, 1946, was unreasonable. 

“We have no particular objection to an extension of the 
order to a reasonable date in which to comply,” said the North 
Dakotans. 

Quoting the Commission as saying that it did ont con- 
template that groupings in connection with the present class 
rates should be changed as a result of its finding, and that in 
applying the scale of minimum rates, the distance between 
groups or blocks of stations on which the present class rates 
were based were to be observed, rather than the actual distances 
to or from such stations, when differing therefrom, the North 
Dakotans said: 

“This in our opinion, reduces the alleged herculean task of 
the railroads and obviates the necessity of the railroads spend- 
ing months of labor and the computing of millions of distances 
and first-class rates in order to put the interim adjustment 
into effect. .. .” 

The North Dakotans recounted what they characterized 
as “the old story of the opposition of trunk-line governors and 
chamber of commerce organizations to any action being taken 
by this Commission and their attempts to delay justice to the 
west and south.” They said they had carefully studied the 
petitions of trunk-line and New England territory interests and 
believed the Commission would find that every point raised 
in their petitions had already been fully answered in its deci- 
sion in the instant proceedings. 

Noting that the Wisconsin Public Service Commission 
sought reconsideration and reargument of the class-rate pro- 
ceeding and not of the freight-classification case, the North 
Dakota interests said the Wisconsin petition was “unique.” 
They said they believed the Commission’s decision furnished 
the complete answer to contentions of the Wisconsin interests. 

“These interests seek reopening of but one phase of the 
proceeding, namely the class-rate investigation section, which 
materially weakens their position in this matter,’ said the 
Dakotans. 


Time Extension for Widell 


Secretary Bartel, of the Commission, announced that on 
consideration of telegraphic request by C. E. Widell, repre- 
senting Tennessee industrial interests, for extension of time 
within which to file a petition for reopening and reconsidera- 
tion in Nos. 28300 and 28310, the Commission had extended the 
time for filing by Mr. Widell to August 20. 


Effective Date Postponed 


Acting on a petition of rail respondents for postponement 
to April 1, 1946, of the effective date of the order in No. 28300 
(see Traffic World, July 14, p. 119), the Commission has modi- 
fied the order to make it effective November 30, on not less 
than 30 days’ notice, instead of August 30. 

The Commission also amended its order by adding after 
poe fifth ordering paragraph two new paragraphs reading as 
ollows: 


It is further ordered, That all outstanding unexpired orders, as 
amended, of the Commission, authorizing or prescribing class rates for 
the transportation in interstate commerce of property moving at the 
classification ratings within, and from and to, official territory (includ- 
ing Illinois territory), southern territory, southwestern territory, and 
western trunk-line territory, as described in the report herein, be, and 
they are hereby, modified, effective concurrently with the establishment 
of the rates herein required to be applied, to the extent necessary to 
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permit the reduced rates, or increased rates, herein required, to be 
applied. 

It is further ordered, That all tariffs or supplements changing rates 
by authority of this order, which are maintained or held by authority 
of outstanding orders of the Commission, shall bear on their title page 
specific reference to this order, as amended. 


Action on A. T. A. Petition 


On consideration of a petition filed by the American Truck- 
ing Associations and other motor-carrier interveners, the Com- 
mission has extended until September 3, the time for filing a 
petition for rehearing and reconsideration. The Commission 
has also extended to September 30, the time for filing replies 
to all petitions in these proceedings filed under rule No. 101 of 
the Commission’s general rules of practice. 

The West Texas Chamber of Commerce Freight Rate 
Equality Federation has replied to the railroads’ petition for 
postponement of the effective date of the order from August 
30, to April 1, 1946, “a period of seven months.” 

It was now “readily apparent,” said the West Texas peti- 
tioners, that the railroads had embarked on a program of “delay 
and obstruction.” The petitioners asked that an end be put to 
the “delaying tactics” of the respondents by denying their peti- 
tion for postponement and directing them to establish the ad 
interim rates “forthwith.” 

“It is passing strange, we think,” continued the petitioners, 
“that the carriers find ‘little difficulty’ in complying with that 
part of the ad interim order which authorizes increases in the 
rates in Official Territory, but they encounter insurmountable 
obstacles when they come to the part of the order that requires 
reductions in the rates in Western and Southern territories, and 
interterritorially.” 


Petroleum Transportation 


Tank car shipments to the east coast in the week ended 
July 21 averaged 307,214 barrels a day as compared with 322,- 
136 barrels in the previous week, according to the Petroleum 
Administration for War. 

The “Big Inch” (24-inch) pipeline delivered an average 
of 320,070 barrels of crude oil daily to the New York-Phila- 
delphia terminals in the week ended July 21, as compared with 
321,488 barrels daily in the previous week, the P. W. A. said, 
adding that the “Little Big Inch’ (20-inch) pipeline delivered 
an average of 171,342 barrels of petroleum products daily to 
the New York area in the week ended July 21, as compared 
with an average of 143,481 barrels daily in the previous week, 
which, it said, was low because military gasoline was placed 
in storage along the line. 


President Truman has issued a proclamation, under au- 
thority of the Cole pipeline act of 1941, finding it necessary 
for national defense purposes that there be constructed and 
completed a pipeline system for transportation of petroleum 
and its products from origins in the vicinity of Cushing, Okla., 
northeastward to a point at Heyworth, IIl. 

In the proclamation, the President also finds it necessary 
for the Texas-Empire Pipe Line Co., a private corporation that 
has begun the pipeline construction project with approval of 
the War Production Board, to have the right of eminent domain 
with respect to acquisition of a route in Logan, Dewitt and Mc- 
Lean counties, Ill. The proclamation requires exercise of such 
right of eminent domain prior to June 30, 1946. 


Petroleum Demand at Peak 


; In a statement dealing with developments in the petroleum 
industry in connection with the concentration of military efforts 
in the Pacific, including the advice that the total demand for 
crude oil and its products at present is greater than before VE- 
Day and that a moderate decrease in military gasoline require- 
ments is more than offset by increased requirements for diesel 
and residual fuel oil, the Petroleum Industry War Council has 
announced that the petroleum transportation program has been 
set up ‘on the basis of using overland transportation to the 
greatest possible extent, thus releasing maximum tanker ton- 
nage for use in the Pacific.” 

“Necessity for these savings becomes increasingly evident,” 
the council said, ‘when the 6,900 miles from San Francisco to 
Okinawa and the 11,000 miles between our Gulf coast and the 
Philippines are compared with the 3,000 miles from New York 
to the United Kingdom. Because of these distances it requires 
about 21,000 barrels of fuel oil to deliver 100,000 barrels of gaso- 
line from the U. S. Gulf coast to the Pacific theater, including 
the return trip of the tanker, as compared with 8,000 barrels 
in the case of the European theater. This does not take into 
account the fuel necessary to return dry cargo vessels.” 


MAIL SERVICE TO EUROPE 


The Post Office Department has announced that, “effective 
at once,” letters not exceeding 2 ounces and non-illustrated 
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means to destinations in Finland, Estonia, Latvia, Lithuania 
and Poland. It says that the postage rates applicable to mail 
sent by surface transport are, as to letters, 5 cents for the 


first ounce and 3 cents for the next ounce, and, as to postcards, © 
3 cents each, while the rate of 30 cents a half ounce or fraction © 
thereof applies to articles intended for dispatch by air to the? 


countries named. It adds that registration, special delivery 


money order and parcel post services are not available for! 


those countries. 


Anderson on Food and Transport 


Secretary Anderson, of the Department of Agriculture, in 
an address broadcast over a national radio network from Wash- 
ington, said that transportation delays were making the food 
problem more difficult and that “‘we need more freight cars in 
this country.” 


“The situation is serious,” he said. “We are having trouble | 


right now with such things as oranges, lemons and melons. 
We’ve had difficulty with potatoes and onions. We have warned 
California grape. growers not to depend too much on eastern 
markets, but to process as much of their crop as possible where 
it grows.” 


He said that ‘the tremendous burden put on the railroads” . 


in connection with the war in the Pacific was the chief cause 
of the difficulty, and that Director Johnson, of the O. D. T., 
had pointed to a need for 25,000 railroad workers “to ease the 
critical phase of this problem.” 


“Railroads are performing miracles every day, moving more 
freight with fewer cars and locomotives than during the last 
war,” said Secretary Anderson, adding: 


We need more freight cars in this country. In the next four months 
California and Arizona will need 12 per cent more refrigerator cars 
than last year; but actually there are about 3,000 fewer refrigerator 
cars in operation now than last year. And it isn’t only a question of 
cars. There are empty boxcars in the West and empty refrigerator 
cars in the East; but because of traffic congestion they can’t be moved 
fast enough. It’s taking a lot longer to move a freight car across the 
country and back again. 


More boxcars are needed for wheat in the great plains area. Farm- 


ers are harvesting the biggest wheat crop in history, but there are | 


fewer boxcars to transfer and transport it than there were in peace- 
time. To help take the pressure off the railroads, the Office of Defense 
Transportation has worked with us to arrange the biggest grain move- 
ment program on the Great Lakes we have ever had. This will help to 
cut the railroad haul from western wheat fields to the east coast by 
more than half. 

This problem of grain shipment is important to all of us, not only 
to supply the mills that turn out flour and cereals, but to provide feed 
for poultry, dairy cows and meat animals that turn grain into hu- 
man food. 

We are experiencing serious delays in the movement of farm prod- 
ucts and there are losses in some cases. But no one will go hungry 
because of transportation difficulties. 

The Department of Agriculture is working closely with the Office of 
Defense Transportation, the railroads and the Interstate Commerce 
Commission, and you can be sure that the government and the railroads 
will do everything possible to deal with the food transportation problem, 


ARK.-OKLA. COAL TO ST. LOUIS 
J. R. Coulter, chief traffic officer, Frisco Lines, was princi- 
pal speaker at a joint meeting of the Fort Smith Rotary Club 
and the Natural Resources Committee of the Chamber of Com- 
merce, held recenly at Fort Smith, Ark., to commemorate the 
fifth anniversary of the first trainload of Arkansas-Oklahoma 


smokeless coal shipped to St. Louis under the $2 rate. Mr. | 


Coulter said that 1,000,000 tons of coal had brought over $3,- 
000,000 in wages to coal miners, $4,900,000 in gross sales to 


mine operators, and $2,000,000 for the Frisco in operating ~ 


revenue. But the greatest benefit was the service done the city 


of St. Louis, he said, inasmuch as “for the first time, an abun: | 
dant supply of smokeless fuel was made available at reasonable / 
prices to that smoke-beclouded city. Mr. Coulter estimated that” 
there were reserves of coal in the Ft. Smith district totalling ~ 
nearly 803,000,000 short tons, and said St. Louis could provide 


a market for every shovelful. 


C. F. Byrns, editor of the Ft. Smith Times Record and 
Southwest American, who presided as chairman of the natural 
resources committee, read a telegram from Mayor A. P. Kauf- 
mann of St. Louis, which stated that “both St. Louis and Ft. 
Smith owe much to Russel Coulter for his outstanding achieve- 
ment in effecting important freight rate reductions which made 
possible mutual benefit and important commerce, and cemented 
relations between two cities. Coal from your area preserved ~ 
our anti-smoke ordinance and maintained our crusade against | 


smoke and dirt when threatened by exigencies of war.” 
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surface» Popular reports of the effects 
huania of the orders of the Interstate 
Oo mail Commerce Commission in its six- 
or the year-old class rate and classifica- 
teards, § tion proceedings implied that the 
raction — changes ordered to be made would 
to the § recast the entire industry of the 
slivery, — country. Traffic and rate men 

. have been under question in the 


le for § 

. » weeks since the decision by those 

> who have read about the radical 

> economic changes the orders would 

> bring about. 

i Here is a simple, yet authorita- 
tive and comprehensive review of 


i 
£ 
7 
3 
is 
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qo 5 the orders, point by point, that 
4 fe iq |) Will prove of use to the trained 
ge » transportation man in formulating 





_ answers to some of those ques- 


tions that the uninitiated can un- 





trouble derstand. 
melons. Demands for reopening and re- 
warned consideration of the decision have 
eastern been filed with the Commission 
e where by railroad and shipper interests. 
Whether or not the Commission 
ilroads” . accedes to these requests, it is ap- 
ef cause parent that the proceedings are 
=... far from closed. The Traffic 
ease the World offers this analysis as an 
aid in keeping the principle points 
ng more of the decision in mind. 
the last 
ir months © 
rator cars | 
frigerator 7 After six years of investigation, 
uestion of © e hearings and study, the Interstate 
frigerator : Commerce Commission on May 19, 1945 
be moved |@ made public its orders in Docket No. 
across the |) 28300, Class Rate Investigation, 1939, 
__.. (— and in Docket No. 28310, Consolidated 
og | Freight Classification, the decisions and 
ra pm ce.) orders were dated May 15, 1945. 
of Defense | Lhe Commission found with respect 
‘ain move- | to freight classification that the present 
ill help to four classifications,—Official, Illinois, 
f coast by Southern and Western,—were unjust 
and unreasonable in violation of the 
s, not only Interstate Commerce Act, and would be 
ovide feed so for the future. It found that the 
n into hu substantial differences in the classifica- 
tion ratings produced, and would pro- 
farm prod- — duce for the future, unlawful preferences 
go hungry | and prejudices between shippers and be- 
A tween territories in the United States. It 
e versie , found that the uniform classification and 
1e railroads i class rates based upon 23 percentage 
n problem, | relationships first class and lower, and 
+ seven percentage relationships higher 
than first class, should be established 
»} in Eastern, Southern, Western Trunk 
a Line and Southwestern Territories and 
yas princl-4 for interterritorial application among 
tary Club | these territories. 
r of eg: In discussing the assignment of arti- 
Oklah 4 cles to class ratings, the Commission 
Okla AG analyzed the factors of greatest impor- 
rate. 2. tance considered in the past and com- 
—— $ {> § mented on the shift of emphasis from 
sS sa “— °@ the factors of value to those of trans- 
opera o: portation characteristics and cost. It 
SE cid found that value was of diminishing im- 
. : - : , 
aaennanien portance in the assignment of articles 


mated that 7 
‘t totalling © 
uld provide 


Zecord and 
the natural 






to classes and that the differentiation 
and gradation of class ratings accord- 
ing to the methods and forms of pack- 
Ing had likewise decreased in impor- 
tance. It commented on the fact that 
classification was not a matter of 
formula, but one of the exercise of sound 


\. P. Kaul- judgment of experts who must appraise 
uis and Ft. § and evaluate the well recognized classi- 
ng achieve- fication elements and principles in arriv- 
vhich mace 4} ing at the determination of valuation. 
d cemented 4} The Commission stated: 
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Although classification is 


2 not an_ exact 
Science, 


no convincing reason appears why 





237 


An Analysis of the 
Class Rate Decision 


A Timely and Authoritative Point-by-Point Study of 
the Orders of the Interstate Commerce Commission in 
Docket No. 28300, Class Rate Investigation, 1939 and 
Docket No. 28310, Consolidated Freight Classification 


By G. LLOYD WILSON 


the same principles of classification should not 
be applied in every territory, to the same 
article of commerce, or why substantially the 
same weight should not be accorded to those 
principles, in determining the rating of the 
article for movement anywhere in the country. 


Classification Principles 


The classification principles or ele- 
ments which recognize distinctions among 
commodities from a transportation stand- 
point which should be considered in as- 
signing articles to class ratings include: 

1. Weight per 
shipment. 

2. Value per pound as packed for shipment. 

3. Susceptibility of the commodity to loss, 
damage, waste or theft in transit. 

4. Likelihood of injury to other 


cubic foot as packed for 


freight 


with which the article may come in contact. 

5. Results due to hazards of carriage. 

6. Kind of container or package considered 
in connection with the liability or risk. 

7. Expense of and care required in han- 
dling the articles. 

8. Ratings on analogous commodities. 

9. Fair relation of ratings among all ar- 
ticles. 

10. Competition among articles of various 
descriptions but used for similar purposes. 

11..Commercial conditions and units of 
sales. 

12. Trade conditions. 

13. Value of service. 

14. Volume of movement for 
country. 

15. Movement in less-than-carload or in car- 
load lots. 

16. Adaptability to movement in carloads. 
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17. Carload minimum weights equitable to 
carriers and shippers. 


The Commission found that none of 
these principles or elements should be 
controlling, but that all that are relevant 
should be considered in the class rating 
of an article. 


Class Ratings 


The prescribed class ratings include a 
percentage class equivalent to every 
class rating in the present Official, Illi- 
nois, Southern and Western classifica- 
tions, and in addition to these classes, 
four percentage classes intermediate be- 
tween existing classes 92.5%, 77.5%, 
65% and 60%—and three classes lower 
than the lowest class rating—16%, 14.5% 
and 13%—in any of the present classi- 
fications. These 23 classes, first class and 
lower, correspond also to the columns 
or percentages of first class prescribed 
by the Commission in the Eastern Class 
Rate Investigation, I. C. C. Docket No. 
15879, 171 I. C. C. 481-499. 

The proposed uniform class rate rela- 
tionships and the classes in the present 
Official, Illinois, Southern and Western 
classifications to which that class are 
shown in the accompanying table No. 1. 
‘ In addition to the 23 classes, first class 
and lower, provision is made for seven 
classes higher than first class as fol- 
lows: 1%tl, 1%tl, 1%tl, Dl or 2tl, 
2¥tl, 3tl and 4tl. 

The Commission found, as an ultimate 
finding, that it would be impossible, 
without a basic uniformity in classifica- 
tion ratings throughout the country, to 
maintain a just and reasonable relation 
between class rates on commodities 
moving in carload and less-than-carload 
lots, or as among competing commodi- 
ties moving at class rates. 


Exceptions to the Classification 


The Commission explicitly stated that 
the findings with respect to the estab- 
lishment and maintenance for a uniform 
freight classification should not prevent 
the making of exceptional classification 
ratings when such ratings were required 
either by the provisions of the Inter- 
state Commerce Act or for commercial 
or competitive reasons. It stated, how- 
ever, that exceptional ratings might be 
justified “individually on their own 
merits.” It stated, also, that exceptional 
ratings must not have the effect of (1) 
creating a violation of some provision of 
the Interstate Commerce Act, (2) of be- 
ing inconsistent with the national trans- 
portation policy or (3) tending to impair 
the general requirement of uniformity 
of classification. 


Establishment of the New Classification 


The carriers are given by the Commis- 
sion’s order a reasonable opportunity to 
establish a uniform classification along 
the lines prescribed by the Commission’s 
order by their own collective action be- 
fore the Commission undertakes the 
task. Carriers were notified that they 
were expected within ninety days from 
the service of this report to advise the 
Commission whether they would under- 
take to make and file with the Commis- 
sion classification consistent with the 
Commission’s findings. If the carriers 
declined to undertake to do so or did 
not respond within this time, the Com- 
mission retained jurisdiction to make 
further orders deemed proper. The Com- 
mission found that in order to comply 
with the Interstate Commerce Act that 
the uniform classification must. be 
closely connected with the class rate 








Table No. 1 


Proposed Uniform 
Classes Percent- 
age of Column 
1 or First Class 


Corresponding to 
Classes as in Official, 
Illinois, Southern and 
Western Classification 


|, 1, S. and W. 
. L, & and W. 


O.—Official Classification. 

I.—Illinois Classification. 

S.—Southern Classification. 

W.—Western Classification. 

R25—Rule 25, Official Classification, 70 
per cent of first class. 

R26—Rule 26, Official Classification, 55 
per cent of first class. 


scales so as to insure the proper preser- 
vation of the revenue of the carriers 
and in order to be just and reasonable 
to shippers. The railroads have since 
formally notified the Commission that 
they will undertake the job of compiling 
a uniform classification. 


Class Rate Investigation 


In its ultimate findings in docket No. 
28300, the Commission found the present 
intraterritorial and interterritorial class 
rates in Official, Illinois, Southern, South- 
western, and the Western Trunk Line 
Territories to be unjust and unreason- 
able and for the future that they would 
be unjust and unreasonable in violation 
of the Interstate Commerce Act. The 
territory embraced in this finding in- 
cludes all of the United States east of a 
line drawn from the United States— 
Canadian border along the western 
boundaries of North and South Dakota, 
Nebraska to the main line of the Union 
Pacific Railroad, along the line of the 
Union Pacific to Cheyenne, Wyoming, 
along the line of the Colorado and South- 
ern Railway and paralleling railroads 
through Denver, Pueblo and Trinidad, 
Colorado, to the Colorado-New Mexico 
border line, along the northern, eastern 
and southern borders of New Mexico to 
the Rio Grande, and along the Rio 
Grande to the Gulf of Mexico. The 
boundaries of the territories are shown 
in the accompanying map. 

The relationship between the inter- 
territorial class rates applicable from 
Southern, Southwestern and Western 
Trunk Line Territories to Official and 
Illinois Territories, and the intraterri- 
torial class rates within Official and Illi- 
nois Territories was found to give ship- 
pers in the latter two territories unrea- 
sonable preference and advantage, and 
to subject those in the Southern and 
Western Territories to undue prejudice 
and disadvantage for the present and 
future. 

A maximum reasonable scale of class 
rates is prescribed for application in 
all freight rate territories east of the 


TRAFFIC WORLD 


Inter-Mountain Territory. These first 
class rates are based upon an initial 
rate of 40c per 100 pounds for the first 
five-mile block. They are graded up- 
ward by additions of 1c, 2c or 3c for 
each five mile up to 100 miles where the 
rate is 70c. Between 100 and 240 miles, 
the first class rates are graded upward 
by increments of 2c for each ten-mile 
block to a rate of 98c. Beyond 240 
miles, the first class rate is graded up- 
ward by the addition of 3c or*4c for 
each 20-mile block to 800 miles where 
the first class rate is $1.85. Between 800 
miles and 2,200 miles, the first class rate 
is graduated by increments of 3c or 4c 
to 2,200 miles where the rate is $3.53. 
Fifty-mile blocks are used between 2,250 
and 2,500 miles and the increment for 
each fifty-mile block is either 3c or 4c, 
producing a rate of $3.75 at 2,500 miles. 

Representative first class rates or se- 
_ distances are shown in table No. 


The maximum class rates prescribed 
are to be applied in intraterritorial and 
interterritorial traffic via the shortest 
railroad routes by which carloads can 
be interchanged between carriers with- 
out transfer of the lading of the cars. 

The order prescribes that the rates 
for the 23 columns, first class and lower, 
and for the seven columns, higher than 
first class, are to be determined by the 
application of the class relationship 
formula prescribed in I. C. C. Docket 
No. 28310—Consolidated Freight Classi- 
fication. A scale for the computation of 
these rates and the distribution of frac- 
tions so as to produce whole number 
rates is provided by the Commission 
through the use of the scale used in 
Appendix M in the Western Trunk Line 
Class Rates Case. This scale computes 
the 23 percentage standard relationships 
between Column 100 and 13% of first 
class or sums from 30c to $4.00. Rates 
for classes higher than Column 100 or 
first class are to be computed by dis- 
posing of fractions of a cent by dropping 
those of less than %c and by increasing 
those of %c or more to the next whole 
cent. 


Table No. 2—Scale of First Class or Col- 
umn 100 Rates Prescribed for Application 
in All Territories East of Intermountain 
Territory in I. C. C. Docket No. 25300, 


Class Rates Investigation, 1939 


Rates in Cents Per 
100.Lbs., First Class 





Key Point Rates 


Provision is made for the establish- 
ment of key point class rates ‘“‘based on” 
the scale of maximum reasonable first 
class rates mentioned above. The Com- 
mission in making this ultimate finding 
observed that key rates had been pre- 
scribed for longer distance traffic in all 
of the general class rate investigations 
since the Southern Class Rate Investiga- 
tion. These key rates have not been 
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fixed with strict regard to the rate scales 
or formulas adopted by the Commission 
for use in these territories. The key 
point rates have been established in 
order to (1) meet competitive conditions 
between related or contiguous cities, (2) 
avoid fourth section departures caused 
by the use of short line mileage, and (3) 
reduce the number of individual rates 
necessary to be computed and published 
in tariffs. The Commission finds that 
key point class rates may be submitted 
by the carriers to the Commission for 
its approval between existing key rate 
points. Although the Commission states 
that the key point rates are to be based 
on the rate scale prescribed, it is rea- 
sonable to infer that it means that the 
rates between the key points will be on 
some basis lower than would result from 
the strict application of mileage rates 
on short line distances between the key 


} points on the prescribed scale. 


Class Ratings 


The class ratings to be used in con- 
nection with the prescribed scale of dis- 
tance rates are the ratings to which 
the article shall be assigned in the uni- 
form freight classification required by 
the Commission to be established in its 


, order in I. C. C. Docket No. 28310, Con- 


solidated Freight Classification. The 


| relationships between the classes in the 


prescribed uniform freight classification 
are the 23 classes first class and lower, 
and the seven classes, higher than first 
class, discussed above. The uniform 
class rates and classification ratings are 
directed to be made applicable simultane- 
ously. Pending the establishment of the 
uniform classification and class rate 
scale, the Commission prescribed tem- 


4 porary or interim class rate adjustment 


based on the present classification with 
increases or decreases in the present 
territorial and interterritorial scales de- 
signed to equalize the differences be- 


x tween the present class rates in the rate 
| territories east of the Rocky Mountains. 


The Interim Adjustment 
Pending the revision of the present 


| freight classifications and the establish- 
} ment of class rates within and between 


the territories east of Intermountain 
Territory, the Commission in its order 


} of May 15, 1945, in I. C. C. Docket 28310, 
+ ordered the establishment of temporary 


class rates within and between these 


} territories to become effective not later 


than August 30, 1945. The Commission 


stated in its report that it appreciated 


that comprehensive rate revision and 
classification uniformity and revision on 
the scale ordered by the Commission 
would necessarily take considerable 
time. It expressed its conviction that 


) the rate revision and classification uni- 


formity should be accomplished simul- 
taneously if possible. It expressed the 
view that the shipping public and rate 
making authorities of the states should 
be afforded adequate opportunity to par- 
ticipate in the working out of the per- 
manent class rate and _ classification 
Structure in order that a task of this 


} magnitude might be accomplished and 


that the resulting adjustments might be 
equitable. 

In order to bridge the gap between 
the present class rate structures and 
Classifications, which the Commission 
found to be unduly preferential and prej- 

} Udicial in violation of the Interstate 
Commerce Act, and the permanent class 

} rate structure and uniform classification, 
found by the.Commission to be desirable 

3 4nd necessary in order to comply with 
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the Interstate Commerce Act, the Com- 
mission prescribed an interim adjust- 
ment of class rates based on existing 
classifications and classification applica- 
tions. In its report the Commission 
stated: 


We find, however, that in the circumstances 
it is possible and practicable to make certain 
readjustments in the existing basis of class 
rates, predicated upon the continued applica- 
tion of the existing classifications, which will 
be just and reasonable, which will have the 
effect of bringing to the minimum the prefer- 
ences and prejudices which we have found to 
be unlawful, as completely as it is practicable 
now to eliminate such violations. 


The scheme of temporary rates or- 
dered by the Commission to be used 
commencing on or before August 30, 
1945, is based on the existing current 
interstate class rates applicable within 
the territories and among the territories 
east of Intermountain Territory, sub- 
ject to horizontal changes, as described 
below, and subject to minimum rates 
based on a table of minimum Class I or 
Column 100 rates prescribed by the 
Commission. The temporary class rates 
within and between the traffic territories 
affected are constructed by increasing 
or decreasing the present class rates, 
as. follows: 

Percentage of Increase or Decrease in 
Present Rates 
Western Trunk Line Territory. .10% Decrease 
Southwestern Lines Freight 

TereeG “TETEIGOG xs 6. 6.555.0:0'0' 10% Decrease 

Southern Freight Association 


TRE 6 Sch ediawanespu cane 10% Decrease 
Oe Re Ty eo rT 10% Increase 
PEC Es oe 10% Increase 
TRRRTUOTTATOEIRE, ns 0 k05-00.00' 680% 10% Decrease 


The intraterritorial class rates within 
these territories and the interterritorial 
class rates among the territories are 
subject, however, to minimum class rates 
based on a prescribed scale of minimum 
first class rates. This minimum scale 
commences with an initial rate of the 
first 5-mile block of 40c per 100 Ibs. 
Between 5 and 100 miles the scale is 
progressed by the addition of increments 
of from 1 to 3c, producing a first class 
rate of 70c at 100 miles. From 100 to 
240 miles the first class minimum rates 
are scaled upward by the addition of 2c 
for each 10-mile block, resulting in a 


rate of 98c for 240 miles. The scale is 
then built by increments of 3 or 4c 
for each 20-mile block up to 800 miles, 
where the rate is $1.85. Between 800 and 
2220 miles the rate is constructed by 
the addition of increments of 3 or 4c 
for each 25-mile block, producing a rate 
of $3.53 at 2200 miles. From 2200 miles 
to 2500 miles the rate increment is 3 or 
4c for each 50-mile block, producing a 
rate of $3.75 for 2500 miles. This scale 
of minimum interim first class rates is 
identical with the scale of first class 
rates prescribed for permanent applica- 
tion after the adoption of the uniform 
classification. The rates produced by the 
use of these scales will not, however, 
be identical because of differences be- 
tween the existing and the prescribed 
permanent uniform classification. 


Minimum Charges 


The Commission found that the mini- 
mum charges for freight shipments in 
the various classification territories, al- 
though stated and embodied in a rule 
of the Consolidated Freight Classifica- 
tion or published in freight tariffs or in 
exceptions to the Classification, were in 
the nature of freight rates and were 
published in the rules of classification as 
a convenience. Consequently, the Com- 
mission found such minimum charges 
were within the scope of the classifica- 
tion embraced in the Class Rate Investi- 
gation, I. C. C. Docket 28300 and or- 
dered that the minimum charges be in- 
creased on or before August 30, 1945, 
to 75c per shipment. 


Costs of Collection and Delivery 


The Commission found that commodi- 
ties transported at class rates have been 
extended store-door collection and de- 
livery services without additional charges 
for these services and that the scope of 
the carrier collection and delivery serv- 
ices had been extended largely since the 
Commission’s findings and orders in the 
proceedings in which the class rates in 
the various territories and between these 
territories had been prescribed. It found 
that the record in I. C. C. Docket 28310 
showed that the applicable class rate 
subject to the existing minimum charge 
does not yield the out-of-pocket costs 

(Continued on page 270) 
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Revenue Traffic Statistics 


Ton-miles of revenue freight handled by Class I steam 
railways, exclusive of switching and terminal companies, 
totaled 61,406,982,000 in April, 1945, as compared with 60,288,- 
986,000 in April, 1944, and 238,137,903,000 in the four months 
ended with April, 1944, as compared with 242,748,437,000 in 
the ‘same 1944 period, according to a compilation by the Com- 
mission’s Bureau of Transport Economics and Statistics of rev- 
enue traffic statistics of those roads, statement .-220. 

Revenue tons carried in April, 1945, amounted to 249,- 
767,866, as against 240,717,338 in April last year, and 953,- 
044,746 in the four months ended with April, 1945, as against 
the corresponding 1944 figure of 967,100,308. Freight revenue 
totaled $594,568,701 in April, 1945, as against $561,371,460 in 
April, 1944, and $2,314,268,736 in the four months ended with 
— 1945, as compared with $2,258,980,459 in the like 1944 
period. 

Revenue passengers carried totaled 71,093,176 and pas- 
senger revenue amounted to $129,210,289 in April, 1945, as 
compared with 74,293,257 and $146,580,170, respectively, in 
April, 1944. Revenue passengers carried totaled 287,667,687 
and passenger revenue amounted to $527,930,897 in the four 
months ended with April, 1945, as compared with 288,322,686 
and $570,331,139 in the like 1944 period. 

Freight traffic averages for April, 1945, compared with 
April, 1944, respectively, were reported as follows: Miles a 
revenue ton a road, 245.9 and 250.5; revenue a ton-mile, 0.968 
cent and 0.931 cent; revenue a ton a road, $2.38 and $2.33. 

Freight traffic averages for the four months ended with 
Apri], 1945, compared with the like 1944 period, respectively, 
were reported as follows: Miles a revenue ton a road, 249.9 
and 251.0; revenue a ton-mile, 0.972 cent and 0.931 cent; rev- 
enue a ton a road, $2.43 and $2.34. 





Transport Equipment Figures 


Production of the principal items of domestic transporta- 
tion equipment for the first half of 1945 has, in general, kept 
up with the scheduled controlled material allotment program, 
the Offices of Defense Transportation says. Most of the items 
showed a considerable advance over any previous six-months 
period since the beginning of the war, it added. 

“One exception is new replacement steel rails, production 
of which has been adversely affected by military orders during 
the first two quarters of the year; total production for 1945, 
however, is now expected by the O. D. T. to equal the 1,900,000 
tons of 1944, the O. D. T. said, adding: 


Railroad freight car production for first half of 1945 aws 24,176 cars, 
with 47,164 now scheduled for the entire year. In the second half of the 
year most of the scheduled 1,200 troop sleepers and 400 kitchen cars 
will be produced for military use. Production of passenger train cars 
under a new program recently authorized will begin in the last quarter 
of 1945, with a scheduled output of 97 units, and will continue with 
approximately 650 more in the first two quarters of 1946. 


Production of highway equipment showed a notable in- 
crease, says the O. D. T. particularly in the case of truck pro- 
duction which for the entire year 1945 will be the largest for 
any war year, comparing not unfavorably with the annual 
pre-war production. 

Figures on the production of transportation equipment for 





Revenue Freight Loading 


Loading of revenue freight the week ended July 21 totaled 
882,323 cars, according to the Association of American Rail- 
roads. This was 945 cars, or one-tenth of one per cent, below 
the preceding week; 19,769 cars, or 2.2 per cent below the 
corresponding week of 1944, and 1,515 cars, or two-tenths of 
one per cent, below the corresponding week of 1943. 
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United States civilian use for the first half of 1945, as compared 
with 1944, and 1943, are as follows: 


Production Production Production 
Jan. 1-June 30 Jan. 1-June 30 Jan. 1-June 30 
Equipment 1945 1944 1943 
Railway Transport— 
Locomotives’ 
Steam 189 197 
Diesel 325 104 
Total 514 301 
New Replacement Rail 
Freight Cars 
Box , 5,972 
All Others 10,890 
Total 16,862 
Passenger-Train Cars 
Troop Sleepers 558 0 
Kitchen Cars ~ 381 0 
Regular Coaches & 
Baggage Cars 0 0 
Highway Transport— 
Motor Trucks 
Trailers 6,755 
Integral Buses 1,960 
Trolley Buses 34 
Street Cars 111 
Water Transport— 
Tug & Towboats 12 


126 


9,846 


32,680 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 8,545 
freight cars, and a daily average shortage of 6,388 freight cars 
for the week ended July 21, according to the car service divi- 
sion of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 2,325; 
auto box, 52; flat, 535; gondola, 1,418; hopper, 422, and miscel- 
laneous, 3,793. 


The shortagé was made up as follows: Plain box, 5,702; § 


auto box, 176; flat, 68; gondola, 181; and hopper, 261. 


RAIL. GRAIN LOADINGS 


Total railroad carloadings of grain and grain products in q 


the United States for the first twenty-eight weeks of 1945 were 
1,364,050 as compared with 1,329,059 for the first twenty-eight 


weeks of 1944, an increase of 33,991 cars or 2.6 per cent, the | 


Office of Defense Transportation announced. 


The number of carloads of grain and grain products shipped i 
in the week ending July 14 was 65,645 as compared with 62,536 Fj 
for the same week in 1944, an increase of 5 per cent, according 7 


to the O. D. T. 
“In the western districts grain loadings for the week ending 


July 14, were 46,157 cars, an increase of 4,173 cars, or 9.9 per 


cent, from the corresponding week of 1944, and western dist- 
tricts carloadings for the first twenty-eight weeks of 1945 were 
931,356 as compared with 897,368 for the same period of 1944— 
an increase of 3.8 per cent,” said the O. D. T. 


FLORIDA CITRUS SHIPPER COMMITTEES 


The Department of Agriculture has named members and 
alternates of the growers administrative and shippers advisory 


committees to serve under the Florida citrus marketing agree- © 
ment and order program in the year beginning August 1. © 


The department said membership of the committees was the 
same as for the previous year, with seven exceptions. 


The shippers advisory committee, according to the depart- © 


ment, makes recommendations, when it is deemed advisable, 
for limiting the movement of certain grades and sizes of citrus 
in interstate commerce, and passes them on to the growers 
administrative committee. Recommendations of the two com- 
mittees, the department explains, are transmitted by the ad- 
ministrative committee to the Secretary of Agriculture. 


Revenue Freight Car Loading—Week Ended Saturday, July 21 


Grain and 
grain-prod. 
68,552 
59,723 

1943 58,839 
Preceding week July 14...........1945 65,645 
Per cent increase over 14.8 
Per cent decrease under 24 3.5 
Per cent increase over 16.5 
Per cent decrease under 6 5.0 
{1945 1,432,602 419,838 4,689,311 
Cumulative 29 weeks to July 21. { 1944 1,388,782 428,857 5,035,956 
(1943 1,407,233 386,222 4,647,331 
Per cent increase over 3.2 
Per cent decrease under 2. 
Per cent increase over 1.8 8. 
Per cent decrease under 


Live 

stock 
13,680 
13,970 
13,766 
13,293 


Coal 
168,883 
174,985 
177,715 
175,081 


[ 1945 


Total all roads { 1944 


1 6.9 
7 9 


Forest 
Products Ore 
44,014 76,712 
50,729 84,468 
47,688 88,567 
43,502 77,255 


Mdse. 

L. C. L. Miscellaneous 
103,684 391,912 
102,630 400,918 

97,316 385,837 
104,877 388,954 


Coke 
14,886 
14,669 
14,110 
14,661 
 o 


13.2 9.2 2.2 2.2 


5.5 . 1.6 


yi 13.4 21 


23,753,940 
23,835,541 
22,901,180 


420,700 
431,519 
413,531 


1,201,728 
1,276,696 
1,211,000 


1,304,592 
1,354,571 
1,322,017 


11,249,213 
10,918,202 
10,753,261 

3.0 
2.5 5.9 3.7 


Lt E 4.6 3.78 


8 1.3 


870,542 tons 1,065,392 tons 709,223 tons | 


Total 

882,323 § 
902,092 
883,838 | 
883,268 9 
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Southern Grain Adjustment 


Modification of Commission's Finding in No. 17000 Part 
7 and I. & S. 4208 Requested—Fears Expressed as to 
Effect on Rate-Break System—"Sacrifice” of 
Southern Rail Revenues Charged 


By LEWIS W. BRITTON 


Four California transcontinental rail lines, the Santa Fe, 
Southern Pacific, Union Pacific, and Western Pacific, have 
filed a petition for modification of the Commission’s report in 
No. 17000, part 7-A, Rate Structure Investigation; Grain and 
Grain Products to and within Southern Territory, and I. and S. 
No. 4208, Grain to, from, and between Southern Territory. 
Previously petitions for modification had been filed by other 
interests (see Traffic World, July 21). 

Petitions also have been filed in these proceedings by the 
Southern Grain and Grain Products Traffic Council, a group 
headed by the Indianapolis Board of Trade, and John W. 
Eshelman & Sons, Circleville, O., grain distributor and feed 
manufacturer. 

The four railroads asked that the present basis of rates 
on grain and grain products from California to Memphis, Tenn., 
be left undisturbed and that a portion of the Commission’s 
finding in its report of February 13, be stricken from the report 
as an “inadvertence.” 

The portion of the finding objected to, said the railroads, 
was in a passage on sheet 143 of the mimeographed report 
where the Commission considered the relation of rates from 
the north-coast and California groups and said that the rate- 
break combination on Kansas City from the California group 
to Memphis was the same as that from the north-coast group, 
but that the transcontinental carriers maintained from the Cali- 
fornia group to Memphis a one-factor through rate, eight 
cents less than that combination, on shipments not transited 
at Kansas City. Specifically, said the railroads, they objected 
to and desired the deletion of the following language: 


The latter rate is in violation of the findings in the Grain case. We 
shalt expect the carriers to make this rate conform to those findings, 
by increasing to the basis of the combination on Kansas City, the same 
as applies from the north-coast group. 


The Southern Grain and Grain Products Traffic Council 
asked for reconsideration and postponement of the effective 
date of the Commission’s order, saying, among other things, 
that any general revision in the rates on grain and grain 
products in the middle of a crop year caused a dual group 
of rates to be in effect. This was most undesirable because 
of the confusion in the orderly marketing and pricing of the 
grain and its products, said the traffic council. It asked for 
reconsideration of findings Nos. 4, 5, 6, 12, 13, and 21, and 
postponement of the effective date of the order to a date later 
than January 1, 1946, but not later than May 1, 1946. 


Indianapolis Petition 


The Indianapolis Board of Trade, and others, requested 
re-opening, reconsideration and modification. The group in- 
cluded also the Indiana Grain and Feed Dealers Association, 
Indiana Millers Association, Blish Milling Co., Ballard and Bal- 
lard, Louisville Board of Trade, Cincinnati Board of Trade, 
Early and Daniel Co., and Evansville Chamber of Commerce. 
They asked: 


(1) That finding No. 6 be modified to make the proposed propor- 
tional rate from Memphis, applicable only in connection with move- 
ments of coarse grain or grain products having origin in the territory 
in the so-called North Platte area. If the Commission adheres to the 
finding as now contained in the order then your petitioners request 
comparable reductions in the proportional rates from Ohio River gate- 
ways. ‘ 

(2) That the reduced rates from Kansas, Oklahoma and Texas as 
ordered in findings Nos. 12-13 and 21 to Mississippi River gateways, 
when destined beyond, are not required to meet actual competition and 
that the order be so modified. 

(3) That proposed proportional rates for transportation of grain 
and grain products from river gateways, when such grain and grain 
products arrive at such gateways by barge, are not supported by weight 
of evidence and not required. 

(4) That proposed proportional rates on grain and grain products 
on ex-water grain and grain products from Atlantic and Gulf ports will 
work irreparable injury to interior shippers of grain and grain products 
and after reconsideration finding No. 4 be deleted from the order. 

(5) That the Commission clarify finding No. 28 by requiring transit 
at intermediate markets and milling points on through one-factor, all- 
rail rates from Pacific coast to southeast. 


John W. Eshelman & Sons petitioned for postponement of 
the order, reopening and further hearing, asking specifically 
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that findings Nos. 3 and 4 be modified because of their harmful 
effect on the operations of the Eshelman plant at Circleville. 
One of the issues presented, continued the Eshlman firm, was 
that of lawful-relationships under section 3 of the act to regulate 
commerce. It urged that the new relationships resulting from 
the order in the instant proceeding be further examined by the 
Commission before they were prescribed and enforced by a 
Commission order. 


Oklahoma Millers’ Reparation 


The Oklahoma Millers’ Association and intervening Okla- 
homa millers, have also petitioned for reopening and recon- 
sideration in so far as reparation is denied in No. 15026, Okla- 
homa Millers’ League vs. Alabama & Mississippi Railroad Co., 
et al., embraced in I. and S. No. 4208. 

“This is an unique case,” said the miller petitioners. “Only 
one member of the Commission as now constituted was on the 
bench when it was filed. It is older than many of our soldiers, 
sailors and marines. Some cases get old by (a) omissions of 
the complainant, (b) commissions of the complainant, or (c) 
omissions of the Commission. This falls under the latter classi- 
fication.” 


More than 23 years ago, continued the petitioners, the Okla- 
homa Millers’ League, now the Oklahoma Millers’ Association, 
in No. 15026, attacked the grain and grain products rates from 
Oklahoma to the states south of Kentucky and Virginia as 
well as to all of Louisiana. 


“The case was originally heard beginning November 8, 
1923, and, after thirty-three months, when a decision was not 
forthcoming, the complaint was supplemented, August 28, 1926, 
praying for reparation,” said the petitioners. 

The petitioners said they filed exceptions to Examiner 
Weaver’s report because he recommended denial of reparation. 
They continued: 


We are not asking for reparation on each and every car moved; 
we are not asking for reparation on the precise rate which the Com- 
inission has fixed for the future, but we are asking the right to deal 
with this subject and this docket separately and apart from the general 
investigation, which we feel and Congress intended, should never have 
been thrown together. The Hoch-Smith resolution specifically said so. 


Omaha Grain Exchange Petition 


The Omaha Grain Exchange petitioned the Commission for 
clarification, statistical correction and modification of the re- 
port, saying its concern was principally in any change in the 
relationship now existing between Omaha and the lower Mis- 
souri River markets (Kansas City and St. Joseph) to the south- 
east and the Carolinas. Since 1935, the exchange said, it had 
been “out of the trade” with Arkansas, Louisiana, Mississippi, 
part of Tennessee, Oklahoma, Texas, and New Mexico, because, 
it said, the Commission had decided in the Grain Case that rates 
to that territory should be on basis of the proportional rate 
Omaha to Kansas City (now 6% cents routing through Kansas 
City) higher than the rate from Kansas City. 


To the southeast, the exchange said, the short route was 
through St. Louis and that ‘we base on that crossing.” It said 
the spread of two cents to the aforementioned territory and the 
Carolinas must be absorbed by Omaha, adding that ‘‘a reduction 
from Kansas City to the southeast and Carolinas such as pro- 
posed by Kansas City without a similar reduction from Omaha 
would put us entirely out of that business. . . . We simply can- 
not afford to lose any more territory as a going market... .” 


The Omaha exchange combatted what it called the “unfair 
elaims” of Kansas City. It said that, “considering the record as 
a whole surely nobody can be led into the belief that Kansas 
City pays for all its coarse grain receipts prices predicated on 
the difference represented by the proportional rate, Omaha to 
Kansas City or 6% cents per 100 pounds.” If the Commission 
found some adjustment necessary from southern Kansas to 
maintain proper relationship between rates from Oklahoma 
and Kansas, the Omaha petitioner directed attention to the fact 
that the Oklahoma rates were not subject to transit privileges 
at Missouri River points. 


The exchange authorities continued: 


Using Salina, Kan., as an example, the rate today to Kansas City 
is 17 cents, plus 19 cents to Memphis, total 36 cents, which under the 
order becomes 33 cents, leaving a balance of 16 cents Kansas City to 
Memphis. ‘ 

Kansas City dealers and millers would merely use these expense 
bills on any business they have for the southeast reaching that terri- 
tory at a further reduction regardless of actual origin of the grain, thus 
accentuating the discrimination against Omaha dealers and millers, and 
to which we offer vigorous protest. 


Kansas-Missouri River Mills 


The Kansas-Missouri River mills, asking for modification 
or clarification of the order, named findings 1, 2, 4, 6, 12, 14 
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and 21, and denial of certain fourth-section relief, as requiring 
such action. 

Neither transportation conditions nor commercial condi- 
tions supported a lower level of rates from Oklahoma than from 
Kansas, said the mills, in discussing finding 12. In Grain and 
Grain Products Within the Western District and for Export, 
205 I. C. C. 201, they said, the Commission prescribed a parity 
of rates from the Enid group and the Witchita-Salina group, 
and they urged the Commission to restore that parity. If parity 
could not be restored, they said, a supplemental order should 
be issued requiring the spread between the two groups to be not 
more than 2 cents. To maintain the same spread between the 
Kansas and Oklahoma rates as existed at the time of the hear- 
ing and in the present rates, the Kansas-Missouri mills said 
the rate from the Wichita-Salina group should be reduced 4 
cents or the rate from the Enid group should be 31 cents (29 
cents as now prescribed), including Ex Parte No. 123 increases, 
adding that the “latter is preferable.” 


Inland Waterways Corporation 


The Inland Waterways Corporation, operating Federal 
Barge Lines, asked the Commission for reconsideration and 
modification of findings in respect to ex-barge rates, so as to 
provide a parity with the proportional rates from the gateways 
to the south applicable to ex-rail grain when from like origins. 

From St. Louis to Cairo to the Mississippi Valley and the 
southeast, and from Memphis to the Mississippi Valley, the 
southeast, and the Carolinas, the Commission imposed on ex- 
barge grain higher proportionals than on ex-rail grain from the 
same origin territory in certain particulars, said the barge line, 
contending that the prescribed ex-barge rates were in excess of 
those required under section 1, and that the relation of the ex- 
barge rates to the ex-rail rates from St. Louis, Cairo, and 
Memphis to interior destinations in the south perpetuated dis- 
crimination against the barge line and in favor of competing 
rail lines in violation of section 3(4). It further said the Com- 
mission erroneously considered certain circumstances as differ- 
entiating ex-barge grain from ex-rail grain, whereas such cir- 
cumstances either disclosed no difference whatsoever, or were 
not reasonably related to the proportional rate differences pre- 
scribed. As to these features of the report, said the barge line, 
they burdened the barge-rail and rail-barge-rail traffic with 
rates that were too high to reflect the favorable circumstances 
of the barge movement, “while at the same time ‘protecting’ 
various rail carriers and their all-rail routes, as well as various 
markets in the west or on the border of the territory involved.” 


Southern Rail Respondents’ Position 


Southern rail carriers asked the Commission for recon- 
sideration of findings 4, 5, 6, 7, 9, 21, 22, 26, and 28, and for 
modification of those findings. A preliminary statement of those 
carriers said: 


In its decision, the Commission has given its approval to the time- 
tested plan of making rates to the south from the important grain- 
producing territories north and west of the Ohio and Mississippi River 
crossings by combining the rate factors to the crossings and the rate 
factors beyond the crossings and equalizing the through charges via the 
several crossings. In some instances, however, it has prescribed changes 
in rates which would result in a needless sacrifice of the revenues of 
the southern railroads and in a disturbance of rate relationships which 
are now in proper balance. . 


The southern railroads asked reconsideration of the reduced 
ex-rail proportional rates from Memphis to southeastern terri- 
tory and the additional set of proportional rates from St. Louis 
and Ohio River gateways to that territory, applicable on traffic 
from, or basing on, Kansas City, Mo., and related lower Missouri 
River Crossings; the inclusion of all points in Illinois, Wisconsin, 
Minnesota, North Dakota and South Dakota in shrinkage terri- 
tory; ex-barge proportional rates from St. Louis, Cairo, Mem- 
phis, and New Orleans to destinations in the south; proportional 
rates from Gulf and south Atlantic ports to interior southern 
points applicable on ex-water traffic from north Pacific ports; 
finding No. 21, in so far as it related to ex-rail proportional 
rates from Vicksburg and Natchez, Miss., and New Orleans, to 
destinations in the south, applicable on traffic from Texas ori- 
gins; ex-rail proportional rates from St. Louis to Mississippi 
Valley territory on traffic from Kansas City and origins basing 
thereon; reduction under finding No. 26 in certain proportional 
rates from Virginia cities to southern Virginia and the Caro- 
linas on traffic from St. Louis and beyond routed through 
Toledo; rates from eastern trunk-line territory to the south; 
and the reduced all-rail rates from transcontinental territory 
to the south. 


Southern and Southwestern Railroads 


If the through rates on flour to the south are unreasonable, 
any unlawfulness is the result of the high level of the southern 
factors, say the western and southwestern railroads in a peti- 
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tion for modification of the Commission’s order requiring that 
the western factor in those rates be reduced. 

In their petition in I. & S. No. 4208 and No. 17000, the rail- 
roads also asked that the effective date of the order be post- 
poned pending consideration of the petition and of a petition 
later to be filed, if mecessary, in which the western carriers 
said they would ask, among other things, for clarification of 
certain provisions of the order and for relief from the require- 


ment that any rates prescribed in the proceedings be published 
in a sectional-plan tariff. 


Ex-Water Flour and Grain 


The western carriers contended that flour from the north- 
west delivered by water at Gulf or south Atlantic ports and 
grain in storage elevators at New Orleans, Memphis, St. Louis, 
etc., inbound by water, were localized at the ports on arrival 
and, when the next movement took place by rail, the local rate 
must be applied in order to comply with the act. 

_ “Neither via the Gulf and south Atlantic ports nor via the 
Mississippi and Ohio river ports has there ever been a ship- 
ment of flour or grain which has been or could be consigned 
through from water origin to rail destination,” said the car- 
riers. “Invariably the contract of transportation to the port 
and the contract of transportation from the port are separate 
and distinct. The carrier to the port has fully complied with its 
transportation contract upon delivery at the port and, at the 
time of such delivery, there-is no contract in existence for 
transportation from the port. Invariably the shipper or con- 
signee takes possession of the shipment upon arrival at the 
port. There is no interchange of shipments of flour or of grain 
at the port between the carriers transporting the shipment to 
the port and the carriers transporting the shipment from the 
port at a later date. Delivery at the port by the water carrier 
is to the shipper and not to a rail carrier in interchange for 
further transportation.” 

There had never been a through route via the ports to 
which the rail carriers and the water carriers were parties, 
and no such through route existed today, said the railroads, 
adding that “the establishment of a proportional rate lower 
than the local rate for application on a shipment from the port 
which was brought to the port at an earlier date by water may 
not be required in the absence of an existing through route. A 
proportional rate, as the Commission has said many times, is 
in essence the balance of a through rate.” From the standpoint 
of transportation from the port, they said, the shipment orig- 
inated at that point and the local rate therefrom was the only 
rate that might lawfully be applied. 

_, After saying that the subject of regulation by the pro- 
visions of section 6(11) was through transportation by rail and 
water, that the paragraph recognized that, before there could 
be through transportation there must be a through route, and 
that the jurisdiction conferred was “of such transportation and 
of the carriers, both by rail and water, which may or do en- 
gage in the same in the following particulars ...” the carriers 
said the term “such transportation” referred to the service per- 
formed as a unit in the movement of property by rail and water 
from point to point in the United States. Neither service by 
water only from point to point nor service by rail only from 
point to point was covered by those provisions of the act, they 
contended. Such provisions, they said, did not regulate the 
transportation of a shipment of property by water and “there- 
after, 5 weeks or 5 years later,” to the transportation of the 
same property as a new shipment by rail.” 

When property might be transported from point to point 
by rail and water, through rail and water transportation was a 
possibility dependent on the construction of the means of in- 
terchange in order to create a through route and thereby pro- 
vide for through transportation, said the railroads, adding that, 
in such circumstances, there was occasion for the exercise of 
the power to require physical connection and thereby create a 
— route over which through transportation became pos- 
sible. 

Any authority established under section 6(11) was for 
application to that portion of the through rail and water trans- 
portation that was performed by the rail carrier, said the peti- 
tioners, and continued: ‘ 


Moreover, section 303(b) provides that nothing in part III shall 
apply to the transportation by a water carrier of commodities in bulk 
when the cargo space of the vessel is being used for the carrying of 
not more than three such commodities. It follows that barge lines oper- 
ating on the Mississippi and Ohio rivers are not subject to the Com- 
mission’s jurisdiction when transporting bulk grain. The tow in most 
instances will consist of not more than three bulk commodities. The 
Commission will never know, by tariff or otherwise, what charge is 
paid for the water movement and for that reason alone is not in a posi- 
tion to prescribe a rate by rail from the port with any assurance that 
the through water-rail charge will be reasonable, non-discriminatory 
and non-prejudicial. 


The carriers charged that. the Commission had entirely 
repudiated the rate-break principle at Kansas City on all ship- 
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ments of flour manufactured at that point and moving south 
through Memphis. They said the prescribed reduced rates to 
the south from southern Kansas, Oklahoma and Texas would 
not be of any benefit to the producers in those origin terri- 
tories, but would be to the serious disadvantage of the pro- 
ducers in the south and in Central Freight Association Terri- 
tory. 
Texas Grain Interests 


Texas interests have petitioned the Commission to revise 
finding 12 to provide that the 3-cent reduction in the rates from 
origins in Kansas should apply on shipments destined beyond 
Memphis in the south, exclusive of points in Carolina territory. 
They also asked the Commission to revise finding 14 to provide 
that the 29-cent rate from Memphis to Richmond, etc., should 
apply as a maximum to all points in the states of Virginia and 
West Virginia, and to revise finding 21 to provide that the 
rates from Texas to Memphis, Vicksburg and New Orleans, as 
components of through rates on shipments destined beyond to 
the south, were, and for the future would be, unreasonable to 
the extent they exceeded 6 cents less than the contemporaneous 
local rates. 

“The Commission is well acquainted with the severe com- 
petition between the origin groups on grain and grain prod- 
uts,” said the Texas petitioners, in support of the 6-cent differ- 
ential aforementioned. “In view of the relatively long hauls 
here involved and the fact that the distances from the Texas 
groups to the south are only slightly greater than those from 
Oklahoma ... we feel that the very maximum rates that should 
be prescribed from the Texas groups are those which would 
result from deducting 6 cents, instead of 4 cents, from the local 
rates from the Texas groups to the Mississippi River crossings, 
Memphis, Tenn., and south, and we respectfully ask that the 
order be amended to reflect that basis.” 

Joined in the Texas petition were: The Texas Industrial 
Traffic League; Central Grain Committee of Texas; Texas 
Grain & Feed Dealers Association; Fort Worth Grain and Cot- 
ton Exchange; Tex-O-Kan Flour Mills Co.; San Antonio Grain 
& Hay Exchange; South Central Texas Grain Dealers Associa- 
tion; South Texas Chamber of Commerce; Amarillo Grain Ex- 
change; and Panhandle Grain Dealers Association. They asked 
the Commission for reopening, reconsideration, and modifica- 
tion. 

Kansas Commission 


The Kansas Corporation Commission, in a petition for re- 
opening, reconsideration, and reargument and for postponement 
of the effective date of the Commission’s order in No. 17000, 
Part 7-A, and I. and S. No. 4208, said that the Commission 
erred in refusing to prescribe rates from the present Kansas 
34-cent group to Memphis, Tenn., on a parity with rates pre- 
scribed from the present Oklahoma 32-cent group, and that 
its decision seriously threatened ultimate disruption of the 
rate-break principle of the “grain case,” 205 I. C. C. 301. 

The corporation commission further averred that the Com- 
mission’s decision did not carry out the obvious intent of the 
Commission to maintain the present two-cent spread between 
the Kansas 34-cent group to Memphis and the Oklahoma 32- 
cent group, as the application of the Ex Parte 123 increases to 
the prescribed rates resulted in a three-cent higher rate from 
the Kansas group than from the Oklahoma group. It continued: 


While we strongly urge that these proceedings be reopened and the 
order corrected ... yet, if this is not done, the Commission must at 
least correct its decision to the extent that it results in greater spreads 
between the Kansas and Oklahoma groups than was intended by the 
Commission. That the Commission did not intend to increase these 
spreads is shown by the following from the decision: 

“The distances to Memphis from southern and central Kansas 
closely approximate those from Oklahoma, and traffic and transporta- 
tion conditions are very similar from all of these highly competitive 
areas. This requires a rate structure in which the rate differences 
against central and southern Kansas and in favor of Oklahoma shall be 
no greater than those that exist at present.’’ 

The fact that application of the Ex Parte 123 increases will make 
the prescribed 29-cent Oklahoma group rate 30 cents and the Kansas 
31-cent group rate 33 cents was apparently overlooked by the Commis- 
sion. As the rates in the other groups are to be made on the present 
relationships to the key groups, the result is that the spread between 
each Kansas group and the corresponding Oklahoma group will be one 
cent greater than that now in effect. This situation should be clarified 
and corrected. 


Railroad Joint Petition 


The Great Northern, the Milwaukee trustees, and the 
Northern Pacific railroad have asked reconsideration and modi- 
fication of the Commission’s findings and order of February 13. 
They asked for modification of finding No. 28 so as to require no 
change in the extent of the north-coast group and no change 
in the rates from the central Montana group to the south, 
except to subject such rates to the 88-cent prescribed north- 
coast group rate as a maximum. 

By its order of February 13, said the petition, the Com- 
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mission generally affirmed the rate-break method of making 
grain rates, but made an exception thereto by requiring one- 
factor through rates from the Pacic north-coast group to the 
southeast. Using Atlanta as a typical destination point, the peti- 
tion continued, this resulted in a reduction from the north- 
coast group from 99 cents to 88 cents. After referring to the 
Commission’s extension of the north-coast group eastward to 
Caldwell, Ida., and to Missoula and Lupfer, Mont., the railroads 
said they believed there was no justification for making wheat 
and flour rates to the south from central Montana by relating 
them to the north-coast group rates, and reducing the 88-cent 
rate to 85 cents. They said the normal and reasonable thing 
to do with respect to the Montana grain and grain products rate 
to the southeast, as a result of establishing a reduced one-factor 
rate from the north-coast group to the southeast, was to leave 
undisturbed the Montana rates “except to make them subject 
to the 88-cent north-coast group rate as a maximum.” 


Joseph B. Eastman Foundation 


In support of the movement to create an educational fund 
of $300,000 to be known as the Joseph B. Eastman Foundation, 
the presidents of four national organizations having to do with 
transportation have met to discuss the problem, and have agreed 
to divide the country into districts corresponding to the juris- 
dictions of the respective regional advisory boards. Committees 
for each district have been appointed, with authority to direct 
the raising of funds for the foundation. 


Mr. Eastman died in Washington, D. C., on March 15, 
1944, while serving as director of the Office of Defense Trans- 
portation. He had been a member of the Interstate Commerce 
Commission since 1919. He was widely admired for his char- 
acter, ability, fair-mindedness, independence and selfless dis- 
interestedness. Following his death, friends of Mr. Eastman 
wrote the trustees of Amherst College, suggesting that the 
Joseph B. Eastman Foundation be created, and held and ad- 
ministered by trustees of the college. Mr. Eastman was a 
graduate of Amherst and a trustee of the college. The purposes 
of the fund were outlined by those interested as follows: 


The fund will be held, invested, and administered by the trustees 
of Amhurst College and the income will be devoted by them to instruc- 
tion, research, and publications regarding boards, commissions, de- 
partments and other administrative governmental agencies in the fields 
of transportation, public utilities, insurance, finance, industry, and other 
branches of American business and national life. The foregoing shall 
include, in respect of such agencies, matters of (a) appointment, tenure 
and qualifications of personnel, (b) jurisdiction, adequacy and neces- 
sity, (c) relationship to other governmental departments including 
judicial reviewability and (d) conformability to the nation’s welfare 
and the American way of life. 


To create the fund, a meeting was recently held of the 
following individuals: William W. Collin, Jr., president, Asso- 
ciation of Interstate Commerce Commission Practitioners; C. J. 
Goodyear, president, National Association of Shippers Advisory 
Boards; F. A. Doebber, president, Associated Traffic Clubs of 
America; and John B. Keeler, president, National Industrial 
Traffic League. Because there was considerable overlapping 
of memberships among these four organizations, and because 
it was wished to avoid duplication of solicitation, it was 
decided to set up district committees, each committee to have 
one member representing each organization. Presidents of the 
four organizations have set a goal of a total of at least $50,000 
for their organizations, $10,000 of which has ‘already been 
subscribed. In a letter sent out by those presidents contribu- 
tions of any amount, payable in three yearly installments if 
desired, are solicited. Checks should be drawn to the order 
of “Joseph B. Eastman Foundation,” collected by the commit- 
tees and mailed to Amherst College, the letter says. 


Following are the persons appointed to the committees: 


District 1: Luther Walter, chairman, attorney, Chicago; T. C. Bur- 
well, vice-president and traffic manager, A. E. Staley Mfg. Co., Deca- 
tur, Ill.; A. H. Schwietert, traffic director, Chicago Association of Com- 
merce; Gordon Riley, traffic manager, United States Gypsum Co., Chi- 
cago. 

District 2: T. H. Burgess, chairman, attorney, Cleveland; Allen 
Dean, manager, Transportation Bureau, Detroit Board of Commerce; 
R. J. Hanson, traffic manager, Akron, Canton & Youngstown Railroad, 
Akron; W. E. Maloney, traffic commissioner, Corn Exchange, Buffalo, 
Nw. %. 

District 3: George H. Shafer, chairman, general traffic manager, 
Weyerhaeuser Sales Co., St. Paul; Neal E. Williams, commerce coun- 
sel, Chamber of Commerce, Fargo, N. D.; G. W. Hamilton, traffic man- 
ager, Seeger Refrigerator Co., St. Paul; Martin F. Smith, secretary, 
Southern Minnesota Mills, Minneapolis. 

District 4: H. A. Hollopeter, chairman, traffic director, Indiana State 
Chamber of Commerce, Indianapolis; R. A. Ellison, manager, transpor- 
tation department, Cincinnati Chamber of Commerce; M. A. Keith, 
general traffic manager, International Derrick & Equipment Co., Colum- 
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(destination secret 


One by one, they put to sea, make the rendezvous, assume their appointed places in the 
convoy. Freighters and tankers, with destroyers, cruisers, and escort carriers... grim 
shadows on the trackless waters. Their business is War, and let’s not forget it. 


The crews manning these ships cannot afford the rosy optimism often indulged in, here at 
home. To them, the war is not one-half, two-thirds, three-quarters over. It may come over the 
horizon at any moment; men and shells are ready beside the guns. 


And we at Tidewater also have ample reason to know that the final crushing of our enemies 


will take a lot of doing. The nation still has urgent use for all of our capacity and facilities, in 
waging globe-girdling war. 


When this need is relaxed ... when ships no longer sail under sealed orders, and with lights 


out ... we will welcome your patronage as cordially as in the past. In the meantime, please con- 
tact your nearest Tidewater office, for occasional availabilities. 
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LIKE MONEY IN THE BANK-— 









Tidewater Field Warehousing is money in the makes it a liquid, flexible source of bank 
bank...money representing the value of credit, by issuing you valid Warehouse Receipts 
your inventories of raw materials or finished ... Saves you substantially in worry, time, 
products, conveniently warehoused on your and money. Manufacturers, distributors and 
n the own premises. Tidewater establishes bona fide processors not already using Tidewater Field 
warehousing operations right where your mer- Warehousing, may well want to know more 
grim chandise is stored on your own property . about this ready reservoir of bank-collateral. 
THE CHAIN OF 
— TIDEWATER FIELD WAREHOUSES, INC. 
' mee John J. McMackin, Vice-Pres.—17 State St., New York 4, N.Y. « E.C. Thomson, Vice-Pres.—Pleasant $t., Easthampton, Mass. 
re at y A Unit of the Chain of Tidewater Terminals and Inland Warehouses 
r the 
emies 
WALTER B. McKINNEY, President, Broad Street Station Building, Philadelphia 3, Pa. 
lies, In 
? NEW YORK, Zone 4, 17 State Street * CHICAGO, Zone 5, 1610 Transportation Bldg. © SEATTLE, Zone 4, Spokane Street Wharf 
MERCHANTS WAREHOUSE COMPANY KEYSTONE WAREHOUSE COMPANY BAYWAY TERMINAL CORPORATION MERCHANTS WAREHOUSE COMPANY 
10 Chestnut St., Philadelphia 6 515-541 Seneca St., Buffalo 4, N. Y. (operated by Linceln Tidewater Terminals) (Managed by Boston Tidewater Terminal, Inc.) 
" George M. Richardson, Vice-President W. J. Bishop, Vice-President Bayway (Elizabeth) 2, New Jersey 453 Commercial St., Boston 13, Massachusetts 
lights R. S. McElroy, Vice-President & Gen. Mgr. T. W. Haskell, Manager 
n- NORFOLK TIDEWATER TERMINALS, INC. NEWARK TIDEWATER TERMINAL, INC. LINCOLN TIDEWATER TERMINALS BOSTON TIDEWATER TERMINAL, INC. 
e co : Norfolk 10, Virginia Port Street, Newark 5, New Jersey 17 State Street, New York 4, N. Y. 131 Beverly St., Boston 14, Massachusetts 
James A. Moore, Vice-President J. A. Lehman, Vice-President Arthur Link, Vice-President W. Haskell, Vice-President & Gen. Mgr. 


and General Manager and General Manager 













































































246 





bus, O.; R. H. Hagerman, traffic manager, National Cash Register Co., 
Dayton, O. 

District 5: Carl Giessow, chairman, director of transportation 
bureau, St. Louis Chamber of Commerce; W. E. Rosenbaum, practi- 
tioner, St. Louis; C. R. Musgrave, vice-president, Phillips Petroleum 
Co., Bartlesville, Okla.; J. W. Holloway, executive secretary, Kansas- 
Missouri River Mills, Kansas City. 

District 6: A. W. Vogtle, chairman, vice-president traffic and sales, 
DeBardeleben Coal Corporation, Birmingham, Ala.; F. C. Hillyer, at- 
torney, Jacksonville, Fla.; M. M. Emmert, director of traffic, Coca-Cola 
Co., Atlanta, Ga.; A. G. T. Moore, traffic manager, Southern Pine Assn., 
New Orleans. 

District 7: Albert L. Reed, chairman, attorney, Dallas; J. P. Gud- 
ger, traffic manager, Gulf Oil Corporation, Houston; L. W. Land, freight 
agent, Baltimore & Ohio Railroad, Dallas; E. P. Byars, traffic manager, 
Fort Worth Freight Bureau, Fort Worth. 

District 8: Charles R. Seal, chairman, traffic director, Baltimore 
Association of Commerce; L. Z. Whitbeck, general traffic manager, 
Great Atlantic & Pacific Tea Co., New York City; C. W. Braden, traffic 
manager, National Distillers Products Corporation, New York City; 
Charles H. Beard, general traffic manager, Union Carbide and Carbon 
Corporation, New York City. 

District 9: Warner B. Shepard, chairman, assistant general traffic 
manager, Aluminum Co. of America, Pittsburgh; Albert A. Mattson, 
commerce counsel, Koppers Co., Pittsburgh; W. F. Schulten, general 
traffic manager, Pittsburgh Coal Co., Pittsburgh; C. F. McBride, gen- 
eral traffic manager, Pittsburgh Steel Co., Inc., Pittsburgh. 

District 10: Lowe P. Siddons, chairman, traffic manager, Holly Sugar 
Corporation, Colorado Springs, Colo.; A. L. Vogl, attorney, Denver; 
John A. Reed, president, Wyoming Wool Growers Assn., Kemmerer, 
Wyo.; C. F. Real traffic commissioner, Topeka Traffic Assn., Topeka, 
Kan. 

District 11: W. G. Stone, chairman, manager, transportation de- 
partment, Sacramento Chamber of Commerce; Allan P. Matthew, attor- 
ney, San Francisco; S. E. Gates, manager, General Electric Co., Los 
Angeles; Walter A. Rohde, manager, transportation department, San 
Francisco Chamber of Cuiunerce. 

District 12: W. H. Day, chairman, manager, transportation bureau, 
Boston Chamber of Commerce; George H. Fernald, Jr., counsel, New 
York Central Railroad, Boston; N. W. Ford, traffic manager, Manufac- 
turers Assn. of Connecticut, Hartford; E. A. Ferguson, New England 
freight agent, Baltimore & Ohio Railroad, Boston. 

District 14: William C. McCullough, chairman, attorney, Portland 
Ore.; Gordon Tongue, secretary-treasurer, Superior Portland Cement, 
Inc., Seattle; C. T. Kathrens, traffic manager, Montgomery Ward & Co., 
Portland; K. C. Batchelder, traffic manager, West Coast Lumbermen’s 
Assn., Seattle. 


O. D. T. Control of Tank Cars 


The Office of Defense Transportation has authorized the use 
of railway tank cars for short haul movements of liquid com- 
modities for distances of as low as 80 mles in 42 states. Pre- 
viously, railway tank cars could not be used without a special 
permit from O. D. T. if the movement was for a distance of 
less than 200 miles. 

At the same time, the O. D. T. announced withdrawal of its 
request for 24 hour-a-day loading of railway tank cars and also 
revoked regulations governing the shipping of asphalt and al- 
tered requirements covering the movement of tank cars into 
the far West and southeast sections of the United States. 

The O. D. T. explained that these actions were taken be- 
cause tankers, released from war service had been made tem- 
porarily available for coastwise service, thereby relieving the 
transportation load on the nation’s fleet of tank cars. 

The mileage reduction in tank car movements was effective 
from July 27 to Dec. 21, and applied to the whole country with 
the exception of the states of Washington, Oregon, California, 
Idaho, Utah and Nevada, said the O. D. T. Special permits, the 
O. D. T. said, were required for tank car movements of less 
than 200 miles in those states and for movements of less than 
80 miles in all other states. The action was effected through 
the issuance of general permit, O. D. T. 7, revised I. 


In the tank car shortage that prevailed in the latter part 
of 1944, the O. D. T. requested 24 hour-a-day and Sunday and 
holiday loading and unloading of tank cars. Hereafter, it said, 
Sunday and holiday loading and unloading of tank cars. Here- 
after, it said, Sunday and holiday loading operations would not 
be required at points loading an average of 50 cars or less a day. 
Twenty-four hour-a-day operations were also reduced at those 
points where the available material could be loaded and shipped 
in a shorter day, said the O. D. T. It continued: 


As another result of the improvement in the availability of tank 
cars, asphalt may now be shipped for distances of more than 500 miles 
without permits as previously required. The action is taken through 
the revocation of special direction No. 4 of O. D. T. general order No. 7. 

In order to expedite the movement of petroleum and other liquid 
commodities to the west and northwest and in an effort to conserve 
rail facilities and manpower, the O. D. T. is requiring that the largest 
sized tank cars, with a capacity of 8,200 gallons or more, be used in 
transporting such commodities to the states of California, Idalio, Nevada, 
Oregon, Utah and Washington. 

Cars of a capacity of 7,000 gallons or more may be used for the 
transportation of petroleum or petroleum products to the States of 
Maine, Vermont, New Hampshire, Massachusetts, Connecticut, Rhode 
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Island, New York, Pennsylvania, New Jersey, Delaware, Maryland, West 
Virginia, and Virginia and the District of Columbia. Smaller sized tank 
cars may be used without permits to the southeastern states, south of 
Virginia. The action is effected through the revocation of special direc- 
tion O. D. T. 7, revised 3 and the issuance of special direction O. D. T. 
7, revised 5. 


In a letter addressed to all shippers of liquid products in 
tank cars, O. D. T. Director Johnson explained that while the 
return of tankers to the coastwise service had greatly relieved 
the tank car situation, “we have no definite assurance that this 
condition is more than temporary. The tankers may have to be 
withdrawn in the winter of 1945-1946 to meet overseas demand. 

“It has always been our policy to remove restrictions, can- 
cel orders and relax regulations as rapidly as conditions per- 
mit,” wrote Director Johnson. 


Fruits and Vegetables from West 


Shipments of fresh fruits and vegetables from California 
and Arizona are showing a substantial increase over last year 
in spite of car shortages, the Office of Defense Transportation 
reports. 

_ Partial figures now available, said the ODT, showed that 
rail shipments of cantaloupe and honeydew melons from the 
Imperial Valley, Yuma and Salt River Valley amounted to 
9,839 cars from January 1 to July 12, as compared with 8,837 


cars for the same period of 1944, an increase of 1,002 cars. It 
continued: 


From California and Arizona in this period 55,632 carloads of 
oranges were shipped, as compared with 46,091 in 1944, or an increase 
of 9,541 cars. In this same region, for the same period of 1945, 12,640 
carloads of lemons were shipped, compared with 12,307 in 1944, or an 
increase of 333 cars. 

Shipments of lettuce from Arizona from January 1 to July 12 were 
4,561 cars, as compared with 3,052 for the same period in 1944, or an 
increase of 1,509 cars. Lettuce shipments from California’s Imperial 
Valley were 10,498 cars for the same period in 1945, as compared with 
11,560 in 1944. This decrease of 1,062 cars was due to March rains 
which made it impossible to harvest the entire crop. 

Rail shipments of potatoes from Kern County, Calif., up to June 
30, were 21,228 cars as compared with 23,516 cars for the same period 
in 1944. This decrease of 2,288 cars is entirely due to increased truck 
movements by highway for the local trade and for the armed forces at 
local camps and elsewhere. According to estimates received by the 
O. D. T. equivalent of about 5,000 carloads of potatoes were moved 
by truck from this area in 1944 and the figure for 1945 will be more 
than 8,000 carloads. 


The most valuable aid shippers and carriers can give in the 
present emergency, the ODT said was to increase the use of 
refrigerator cars for shipment to the Pacific Coast of nonperish- 
able freight, not normally transported in refrigerator cars. 


oO. D. T. ON REEFER CARS 


“The greatest contribution that can be made toward keep- 
ing the railroads serving California fluid and to enable them 
to meet their transportation requirements is to load westbound 
refrigerator cars to that perishable producing center,” declared 
W. F. Kirk, western rail director, Office of Defense Trans- 
portation, at his Chicago office July 20. Mr. Kirk continued: 


During the 24-hour period ending last night, more than 1,200 empty 
refrigerator cars moved into California, while during the same period 


of time more than 9,000 empty cars, other than refrigerator cars, moved 
out of California. 


Mr. Kirk said that the Commission’s service order No. 104 
grants privileges in the westward loading of refrigerator cars, 
in lieu of other cars. He reminded shippers that refrigerator 
cars loaded west can be reloaded east and thereby avoid waste 
of both men and motive power. The perishable fruit and vege- 
table crop of California is now at its height. 


0. D. T. CONSERVATION ORDERS 


The Office of Defense Transportation has issued additional 
supplemental orders authorizing coordinated operations of car- 
riers in areas indicated in.the following: O. D. T. 3, Rev. 765, 
Philadelphia, Pa., and Newark, N. J.; O. D. T. 6A-144, Meridian, 
Miss.; special order O. D. T. B-61, authorizing suspension of 
operations of certain carriers in Strong City, Eldorado, and 
Arkansas City, Kan. 


EXPLOSIVES TRANSPORT RULES 


Effective July 21, the Commission, division 3, in No. 3666, 
has amended its general rules and regulations on explosives 
and other dangerous articles with respect to the appendix to 
part 3, “Shipping Container Specifications’ (CFR 72). The 
amendments relate particularly to steel cylinders, 
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Redeployment and Transport 


O. D. T. Director Calls Army Advice About Troop Arrivals 
from Europe Inadequate; Sees Need for 75,000 More 
Railroad Workers, but Believes Supply Will Fall 
Short: Problems Aired in Hearing Before Mead 
Committee After Warm Debate in Senate 


By JOSEPH C. SCHELEEN 


The Association of American Railroads has made public 
the text of a letter addressed by its president, J. J. Pelley, to 
Senator Scott Lucas, of Illinois, answering a request by the 
senator for information about the movement of servicemen by 
railroad in connection with the redeployment of troops from the 
European war theater to the Pacific war theater. 

In his letter, Mr. Pelley said that “all of us deeply regret 
that the needs of war convinced those in government who had 
final authority to determine the question, that it was not de- 
sirable to permit the railroads to secure the equipment needed 
to handle in this emergency the demands of traffic, both civilian 
and military, according to the normal peacetime standards of 
the railroads of this country.” 

Mr. Pelley referred to statements in a report issued in 
December, 1943, by the Senate’s special committee investigating 
the defense program, then headed by the senator who is now 
the President, that replenishment needs of transportation 
agencies in terms of manpower, materials and facilities were 
modest in comparison with total war requirements and entailed 
practically no public financing; that failure to provide for those 
needs would be to run the risk of a transportation collapse that 
would be disastrous to the war effort, and that “the production 
of adequate numbers of locomotives, freight cars, rail and other 
railroad facilities is, therefore, imperative.” 


Car Shortage Unrelieved 


“That was in December, 1943,”’ wrote Mr. Pelley. “The situ- 
ation then recognized by the committee has continued since that 
time but the continuing pressure of other war needs was such 
that the government authorities did not allocate the necessary 
material for any additional railroad passenger cars.” 

His letter included the following: 


The movement of servicemen, which represents the heaviest con- 
centrated domestic transportation load of the entire war, is not being 
accomplished without criticism and complaint. The conditions which 
led to these criticisms and complaints are greatly regretted but they 
were not unforeseen. Responsible officers of the armed forces and of 
the railroads have realized that no transportation task of this size 
could be accomplished so rapidly as this one is being done without some 
difficulties and discomforts, even if all the resources of the railroads 
could have been devoted to this one task alone. . . 

None of us questioned the decision of those who had the overall 
responsibility for the best use of all available materials so as to get 
the war won, and won as quickly as possible. The war was won in 
Europe, and the soldiers are coming home. It would be fine to have 
more cars in which to carry them more comfortably, but permission to 
build the cars could not be obtained during the war, and the move- 
ment is to be made with what is at hand. The main thing is to get on 
with the job and get it done, and that is being accomplished. 


1945 Passenger Volume 


The total passenger travel on the railroads this year will probably 
be close to five times that of pre-war years, but it is to be carried in 
virtually the same number of coaches and sleeping cars which were 
then available. This yer’s load will probably be nearly two and one-half 
then available. This year’s load will probably be nearly two and one-half 
ried with approximately 30 per cent fewer passenger-carrrying cars 
than were then available. 

This shrinkage in the number of railroad passenger cars between 
the first world war and the beginning of the second was due to the 
fact that in that period so large a part of all travel had come to be 
made by other means of transportation, and especially by private auto- 
mobile. Consequently, there were fewer railroad passenger cars because 
there was less need for them. ... 

There now are in regular train services 2,544 out of a total of 6,797 
Pullman-owned sleeping cars ... as of July 15, 1945. The remainder 
of the Pullman fleet, 4,253 cars or 62 per cent of the total, is available 
for military service. . In addition, there are 1,237 special troop 
Sleepers. . . 

The redeployment of the armed forces presents the most difficult 
transportation problem of the entire war. . . . In working out the de- 
tails of this most difficult problem, the railroads have enjoyed the 
thorough-going cooperation of both the armed forces and of the 
So. Boe. s 


Lucas Criticizes Mead Committee 


Spirited debate on the subject of transportation of soldiers 
returning from the European theater of war ensued in the Sen- 
aie on July 21, when Senator Lucas read the text of Mr. Pel- 


247 


ley’s letter into the Congressional Record and used the letter 
as a basis for criticism of Senator Mead’s announcement of a 
hearing by the Mead committee—the Senate’s special committee 
on the defense program—to inquire into the redeployment trans- 
port situation (see Traffic World, July 21, p. 170). 

“T do not know what is customary in the Mead committee 
with respect to issuing statements of this kind in advance of 
open public hearings,” said Senator Lucas. “It may be the cus- 
tom. If I were on the committee I would fight that custom. If 
executive sessions are to be held, and the press and senators 
and other individuals are not allowed to be present and listen, 
and thereafter public statements are to be issued condemning 
and criticizing an agency of gorge without allowing it an 
opportunity for a hearing, I submit, with all the sincerity I 
possess, that such procedure is wrong. This statement went to 
the country, and the headlines in the newspapers indicated that 
the army is getting the blame, and criticism for the confusion, 
if any, which exists.” 

Senator Lucas said that Director Johnson, of the O. D. T., 
had sent him a copy of a letter written on July 18 by Fred M. 
Vinson, then director of the Office of War Mobilization and Re- 
conversion (now Secretary of the Treasury), to Secretary of 
War Stimson. Senator Lucas inserted the text of Mr. Vinson’s 
letter in the Record. It follows: 


My Dear Mr. Secretary: Colonel Johnson, director of the Office of 
Defense Transportation, informs me that it is necessary for him to 
know not only the over-all number of returning soldiers, etc., under the 
10-month redeployment program, but also the expected arrivals well in 
advance of the current month and the next succeeding month. In addi- 
tion to that he must be informed beforehand of the extreme fluctuations 
in the flow of troops to the United States, particularly as to any in- 
crease in the monthly expectations, and he should be consulted before 
any great changes upward or downward are decided upon by the War 
Department. 


Colonel Johnson tells me that, whereas he together with the general 
public was informed that about 150,000 troops, other than those by air, 
were expected to return in June, purely by accident he discovered on 
the 26th of June that the arrivals for that month would be over 200,000, 
in addition to those by air. Again quite by chance in conversation over 
the phone with General Gross, he learned on July 7 that not approxi- 
mately 250,000 troops would return in July, as he together with the 
general public had been informed, but instead, 353,000 were to arrive 
in that month. 

In addition to the information stated above, Colonel Johnson must 
know in advance of any changes so that he may determine whether or 
not transportation has the capacity to perform the increases proposed 
and in order that he may make use of any surplus equipment in other 
badly needed movements when the fluctuation is downward. For in- 
stance, quite recently in 3 days about 60,000 servicemen arrived, 35,000 
in one of those days. Better control is necessary and essential to secure 
a more even flow-of troops. While fluctuations of this sort might be 
absorbed in the early stages of redeployment, presently when the rail- 
roads are performing at once all of the seven moves per man, any 
such change will necessarily result in great discomfort to soldiers, even 
if such transportation can be accomplished at all. 

Colonel Johnson further emphatically informs me that he was not 
consulted as to this 10-month redeployment program. That was decided 
upon without consultation. He says that, unless the manpower short- 
age is remedied, and at once, transportation has not the capacity to 
perform this 10-month redeployment. 


Senator Lucas said that there had been “apparent criticism 
of the army” because it had brought more men from the 
European theater than it had originally scheduled, but that 
if he were Secretary of War he would like nothing better than 
to be found guilty and to be convicted of bringing back the 
men from Europe quicker than was originally planned. 

Senator Brewster, of Maine, member of the Mead com- 
mittee, said he and several other members of the committee 
had tried to obtain deferment of the hearing that had been 
scheduled for July 23, because they thought such deferment 
would be in the public interest. He said Director Johnson 
and “army authorities” had requested postponement of the 
hearing. However, he continued, since Senator Lucas had 
now raised “this issue,” the committee would have to go for- 
ward with the hearing, “which I personally very much regret.” 

“We hope to aid in bringing the agencies of the govern- 
ment together so that they will solve the problem in a more 
effective way,” said Senator Mead, defending the scheduling 
of the hearing. 


Use of Captured Ships 


Senator George, of Georgia, suggested that captured Ger- 
man ships, now in various ports under British control, be used 
to bring back American troops. Senator Magnuson, of Wash- 
ington, averred that the War Shipping Administration should 
assign a certain number of ships to return of troops to this 
country, and that the men should be brought home “within 
a certain length of time.” Senator Mead said that there was 
a necessity for coordination of the United Nations’ shipping to 
bring back the maximum number of troops to America. 

“What I want to know,” he said, “is why did not the army 
anticipate that we could bring them back as fast as we are 
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bringing them back, and then why did they not take it up 
.with the O. D. T. and the ones responsible for their transporta- 
tion so that the O. D. T., railroads and airlines would be able 
to transport the men? ... We must realize that we must have 
civilian production to keep the war in the Pacific going. I 
should like to see the army bring some of these men home by 
way of the St. Lawrence River. Some of the boats could 
come up the St. Lawrence and the men could be shipped by 
the railroads from Canadian ports into the United States. I 
should like to see the army stop the four-engine planes at 
Presque Isle, Me., and then two-engine planes could fly the 
men to Detroit, to Chicago, to St. Louis or other cities, where 
there is plenty of transportation, and the men could be moved. 
There are many airports where these men could be landed. 
There are many ship ports where they could be landed... . 

“We will have to increase transportation on the western 
roads 25 per cent if we are to do the job in the Pacific we 
have to do. The test will be, can we do it and have the railroads 
transport other. passengers? We will have to give up a great 
number of freight trains which are going to carry munitions. 
We need further coordination.” 

Senator Ferguson wondered what had been done to “trans- 
port from the western front immediately those skilled railroad 
men who have 85 points or more so that they may go to 
work on American railroads.” He, too, maintained there was 
a need for “coordination.” 
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Praise for Railroads 
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Senator Wheeler, of Montana, agreed with Senator Lucas 
that the railroads had done “a highly successful and outstand- 
ing job” and that their contribution to the war effort was 
“of the highest patriotic order,” and added that they had 
done “a most remarkable job, one which the O. D. T. itself 
as well as the Interstate Commerce Commission doubted they 
would be able to do when they began it.” He said the railroads 
had been handicapped, particularly in obtaining men to repair 
cars that were in the shops. Senator Chandler, of Kentucky, 
said that in “one of the early years of the war” the railroad 
had carried 12,000,000 soldiers, sailors and marines—‘‘one 
serviceman was perhaps carried several times’”—and 80,000,000 
tons of freight. 

Senator Wheeler said he had sent to the President a copy 
of a letter he had sent to the O. D. T. suggesting that some- 
thing be done to curtail government agency travel in Pullman 
cars; that he understood the O. D. T. had sent such advice 
to various government agencies, and that he had received, the 
morning of July 21, a letter from the President, expressing 
agreement with Senator Wheeler in this respect. 


Manpower Plea by O. D. T. Director 


“If they give me manpower we’ll get the (redeployment 
transportation) job done—if not, we can’t,” said Director John- 
son at the conclusion of his testimony in hearings held by the 
Mead committee July 23 and 24. 

Director Johnson said the railroads needed 75,000 men and 
needed them “right now,” but added that he was “very much 
afraid” that such relief would not be forthcoming and that 
the situation looked “pretty gloomy.” 

However, as the public hearings by the committee ended, 
Chairman Mead told Director Johnson that the committee would 
do everything it possibly could “to help you get this additional 
manpower,” and that it was “imperative that we get the man- 
power to do the job.” 

The line of questioning followed by Chairman Mead and 
other members of the committee indicated that the principal 
objective of the hearing was to determine whether means could 
be found to accelerate the transportation to their homes in this 
country of soldiers returning from the European theater of war 
and to make their trips by rail within the United States more 
comfortable. 

Director Johnson advised the committee that the O. D. T. 
had not been consulted by the War Department in advance of 
redeployment plans; that the War Department had underesti- 
mated the number of soldiers who would arrive at U. S. ports 
from Europe in June and July, and that, had he been advised in 
June as to the number of army men actually being moved from 
Europe to this country in that month, he would have issued the 
— T. Pullman-service limitation order in June, instead of in 

uly. 
“Mistake” By War Department 


“It was a mistake, which has not yet been corrected, for 
the army to bring the number of men which have arrived irregu- 
larly and subject to violent fluctuation numbers into the coun- 
try and thus to increase its demands for transportation already 
over-burdened without advising and consulting with the office 
responsible for the coordination and direction of traffic,’’ Di- 
rector Johnson said. 

He said the O. D. T. learned on April 24, that plans had 
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been completed to bring over 2,000,000 men into the United 
States in a ten-month period; that before that date it had been 
understood that redeployment of troops from Europe to the 
Pacific war theater would be by way of the Suez and Panama 
Canals, and that only such troops as would not participate in 
the Pacific war or would be discharged in the United States 
would be transported to this country; and that, on that basis, 
the O. D. T. believed that present transportation facilities would 
suffice to carry out the army’s plan if ordinary civilian travel 
restrictions were retained. However, he continued, at a confer- 
ence with army transportation officers in Chicago in May he 
learned that the expected movement of soldiers to this country 
would be 75,000 to 100,000 in the first month, 194,000 in the 
second month, 340,000 in the third month, and 380,000 in the 
fourth month. On May 28, he said, he was told that 154,000 
— be brought in in June, 256,000 in July, and 298,000 in 
ugust. 

“When I learned on June 28 that the arrivals for that month 
would be over 200,000 instead of 154,000,” he said, “I arranged 
for a conference to expedite the removal of Pullman cars from 
regular trains and their transfer to the military pool... . It 
was arranged to remove Pullman cars on runs of 450 miles and 
less, effective July 15. . . . Effective July 17, all ordinary pas- 
senger train cars were pooled... . 

“We still understand that about 353,000 troops will arrive 
in this country in July. In a recent three-day period 60,000 
men were brought in; on one of these days, about 34,000 troops 
landed at New York alone. Contrasted with this. there are other 
days on which practically no troops are landed. If we could 
avoid such peaks and valleys and have a steady flow of troops, 
it would permit higher standards of transportation for both 
military and civilians because of the better equipment utiliza- 
tion. Advance notice of arrivals is essential in every case and 
we now understand that there has been improvement in this 
respect. ... .” 


“Profits” from T. P. & W. 


In introductory statements, Director Johnson explained that 
under the executive order by which emergency powers were del- 
egated to him by the President, he had “full authority of every 
sort” with respect to transportation of all kinds, but not with 
respect to manpower. Discussing his authority, he said: 


For example, I am at present perhaps the largest truck operator in 
the world, and have been since last fall when 103 truck lines were taken 
over by direction of the President. By the way, we have about $7,000,000 
of profits in the bank from operation of that short railroad—we have 
taken over the Toledo, Peoria & Western since early in 1942. We have 
also been called upon to take over Chicago and other truck lines be- 
cause of strikes quite recently, and with the fine cooperation of all, 
it was called off, and the trucking industry in Chicago is running 
smoothly today. ... 


Traffic Forecast for Year 


Director Johnson sized up the traffic outlook for the next 
year as follows: 


There will be no reduction in the complexity of the problem of 
handling freight and passenger traffic on the railroads in the next 12 
months, and 1 can add several months for good measure. 

There may be some reduction in ton-miles of freight handled, but 
that will not reduce the over-all burden. Freight traffic may be off 
3 per cent for the country as a whole, and more than that for the eastern 
lines as compared to that of 1944, but substantial increases on the west- 
ern lines are certain. But a reduction of 10 per cent on the eastern 
lines would still leave a tremendous percentage of increase on the west- 
ern lines... it might be 25 per cent. ... 

The volume of total passenger traffic in passenger-miles may not 
exceed the record passenger traffic of 1944, due to diversion of Pull- 
man coaches and day coaches to military traffic, but problems much 
more serious present themselves on account of the troop movements 
with their extreme fluctuations, their concentration on a few routes and 
their characteristic one-way load movement. The chief problems for 
both freight and passenger traffic will be on the western lines... . 


Director Johnson stated, in the course of his testimony, that 
the magnitude and difficulty of the War Departments’ job was 
“hard to conceive.” 


Locomotive “Storage” Question 


Senator Mead said he had been advised, in a letter “from 
Pittsburgh,” that about 50 locomotives in that area had been 
laid up for storage. He wondered why that would be so, and 
why “surplus” locomotives could not be transferred from the 
eastern roads to the western lines where there was a greater 
need for them. 

Director Johnson said that the O. D. T. and the railroads 
did not overlook any opportunities for transfers of equipment, 
and that, if locomotives were laid up, their idleness must be due 
to lack of manpower. There should be no doubt, he said, that 
there was a shortage of railroad workers in the east as wel! 
as in the west. For the last three weeks, and with some suc- 
cess, the O. D. T. had transferred power to western lines, he 
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added. He suggested that the Pennsylvania Railroad could not 
he expected to store locomotives if it could get money for their 
operation in the west. To a committee member’s suggestion that 
railroads might not be supplying him with full information, he 
said that “they could fool me, but if I found it out later, they 
would be sorry.” 

Later in his testimony, he submitted a statement prepared 
by E. E. McCarty, director of the O. D. T. railway transport 
department, containing the information that an A. A. R. investi- 
gation had shown that the Pennsylvania had only six small 
locomotives stored and that they were coal burners not equipped 
with stokers, suitable for use only on switch or “light local” 
runs and not suitable for use in the Rocky Mountain-Pacific 
territory. The statement continued: 


The Santa Fe recently purchased three locomotives from the Penn- 
sylvania and seven from the Boston & Maine. The Southern Pacific 
purchased four locomotives from the Boston & Maine. The Chesapeake 
& Ohio and Norfolk & Western had surplus locomotives and have sold 
about 50 of them to the Union Pacific, D. & R. G. W., and the Santa Fe. 
The last report of the Association of American Railroads showed 391 
locomotives leased by owning carrier to other carriers. 

The railroads use oil for fuel in California, Arizona and Nevada 
and to some extent in Oregon and Washington. Therefore, coal burn- 
ers afford no relief. 


Crisis on Western Lines 


Speaking of the capacity of U. S. railroads to handle the 
redeployment transport task, Director Johnson said that the 
O. D. T. anticipated no serious difficulty in the region east 
of Rocky Mountain territory, “except as to passengers, as- 
suming that great relief is given with respect to manpower.” 
He said that, with -one exception, the seven transcontinental 
roads were now carrying about the limit of their capacity— 
“in the neighborhood of 5,000 loads daily and an average of 60 
troop trains through the measuring gateways.” He said that 
“the southwestern lines” had reached the limit of what they 
could do without additional manpower and had been “more 
or less congested” for the last four weeks. Notwithstanding 
shortages of refrigerator cars and rail workers in Arizona and 
California, he said, “we have loaded more than 10,000 more 
cars of perishables out of California and Arizona this year 
than last by comparative dates.” 

“With the railroads now congested and with additional war 
production to move transcontinentally,” he said,’ “it will be 
impossible for western railroads to redeploy the troops and 
move the freight load. It must be borne in mind that rede- 
ployment as such has hardly touched our western lines. It is 
said that seven moves per man will be necessary for each 
soldier redeployed across the continent. We are now making 
the third and a few of the fourth movements per man... 
We are moving now about 60 troop trains daily. This will 
certainly reach 100, and it may go much higher. Every troop 
train diminishes the capacity of the railroads to handle freight 
by perhaps two trains. Therefore, assuming that we are called 
upon to continue the present freight movement plus 40 addi- 
tional military trains, something must give way.” 


“Set Back” in Cars Ordered 


Director Johnson stated that the O. D. T. had been advised, 
late last fall, that the railroads might obtain for 1945 a total of 
20,098 box cars and that they would be completed by October 1. 
However, he said, some of the cars scheduled for production 
had been ‘‘set back,” in order that a number of freight cars 
might be built for export to India, but the U, S. railroads’ quota 
for 1945 would be completed in the fourth quarter of this year. 

He praised the railroads, saying they had cooperated to the 
fullest possible extent, and commended particularly W. C. Ken- 
dall, chairman of the A. A. R. car service division. 


He said he had asked the army to release 10,000 soldiers 
for work on the railroads; that 4,000 soldiers had been fur- 
loughed for 30 days to relieve the railroad manpower situation, 
but that only 2,500 had reported for such work “a week ago,” 
and that 1,000 of the 4,000 had no railroad experience. He said 
that about 300,000 railroad men were in the army as of last 
January 1. He noted that Selective Service had deferred 40,000 
transport workers in the 19 to 29 age group. He said he had 
complained for two years about the rail manpower shortage. 
There was now under way a campaign for recruitment of 
civilians for railroad work, but “nothing else on the agenda,” 
he said. 


Plane and Bus Use by Army 


The War Department, at his request, had undertaken a 
study of allocation of civil aircraft and busses to transportation 
of troops in the redeployment program, he said, adding that his 
idea was that each airline would release for military use a cer- 
tain number of its planes. Under recent O. D. T. orders, he 
stated, all day coaches on the railroads were “pooled” and went 
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“where Kendall says, “while a part of the Pullman car supply 
had been set aside for troop transportation. He explained, 
under questioning, that it was possible for a traveler to obtain 
a Pullman berth for a trip of less than 450 miles if he could get 
a reservation on a Pullman car moving for a distance greater 
than 450 miles, but that all Pullman cars on routes less than 
450 miles had been taken out of service on such routes. 

In the course of his testimony, Director Johnson commented 
on “the remarkable job” that was being done on sections of the 
Santa Fe equipped with central traffic control. If there were 
more of that equipment on the railroads, he said, there would 
be a great saving of manpower, but, he added, it was too late 
now to install such equipment. Cars ordered last fall were just 
now being delivered, and others would not be delivered until 
January, 1946, he added. 

Troop trains, he said, consumed “about as much railroad 
capacity as three freight trains,” in the opinion of some veteran 
railroad men. 

At the conclusion of Director Johnson’s testimony, Chair- 
man Mead said that none of the other agencies involved in the 
redeployment transport problem had asked to testify in the 
public hearing before the committee, but that the committee 
would hear other witnesses if they wanted an opportunity to 
be heard. He said the committee would want further informa- 
tion as to use of captured ships now anchored in European ports 
for transport of troops from Europe. 


Resumption of Hearings 


Senator Mead said, July 26, that his committee would re- 
sume its public hearings on redeployment and transportation 
the following day, with Undersecretary of War Robert Patter- 
son as a witness. 

The committee chairman proposed a survey by the O. D. T. 
of rail personnel and equipment needs, with a view to obtain- 
ing any needed redistribution. He said that the Railroad Re- 
tirement Board had received from different parts of the country 
complaints from railroad workers that they were working less 
than 40 hours a week and that they had been told that if they 
sought releases from the War Manpower Commission to take 
jobs on the western railroads they would be subject to the draft. 
In view of this situation, said Senator Mead, he was advocating 
a survey of manpower utilization to the end that men and equip- 
ment might be put to work where they were needed most. He 
said some men were working as little as 22 hours a week on 
some railroads, while they wanted to work 50 hours a week. 
He proposed that the manpower utilization survey be made by 
the O. D. T., the Commission, the R. R. B. and the A. A. R. 


Mitchell on Use of Ports 


Senator Mitchell, of Washington, member of the Mead com- 
mittee, issued a statement in -‘which he recommended an investi- 
gation into the extent of ‘needless cross-hauling from Pacific 
northwest port terminals of northern transcontinental railroads 
down 1,200 miles of congested coast track to Los Angeles and 
other southern California ports for trans-Pacific shipment. 


“While an overburdened transportation system is asked to 
carry freight up and down the coast for a distance often longer 
than the total trans-continental haul,’ he said, “Pacific north- 
west ports have idle docking space, idle storage trackage and 
idle ship loading facilities. 


“Colonel Johnson (O. D. T. director) went from one ex- 
treme to the other. He said the Office of Defense Transportation 
would haul all the way down to Los Angeles from Seattle if the 
army wanted it. He said, on the other hand, that the Office of 
Defense Transportation would haul cargo right by the idle ports 
of Everett, Anacortes and Bellingham to Prince Rupert, British 
Columbia, if the army wanted it done that way. He said he 
had no control of shipping destination. 

“Out in Seattle army officials are talking about using 
British Columbia port facilities on a trial basis. It is about time 
they started trying to use the United States ports. Vancouver 
is 90 miles further haul on the Great Northern or the Northern 
Pacific than Everett. So why should that port be used when 
Everett has manpower and facilities.” 

Senator Mitchell said he had received telegrams from the 
following ports, stating that these ports were being only par- 
tially used and, in some cases, not being used at all: Bellingham, 
Longview, Vancouver, Aberdeen, Everett, and Anacortes, Wash. 


McNear on “Featherbedding” 


George P. McNear, Jr., president of the Toledo, Peoria & 
Western, whose railroad has been in hands of the federal gov- 
ernment and under the operation of the O. D. T. for several 
years, sent a telegram to Director Johnson, the afternoon of 
July 24, in which he pointed out that elimination of so-called 
“featherbed” working rules on the railroads would release at 
least 80,000 men from freight train and engine service ‘for 
more essential duty elsewhere.” He based his figure on a state- 
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ment made by the Federal Manager of the T. P. & W. railroad 
properties, in which the Federal Manager said that he was 
using 30 per cent more men in train and engine service to do 
substantially the same amount of transportation service as that 
performed, before the government seizure. by the railroad under 
private control. Mr. McNear said he was moved to wire Di- 
rector Johnson by the latter’s testimony before the Mead 
Committee. 

“You must know,” said Mr. McNear to Director Johnson 
in his telegram, “from your Federal Manager’s experiences on 
our T. P. & W. Railroad, that there would be no shortage of 
employes in train and engine service were you to cause feather- 
bed working rules to be set aside for the balance of the war, 
as recommended by the Truman committee on manpower, in 
November, 1942.” Continuing, he said: 


Your Federal Manager wrote a letter to the editor of the Traffic 
World, which was published May 22, 1943, in which he gave figures 
showing how he was using 30 per cent more men in train and engine 
service than we had used under our own operations, to do substantially 
the same amount of work. The sole reason for your Federal Manager’s 
30 per cent wasted manpower was the inauguration by your organiza- 
tion of the featherbed working rules on our railroad, in July, 1942, 
after the government seizure. 

Applying your Federal Manager’s figure of 30 per cent wasted man- 
power to the railroads generally, the elimination of featherbed rules 
would release, for more essential duty elsewhere, at least 80,000 men 
from freight train and engine service alone. That figure is far in ex- 
cess of any such manpower shortage thus far reported. 

Under these circumstances, the Army is to be congratulated for 
declining to release train and engine men which it needs in the desper- 
ate war against Japan. 

We have repeatedly called the treasonable wastes and delays of 
railroad featherbedding to the attention of your organization and we 
have repeatedly asked for an impartial hearing so that the facts could 
be developed. In September, 1943, I was invited to appear before the 
Senate military affairs committee. In accepting that invitation, I sug- 
gested that representatives of your organization, the Interstate Com- 
merce Commission, the War Labor Board and the brotherhoods also 
be invited to appear, so that the committee could hear all sides and 
suggest steps to produce immediate and tangible results. However, no 
one else appeared. On September 23, 1943, I gave testimony regarding 
the wasted manpower as above mentioned. It was published in Part 4 
of hearings on S. 763 ana has never been denied. Senator Ferguson 
was present at that hearing. I am sending a copy of this telegram to 
Senator Mead and suggest that, if his committee cares to pursue the 
matter further, I would be glad to appear again. 

Under thé executive order creating your office, you apparently have 
ample power to take steps to eliminate existing manpower wastes and 
delays in railroad operation caused by featherbedding work rules. 

In order that a clear-cut and unquestioned demonstration may be 
made as a preliminary step, I also suggest that you return our railroad 
properties to us and let us run them under the efficient working rules 
that we inaugurated in December, 1941. We will gladly pay such wage 
rates, above the standard rates, as the War Labor Board may specify 
for the balance of the war. 


“Rotation Sleeping” on Troop Trains 


Five hundred and thirteen soldiers particinated in an ex- 
perimental trip from Camp Kilmer, N. J., to Fort Sam Hous- 
ton. Tex., consuming three nights and two days, in which each 
soldier occupied a Pullman car berth and a coach seat, accord- 
ing to a schedule rotating those accommodations in eight Pull- 
man cars and five coaches, says a War Department announce- 
ment. The train left Camp Kilmer July 22. ; 

Each soldier was given a two-car assignment, one listing 
his coach seat and one his Pullman car berth, and the hours 
he would occupy the berth. While one soldier was sleeping in 
the berth, another was using the coach seat. The department 
said the plan, if successful, would be used in cases where troops 
would otherwise have to travel long distances in day coaches 
because of shortages of Pullman equipment. Troops riding the 
experimental train would be queried on their arrival at Fort 
Sam Houston as to their comfort and further feasibility of 
using the system, the department said. 

“The War Department is concerned with obtaining for our 
soldiers the best possible travel accommodations, but we recog- 
nize our responsibility to conserve Pullman cars for essential 
civilian travel to the maximum extent possible.” said Under 
Secretary of War Robert P. Patterson, in announcing the ex- 
periment. “The army will continue to make every effort to 
reduce the heavy burden placed upon our railroads by the 
redeployment of our forces to the Japanese war.” 

Saying that this was one of a number of steps taken by 
the army to improve travel conditions and minimize the strain 
on domestic rail facilities, the department observed that units 
en route to the Pacific by way of the United States were coming 
back without their equipment. Equipment was being shipped 
directly to the bases where the units would eventually go after 
retraining in this country, it said, thus eliminating the hauling 
of hundreds of thousands of tons of equipment by rail across 
the United States. It continued: 


War Department plans for redeployment include use of east coast 
and Gulf ports to handle material which is not of first urgency, thus 
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relieving the pressure on the western roads. Canadian railroads are 
also being used for War Department movement wherever necessary. 

To assist the railroads in planning their schedules well in advance, 
the War Department is keeping them advised of its estimated monthly 
load as far ahead as March, 1946. They are notified immediately of any 
changes in the estimates. On individual troop movements the railroads 
receive at least 72 hours notice, and in most cases they are given five 
to twelve days notice. 


The army also is cooperating with the railroads, the railroad broth- 
erhoods and other government agencies in the drive to recruit 65,000 
workers needed immediately by the western railroads to meet their 
operating and maintenance requirements during the period of redeploy- 
ment. This manpower shortage must be relieved if these carriers are 
to keep men and supplies moving swiftly to our west coast ports for 
shipment to Pacific combat theaters. 


Peak Troop Rail Load July 11 


The highest total of soldiers in history—54,814—-were trans- 
ported by rail within the United States on July 11, according 
to information furnished Col. I. Sewell Morris, chairman of the 
western railroad urgency committee, by the Traffic Control 
Division, U. S. Army. 

On the basis of reports covering the daily volume of 
travel for the first 15 days of this month, Col. Morris estimated 
that almost 1,000,000 soldiers will travel by rail during July, 
an increase of approximately 15 per cent over June’s total 
of 840,000. Col. Morris predicted that the total would increase 
month by month until redeployment is completed. 


Return of Soldier Patients 


The War Department has announced that the army’s plan 
for bringing all transportable sick and wounded soldiers home 
from Europe within 90 days after V-E day will be completed 
according to schedule. To achieve this purpose, said the de- 
partment, army authorities put on such pressure, beginning 
with V-E day, that the major portion of the task was completed 
within 60 days. 

A considerable portion of those evacuated from Europe 
came by planes operated by the Air Transport Command, 
according to the announcement, which said that more than 
7,000 soldiers were evacuated in May by air, and that in June 
the number was slightly lower. In order to handle the evacua- 
tion program, it said, the Transportation Corps, which operated 
the hospital ships, had also used many army transports. 


Travel Curtailment 


The Office of Defense Transportation has issued its general 
order O. D. T. 57, prohibiting organized group travel and the 
sale of railway tickets or space on railroad trains to travel 
agencies. The order, effective July 21, also prohibits any travel 
agency from reserving, purchasing or acquiring any such tickets 
or space. 

The order, the O. D. T. said, ‘‘is designed to curtail civilian 
passenger train travel which is unrelated to the war effort, in 
order that passenger train equipment may be made available 
for troop movements with the least possible interference with 
travel on regularly scheduled passenger trains by men and 
women on furlough and by civilians engaged in essential travel. 

“Service men and women are entitled to the space.” 

The order states that “no carrier shall knowingly permit 
any persons engaged in organized group travel to board or 
travel on any passenger train, and no person shall engage in 
organized group travel by boarding or traveling on any pas- 
senger train.” 

The term “travel agency” is defined in the order as includ- 
ing any person other than a carrier who for compensation pur- 
chases or procures any ticket for transportation on a passenger 
train, or procures or reserves seating or sleeping space on a pas- 
senger train, or who organizes or sponsors “all-expense” trips 
or tours. 

“Organized group travel” is defined as passenger train 
travel by any two or more persons traveling together in a group, 
when such travel has been arranged by a travel agency, or by 
any other person, who for compensation, has made arrange- 
ments in advance for obtaining by the persons in the group, of 
meals, lodging or recreation incident to such travel. 

. The State Agricultural and Mechanical Society of South 
Carolina has notified the War Committee on Conventions that 
the South Carolina state fair will not be held this year because 
of the national transportation crisis and Office of Defense Trans- 
portation restrictions on travel, the O. D. T. has announced. 

This action, which followed the recent cancellation of the 
Minnesota and Wisconsin 1945 state fairs, was characterized 
as “commendable and patriotic” by Director Johnson of the 
O. D. T., chairman of the War Committee on Conventions. 


TRANSPORT OF RACE HORSES 


Director Johnson, of the Office of Defense Transportation, 
has asserted that there has been no “special dispensation’ for 
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the Hambletonian trotting meet at Goshen, N. Y., August 8, 
or for any other race event affected by the O. D. T. ban on 
transportation of race horses. 

The O. D. T. director’s statement followed newspaper and 
radio reports that owner William H. Cane had been given per- 
mission by the O. D. T. to hold the Hambletonion as scheduled. 

Pointing out that O. D. T. and Interstate Commerce Com- 
mission orders prohibit the transportation of race horses or 
show animals by railroad, and common or contract motor car- 
riers, Director Johnson said the order had not been and would 
not be relaxed during the present transportation crisis. There 
er been no permits issued or exceptions made to anyone, he 
said. 

The O. D. T. director also said he did not approve of pro- 
posals to ship race horses by barge and that O. D. T. action 


might be taken to prevent such transportation if it becomes 
necessary. 


Transport Policy Inquiry 


American Trucking Associations, Inc., has announced that 
it has sent to each member of the House of Representatives 
a letter of “warning” against use of the transportation investi- 
gation proposed by Chairman Lea, of the House interstate 
commerce committee (see Traffic World, July 14, p. 101), as 
“a vehicle for promoting monopoly in transportation.” 

The A. T. A. said, in its announcement, that it “pointed 
the finger of suspicion squarely at the Transportation Associa- 
tion of America, long reputed to be a ‘front’ for railroads.” 

Operators of the nation’s 4,500,000 motor trucks could not 
help benefiting from a complete and impartial investigation 
of the national transportation situation, the A. T. A. said. 
However, it added, ‘activities of certain interests in connec- 
tion with this proposed investigation have aroused fear that it 
may become a vehicle for promoting monopoly in transporta- 
tion. We refer particularly to the Transportation Association 
of America and its program of ‘integration’ of ownership of 
America’s transport facilities.” ; 

The A. T. A. said its letter was being sent because of a 
“strong probability” that the “background” of the T. A. of A. 
might have “escaped” the House members. It referred to an 
“analysis” of the T. A. of A. in a 1941 report by the Senate 
interstate commerce committee and described that analysis as 
“a sorry story.” The A. T. A. letter quoted from that report 
a statement to the effect that the Association of American 
Railroads was using the T. A. of A. to present as a “neutral 
point of view’ what otherwise would be labeled the “railroad 
point of view.’’ Continuing, the A. T. A. said: 


The Transportation Association of America long has been pushing 
for legislation which would permit the ‘‘integration’’ of all forms of 
transportation by setting up a few huge systems owning and con- 
trolling all types of transportation service—rail, air, highway, and 
water. They propose this under the guise of economy, improved serv- 
ice to the public and preservation of private ownership, all laudable 
motives. Actually they are driving for control of all transport by a 
relatively small group of financiers, a fact well known to those who 
have watched their activities. 

We strongly feel that the utmost care must be exercised in prepara- 
tion of the questionnaire soon to be widely distributed as a means of 
obtaining information. To that end we are suggesting to Chairman Lea 
the advisability of obtaining assistance in preparation of the questions 
from experts in public opinion polling. 

The investigation will be in the hands of a most sincere, honest 
and capable subcommittee under the able leadership of Congressman 
Lea. Thorough canvassing of the opinions of those individuals and 
organizations whose. selfish interest as well as public interest in trans- 
portation is well established, should develop sufficient information to 
justify any recommendations which may be made. 

American Trucking Associations, Inc., which makes no secret of the 
interest of the people whom it represents and serves, expects to coop- 
erate in furnishing the committee with complete information regarding 
operations of for-hire and private motor trucks. 


Chairman Lea, in an interview July 26, said that the “ques- 
tionnaire” or list of suggested topics that the committee planned 
to send to various interested parties for discussion and com- 
ment was expected to be completed the following day. 

He said he hoped to get this material in the mail within 
“the next two weeks,” and that he planned to remain in Wash- 
ington for that period of time. 

Mr. Lea said no letter from the American Trucking Asso- 
ciations, Inc., such as the A. T. A. had described in its an- 
nouncement, had ‘as yet been received by him. 


RATE BUREAU REGULATION 


Chairman Lea, of the House committee on interstate and 
foreign commerce, said on July 23 that his committee planned 
to begin hearings October 16 on H. R. 2536, the Bulwinkle bill 
to exempt agreements between carriers from application of 
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the anti-trust laws after approval of such’ agreements by the 
Commission (see Traffic World, June 30, p. 1733). 

The House began an 11-week recess on July 21. Chairman 
Lea observed that the House would reconvene Monday, Octo- 
ber 8, and that it was his committee’s plan to begin hearings 
on the Bulwinkle bill on Tuesday of the following week. 


Amendments to I. C. Act 


Chairman Wheeler, of the Senate interstate commerce com- 
mittee, has introduced, by request of the Commission, S. 1291, 
a bill embodying amendments to the interstate commerce act 
recommended in the Commission’s annual report for 1944 (see 
Traffic World, Jan. 13, p. 95), except the recommendations on 
the subjects of rate bureau regulation, transportation of ex- 
plosives, revision of the standard time act, and land grant rate 
repeal. 

. To carry into effect the Commission’s recommendations for 
amendment of the transportation of explosives act, Senator 
Wheeler introduced S. 1290, also at the request of the Com- 
mission. 

Commissioner Splawn, of the Commission’s legislative com- 
mittee, noged that S. 1291, did not include provisions with re- 
spect to rate bureau regulation, as that subject was covered in 
the pending Bulwinkle bill, H. R. 2536, and that separate legis- 
lation also was pending with respect to repeal of land grant 
rates. 

The new bill embodies several changes in the act proposed 
originally in S. 1473, the Wheeler bill passed by the Senate in 
the’ second session of the 78th Congress (see Traffic World, 
July 1, 1944, p. 48). The Commission, in its 1944 annual report, 
urged that legislation such as that embodied in S. 1473 be 
enacted. 


Electric Railway Exemption 


Several sections of S. 1291 propose amendment of sections 
1(22) and paragraphs related thereto, setting forth certificate 
requirements with respect to construction or abandonment of 
rail lines, section 5(13) and related paragraphs dealing with 
railroad mergers or consolidations, and section 20a(1) and re- 
lated paragraphs, dealing with issuance of securities by rail- 
roads, so as to make these paragraphs inapplicable to street, 
suburban and interurban electric railways except those oper- 
ated as parts of general steam railroad systems of transportation 
or those engaged in the general transportation of freight and 
interchanging standard steam railroad freight equipment with 
steam railroads to or from points on their lines. The bill also 
would amend sections 1(22) and 5(2)(a) so as to make those 
sections inapplicable to acquisition or operation of spur, indus- 
trial, team, switching, or side tracks of the excepted electric 
railways. 

Another section of S. 1291 would amend the provisions of 
section 5(2)(b) of the act, covering the handling by the Com- 
mission of railroad applications for consolidation, merger, acqui- 
sition of control or acquisition of trackage rights by changing 
the second sentence of that subparagraph to read as follows: “If 
the Commission shall consider it necessary in order to deter- 
mine whether the findings specified below may properly be 
made, it shall set said application for public hearing.” 


Use of Rail Carrier Funds 


Several sections of the new Wheeler bill would amend sec- 
tions 20 and 20a of the act, prescribing requirements with re- 
spect to accounting by rail carriers and issuance of securities 
by such carriers, so as to make them applicable to non-carrier 
subsidiaries of railroads, ‘‘at least with respect to their account- 
ing and issuance of securities,’ and would impose restrictions 
in the expenditure of carrier funds, the incurring of obligations, 
or the acquisition of property by a carrier or its subsidiaries, 
except for the operation or legitimate improvement or devel- 
opment of its property. 

Another recommendation of the Commission in its 1944 an- 
nual report that is embodied in S. 1291 involves amendment of 
section 222, making unlawful, among other things, the granting 
of rebates or concessions by motor carriers and requiring the 
filing of certain reports, so as to provide, in the Commission’s 
words, “a remedy by forfeiture” for failure of motor carriers, 
brokers, etc., to keep records in accordance with regulations 
prescribed under part II of the act or for failure to file reports 
prescribed thereunder. 

Three sections of S. 1291 relate to requirements by the 
Commission of reports from water carriers, lessors and associ- 
ations as defined in section 313 of the act. 


Freight Forwarder Control, Etc. 


Under section 19 of S. 1291, the provisions of section 411(c) 
of the act making unlawful ownership, lease, control or the 
holding of a stock interest in any freight forwarder by a di- 
rector, officer, employe or agent of any common carrier subject 
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to the act, would be amended-so as to permit such ownership, 
lease, control or holding on authorization by a Commission 
order, “upon due showing .. . that neither public nor private 
interests will be adversely affected thereby.” This section of 
the new bill also would amend section 411 by prescribing new 
requirements with respect to merger, consolidation, etc., of 
forwarder properties. 

Further sections of the new Wheeler bill contain provisions 
with respect to filing of reports by freight forwarders with the 
Commission. 

The last section of the new bill, section 23, would amend 
the first sentence of subsection (d) of section 421 of the act 
by inserting after “Any freight forwarder” the words ‘or any 
other person.” 

The Wheeler bill also embodies provisions recommended 
by the Commission under which the Commission would have 
authority to require reports and any information it deems neces- 
sary from “associations” of carriers, as well as from carriers 
individually. 


Taxes and Rail Reorganizations 


Congress has passed and sent to the President H. R. 3633, 
the tax adjustment bill of 1945, after eliminating from it a pro- 
vision by which tax relief would have been afforded certain re- 
organized railroad companies (see Traffic World, July 14, p. 
103, July 21). 

In explaining the Senate finance committee’s recommenda- 
tion that the provision with respect to taxes on reorganized rail- 
roads be eliminated, Senator George, of Georgia, chairman of 
the committee, speaking in the Senate, said that there were 
many aspects of the provisions stricken by the committee that 
needed further study. One of these aspects, he said, was that 
the provision was limited to the reorganization of railroads in 
receivership or under section 77 of the national bankruptcy 
act, so that there was no relief whatever for bus companies, 
steamship companies or other companies that. also lost the 
benefits of carry-backs and carry-overs when a new corporation 
was organized, under a new state charter. The provision in 
question, contained in the bill as passed by the House, would 
have been retroactive to 1939, he noted. 


Status of Reorganized Roads 


“Of the 28 principal railroads which have been listed in 
reorganizations since 1939,” he said, “ten had left receivership 
by the middle of 1945. Of these 10, two reorganized under ex- 
isting charters and one changed its capital structure without 
reorganization. 

“For reorganized companies to benefit from this legisla- 
tion as it affects carry-overs, losses and unused credits must 
have arisen prior to reorganization, and such losses and usused 
credits must not have been fully absorbed against income of the 
old company prior to the completion of the reorganization. 

“Most railroads in receivership had unused credits or losses 
in 1941 and 1942. However, most of those losses and unused 
credits were absorbed by the end of 1943 or 1944. Therefore, only 
those railroads which were reorganized earlier in the war period 
would benefit from the retroactive aspect of the legislation. 

“It is estimated that five of the seven remaining companies 
which have been reorganized to date would receive tax benefits 
through 1944 from the carry-over adjustment amounting to ap- 
proximately $8,500,000. Of this amount it is estimated that 
= or approximately 75 per cent, will go to one 
TeGu..... 

“It is true that some of the railroads are required to get 
new charters under some state laws to carry out their plans 
for reorganization. This, however, is due to the fact, so far as I 
know, that the railroad company is not able to secure the con- 
sent of the stockholders of the old railroad, who are frozen out 
under the plan of reorganization. Hence the necessity of get- 
ting a new charter or forming a new company. In this respect 
the railroads are in the same predicament with bus companies, 
steamship companies and many other corporations which are 
required to secure new charters.” 


Johnson Sees Discrimination 


Senator Johnson, of Colorado, speaking in opposition to 
the committee amendment to debate the railroad tax provision, 
said the objective of the provision was to enable railroads to 
come out of receivership; that it seemed to him the provision 
in question did not enable any railroad in receivership to do 
anything that railroads not in receivership were not now able 
to do as a matter of right, and that “the present situation re- 
sults in rank discrimination.” 

“For the life of me,’ he said, “I cannot understand why the 
Treasury is so anxious to keep railroads in receivership. .. . 
Why not get them on a solid, sound and firm basis of opera- 
tion. .. . The Treasury ... provides an incentive to keep them 
in receivership. .. .” 
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Senator Capehart, of Indiana, and Senator Langer of 
North Dakota, urged inclusion of the railroad tax relief provi- 
sion in the bill, but Senator LaFollette, of Wisconsin, opposed 
the granting of relief to the extent of $6,000,000 or more to 
“the Wabash Railroad” and contended that the subject should 
be thoroughly studied and investigated. 


LaFollette Urges Caution 


He said the railroads probably would come to Congress 
and ask for further relief, in the next tax bill, on their deferred 
maintenance. 

“They can whip a willing horse to death if they do not 
watch their step,” said he. 

“The railroads certainly may have been treated generously 
by Congress,” said Senator Gurney, of Nebraska, “‘but certainly 
the railroads have willingly given extra good service in time of 
dire need.” 

Senator LaFollette said he granted that and that nothing 
he had said could be construed as criticism of “the war job 
which the railroads have done.” 

Senator Wheeler, of Montana, said he did not wish anyone 
to get the idea that the reorganized railroads were in a poor 
condition. He added that “some of them have more money in 
their treasuries than their stock and bonds are selling for.” 


Senator Taft’s Views 


“I still would prefer not to be a railroad stockholder or 
bondholder, and I am not one, because I do not think the rail- 
roads have much future, so far as I can see, from a financial 
standpoint,” said Senator Taft, of Ohio. ‘Once the war is over, 
I think they are going to have about the same difficulty they 
have had all along.” 

Senator Wheeler said he would not vote in favor of the 
Se under debate “without any hearings having been 
held.” 

The Senate adopted the Senate finance committee’s amend- 
ment, striking out the provision with respect to reorganized 
railroads, and the House concurred in the Senate’s action. 


RAILROAD REORGANIZATIONS 

Senator Tydings, of Maryland, has introduced S. 1303, a 
bill providing that “all stockholders and bondholders or security 
holders of the same class shall participate equally in any re- 
organization in bankruptcy without regard to the date of pur- 
chase or acquirement or method of acquisition, whether by 
transfer, assignment, operation of law, or otherwise.” 

By its terms, the bill would apply to any reorganization in 
bankruptcy in which a plan of reorganization has not been con- 
firmed or finally approved by the court prior to the date of 
enactment of the bill, but would not apply ‘to prevent subordi- 
nation of management-held securities in cases of fraud or mis- 
management.” 


D. C. TAX ON RAIL EQUIPMENT 


Representative Randolph, of West Virginia, has introduced 
H. R. 3872, a companion bill to S. 1278, introduced by Senator 
Bilbo, of Mississippi, to provide for taxation of rolling stock 
of railroads and car companies operated in the District of Co- 
lumbia (see Traffic World, July 21, p. 177). 


Rail Maintenance and Taxes 


Roy Blough, assistant to the Secretary of the Treasury, 
in an address before the Chicago Association of Commerce, 
indicated that the tax exemption that the railroads were seek- 
ing with respect to reserves they wanted to set up for ‘“de- 
ferred maintenance”—maintenance work that could not be done 
in the war period because of manpower and material shortages 
—would not be needed, because of “carry-back” provisions of 
the existing tax laws. 

He noted that the Interstate Commerce Commission had 
said, in its Ex Parte 148 decision of December 12, 1944, that 
“no satisfactory method for the measurement of deferred main- 
tenance has yet been devised.” 

“The operation of the carrybacks is very simple in most 
cases,” he said. “Take, for example, a case where a corpora- 
tion with an excess-profits credit of $90,000 and the $10,000 
specific exemption earned $150,000 in 1944 and 1945. This 
company wouid in both years have to pay a 95 per cent excess- 
profits tax on $50,000, or $47,500, and a 40 per cent corporate 
tax on $110,000, or $44,000, for total taxes of $91,500. If, in 
1946, the earnings of this corporation fall to $50,000, with the 
same excess-profits credit of $90,000, it will have an unused 
credit of $40,000 for that year which can be carried back to 
increase the 1944 credit to $130,000 ($50,000 plus $90,000). 
Recomputing the 1944 tax, we find, upon deducting $130,000 
plus $10,000, that only $10,000 is subject to excess-profits tax 
and that $140,000 is subject to the corporation normal tax 
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and surtax. The total tax is accordingly reduced from $91,500 
to $65,500 and the difference, or $26,000, will be due the cor- 


poration as a refund. If the corporation used in my . 
example loses $40,000 ‘in 1946, it will be entitled to a ‘Tefund 
of $38,000 on its 1944 taxes, or 95 per cent of its loss. 


COMMERCE COMMITTEE OVERSEAS TRIP 


Twenty members of the House committee on interstate 
and foreign commerce, or about two-thirds of the committee 
membership, would make the overseas “survey and study” 
trip authorized by H. Res. 323 (see Traffic World, July 21, 
p. 177), but he himself would remain in this country, said 
be — chairman, Representative Lea, of California, 
July 23. 

He said the committee’s travels abroad would include 
points in England, continental Europe, north Africa and Iran, 
the latter country being one of the areas to be visited in con- 
nection with the committee’s study of petroleum resources. The 
subcommittee on wood pulp and newsprint supplies might make 
a separate trip to Sweden, he said. Present plans were for 
departure from this country August 25 or 27, he added. 


Rail Employe Benefit Bill 


Reporters on Capitol Hill this week witnessed on the Senate 
side a much-abbreviated return engagement of the battle of 
words, presented earlier this year before the House interstate 
commerce committee, between proponents and opponents of 
legislation to “liberalize” the coverage and benefits provided 
by the rail retirement and unemployment compensation acts 
(see Traffic World, April 28, p. 1118). 

The occasion for the “repeat performance” was a hearing 
held by a subcommittee of the Senate interstate commerce 
committee, with Senator Johnson, of Colorado, as chairman, 
to obtain testimony with respect to S. 293, introduced Janu- 
ary 15 by Senator Wagner, of New York, for himself and 
Senator Wheeler, of Montana, a companion bill to H. R. 1362, 
which was the subject of the House committee hearings. The 
hearings on H. R. 1362 were held intermittently over a period 
of several weeks, but on S. 293 the testimony was limited, 
by direction of the subcommittee chairman, to ten hours— 
five for the proponents and five for the opponents. The Senate 
subcommittee hearings began July 23 and were near com- 
pletion the afternoon of July 26. 

The “cast of characters” in the presentation before the 
Senate committee differed in only a few respects from that 
which appeared before the House committee, but at the Senate 
committee hearing the ‘star witness” for the rail labor unions 
that sponsored the bill was Lester P. Schoene, counsel for 
those unions, rather than Murray W. Latimer, chairman of 
the Railroad Retirement Board, who spent several days testify- 
ing before the House committee, in support of the bill. 


Reports Support by President 


Mr. Schoene, early in its testimony, placed in the hearing 
record the text of a letter he said had been addressed by the 
Budget Bureau director to Chairman Latimer, of the R. R. B., 
dated June 22, 1945, and reading as follows: 


I have recently discussed with the President legislative proposals 
for the expansion of the railroad social insurance program. The Presi- 
dent informed me that he favored legislation along the line of H. R. 
1362 and §S. 293. 


“We are not increasing the charge for unemployment in- 
surance at all,” said Mr. Schoene. “We are utilizing the present 
financing of the unemployment insurance account to take care 
of all the amendments of the unemployment insurance act.” 

He said the railroad industry was “some six years behind 
all other industries in the provision of survivor benefits.” He 
averred that the action the unions asked Congress to take was 
“only the action which every insurance company in the country 
has to take all the time,” in making adjustments of rates, and 
that if the adjustment turned out to be bad, Congress could 
correct it. 

Elmer E. Milliman, president of the Brotherhood of Main- 
tenance of Way Employes, testified in support of the bill because 
of what he termed its “human aspects.” He said that what 
the brotherhoods had done was to propose increases in benefits 
of those who now received the least or who were getting no 
benefits, and to remove inequities. 


Criticism by B. of R. T. 


Martin H. Miller, national legislative representative of the 
Brotherhood of Railroad Trainmen, opposed some of the pro- 
visions of S. 293 and proposed several amendments, as he had 
done in the House committee hearings. He noted that the 
Senate, by a resolution adopted July 22, 1941, had directed 
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the Railroad Retirement Board to investigate the incidence of 
injuries and diseases incurred by employes through employ- 
ment in the railroad industry and “the social and economic 
consequences of such injuries and diseases,” and to report re- 
sults of the investigation to the Senate interstate commerce 
committee at “the earliest practicable time.’”’ However, he said, 
four years had now elapsed since adoption of that resolution 
and the board had not yet made its report, “nor do we have 
any information as to how many thousands of dollars have 
been spent by the board in conducting this investigation.” Mr. 
Miller said it was unfortunate that the considered legislation 
had been “prematurely presented” to Congress. 


Railroad Witnesses 


Witnesses for the railroads, opposing the bill, were: J. M. 
Souby, general solicitor of the Association of American Rail- 
roads; J. H. Parmelee, director of the Bureau of Railway 
Economics of the A. A. R.; J. J. Pelley, president of the A. A. R.; 
J. Carter Fort, vice president and general counsel of the 
A. A. R., and R. W. Brown, president of the Reading Co. 
Their position, generally, was that taxes totaling about 15 
per cent of the payroll would be imposed on railroad com- 
panies and employes if the bill were enacted; that a down- 
ward trend in business volume after the war was inevitable; 
that costs and wages would have to be reduced after the war, 
or, in the alternative, charges for rail service to the public 
would have to be increased, and that, to impose on the rail- 
roads “discriminatory and burdensome fixed charges of this 
sort” would not add to the social security of rail employes. 
Mr. Pelley averred that the procedure followed by the unions 
in presenting the instant legislation, without consultation with 
the railroads, violated the principle of collective bargaining 
that had been followed in drafting of the existing rail employe 
benefit legislation. Mr. Fort called attention to new demands 
of the operating brotherhoods for wage increases (see else- 
where). 

Other witnesses who testified in opposition to the bill 
were: Leander I. Shelley, general counsel of the Port of New 
York Authority, who said that S. 293 would force employes 
of the port authority, now covered by New York’s state re- 
tirement system, into the railroad retirement system; F. F. 
Estes, chairman of the legislative committee of the National 
Industrial Traffic League, who said the bill would give. prefer- 
ence to railroad workers over workers in other industries and 
would result in increased freight charges to shippers; Roland 
Rice, general counsel of American Trucking Associations, Inc.; 
J. M. Hood, president of the American Short Line Railroad 
Association; J. H. Devereaux, Jr., of the Hampton Roads Mari- 
time Exchange; Giles Morrow, of the Freight Forwarders 
Institute; Jack Garrett Scott, of the National Association of 
Motor Bus Operators; John J. Hickey, of the American Ware- 
housemen’s Association and other warehousing organizations; 
Walter W. Ahrens, of the National Association of Stevedores, 
the Maritime Association of the Port of New York, and other 
interests; H. E. Foreman, of the Associated General Contractors 
of America; M. S. Pennington, of the National Federation of 
American Shipping; Mount Taylor, of the National Association 
of Ice Industries; David J. Brodsky, of the National Furniture 
Warehousemen’s Association; R. B. Bowden, of the National 
Grain Trade Council; Herbert J. Patrick, of the Freight For- 
warders .Institute, and Seward H. Jacoby, secretary of the 
social security committee of the New Jersey Chamber of Com- 
merce. 

The subcommittee called on Mr. Latimer for discussion 


of a number of the provisions of the bill the afternoon of 
July 26. 































































































































































































































































































































































RAILROADS AND MINIMUM WAGES 


Representative Hook, of Michigan, O’Toole, of New York, 
Huber, of Ohio, and Price, of Illinois, have introduced, respec- 
tively, H. R. 3841, H. R. 3844, H. R. 3837 and H. R. 3839, iden- 
tical bills to provide for amendment of the fair labor standards 
act of 1938. They are companion bills to S. 1282, introduced 
by Senator Mead, of New York, proposing establishment of a 
minimum wage of 65 cents an hour in lieu of the present mini- 
mum of 40 cents an hour, immediately on enactment of the bill, 
with increases in the minimum each year thereafter until a 
minimum of 75 cents an hour has been reached (see Traffic 
World, July 21, p. 178). The House bills contain the same 
language as the Senate bill with respect to exemption of certain 
classes of transport workers from its provisions. 








































































































GA. & FLA. WAGE DISPUTE 
The White House has made public a report of an emergency 
board appointed to investigate a dispute between the Georgia 
& Florida Railroad and certain of its employes represented 
by the Brotherhood of Locomotive Engineers, Brotherhood of 
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Locomotive Firemen and Enginemen, Order of Railway Con- 
ductors of America and Brotherhood of Railroad Trainmen. 

The board said the 125 employes involved sought increases 
in their wage rates to the level of “those which are standard 
in southeastern United States,’ and that the present wages 
represented, on an average, 76.32 per cent of the “standard” 
wages. The board said the carrier could not meet the full de- 
mand for standard pay, but that an increase of 4 cents an hour 
could be afforded the operating employes of the carrier “without 
jeopardizing the primary obligations of the receivers and with- 
out conflicting with the standards legally established for the 
purpose of controlling inflationary tendencies.” It recommended 
such an increase, effective as of April 30, 1945. 


Railroad Brotherhoods’ Demands 


A straight 25 per cent increase in existing wage rates, with 
a minimum money increase of $2.50 on the basic day, is the 
first of 45 demands served on all United States railroads July 
24 by the Brotherhood of Railroad Trainmen and the Brother- 
hood of Locomotive Enginemen. The remaining members of 
the “Big Five” operating brotherhoods—the Order of Rail- 
way Conductors, the Brotherhood of Locomotive Firemen and 
Enginemen, and the Switchmen’s Union of North America— 
are expected to serve their demands within the next few days. 
The five unions represent an estimated 400,000 workers. Rail- 
road sources estimate that a 25 per cent increase for all 
operating workers would cost the carriers about $250,000,000 a 
year. e 

Among the:other demands of the first two brotherhoods 
to submit proposals are those involving overtime pay, a wage 
differential for night werkers, a differential for yard conductor- 
foremen, overtime pay for Sundays and seven stipulated holi- 
days, restrictions on length of trains, a proposal to standardize 
wage rates between the territories, and proposals covering uni- 
forms and watch inspection. 

While working rules on the nation’s railroads vary con- 
siderably, and some of the proposed changes or additions may 
prevail at present on several of the roads, most of the 44 
proposals covering rules and working conditions represent 
changes or additions to the present contracts. 

In addition to the flat 25 per cent wage boost, the B. of L. E. 
and the B. of R. T. demand that “the same percentage of in- 
crease shall be applied to all arbitraries, differentials, miscel- 
laneous rates, special allowances, and to daily and monthly 
guarantees.” 

Clause 2 would standardize wage rates between the terri- 











. in effect on railroads in the western territories shall be 
not less than rates in effect on railroads in the eastern and 
southeastern territories.” 

Whereas the basic day’s work for trainmen and conductors 
is now generally 150 miles or 74% hours, Clause 3 would reduce 
this by one-third, proposing that “one hundred miles or less 
(straightaway or turnaround), five hours or less, except as pro- 
vided in the short turnaround passenger rule, shall constitute a 
day’s work. 

The brotherhoods propose that overtime in all passenger 
service, now generally paid for at straight time rates, ‘shall be 
paid for on the minute basis at a rate of time and one-half.” 

While there has been no differential for night work in 
effect generally since the First World War, the brotherhoods 
now propose a 10c hourly increase in the “established hourly 
rates for local freight, transfer or belt line, mine run, road 
switcher, yard and unclassified service . . . for service per- 
formed between 6:30 p. m. and 6:30 a. m.” 

A flat money increase of $1.50 daily in the basic daily rate 
for yard conductors (foremen) over the rate for yard trainmen 
(helpers) is demanded. 

Whereas the general practice has been to pay at straight 
time rates for work performed on Sundays and holidays, the 
brotherhoods are demanding time and one-half for all service 
performed on Sundays and on the following holidays: New 
Year’s Day, Washington’s Brthday, Decoration Day, Fourth of 
July, Labor Day, Thanksgiving Day and Christmas, and “on 
any other holidays established by state or nation.” 

Though it has not been the universal practice that in all 
classes of road service, other than passenger, regular members 
of crews shall be relieved from duty as a unit at end of run 
or trip, this is now advanced as a demand. 

In an effort to obtain through direct negotiations with the 
railroads what the unions have not been able to obtain through 
legislative enactment, the two brotherhoods propose in Clause 
33 of their demands, that ‘the maximum length of any freight 
train ... shall not exceed 3,000 feet or 70 cars, and the maximum 
length of any passenger train ... shall not exceed 1,200 feet 
or 14 cars.” 

Clause 35, covering sick leave, demands the following: 































































































































































































tories by stipulating that “all existing basic daily wage rates. 
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1 to 5 years service, 7 days at the basic rate of pay; 5 to 15 
years service, 14 days; 15 to 20 years service, 21 days ; 20 
years service or over, 30 days; with the additional provision 
that “in the event all or part of sick leave is not absorbed, 
time shall accumulate from year to year.” 

; At present there is no uniform sick-leave clause in exist- 
~<a between the brotherhoods and the nation’s rail- 
roads. 

Clause 42 would require the railroads to pay employes 
“for time consumed at pro rata rate with minimum of 2 hours 
at the rate of last service performed when required to have 
watches inspected.” No general provision covering watch in- 
spection now exists in prevailing contracts. 

Clause 43, covering uniforms, likewise represents a new 
demand not generally covered in existing contracts. The broth- 
erhoods propose that “when employes are required to have 
uniforms, such uniforms shall be furnished, cleaned and pressed 
without cost to the employes.” 

Other proposals incorporated in the demands of the two 
brotherhoods represent amendments or additions to existing 
working rules, and cover such matters as minimum daily earn- 
ings for road and yard service, minimum guarantees for regular 
and extra service, provisions governing terminal delays, pay- 
ment for qualifying, attending investigations, etc., deadheading, 
pilot service, consist of crews, defining yard work, double-head- 
ing, and eating and sleeping accommodations. 

In addition to the above demands, the B. of R. T. presented 
separately demands on all roads for yardmasters and dining 
car stewards which the brotherhood represents. These pro- 
posals follow closely those presented jointly by the two broth- 
erhoods. 

Under the rail labor act, direct conference between the 
brotherhoods filing demands and the carriers will take place 
within 30 days. The brotherhoods ask. each railroad to reply to 
their proposals in writing on or before Aug. 3, 1945, and further 
request that “in event settlement is not reached in conference 
with you, that this company join with other companies in 
authorizing a national conference committee to represent them 
in dealing with the subject insofar as the wage demand and all 
rules, covered by articles 1 to 6 inclusive and article 8 are con- 
cerned.” 

The fact that all five operating brotherhoods did not present 
their demands jointly would possibly indicate that there may 
not be unanimity of opinion among them in the pending 
negotiations, and a national official of one of the brotherhoods 
indicated that such was the case. 


LATIMER AND WAGE RESEARCH 


In a press conference in Washington, July 25, Eric Johns- 
ton, president of the United States Chamber of Commerce and 
chairman of a committee appointed by the Office of War 
Mobilization and Reconversion to study “annual wage” and 
“guaranteed wage” proposals, announced that the committee 
had appointed Murray W. Latimer, Railroad Retirement Board 
chairman, as head of its research division. 

Mr. Latimer was present at the conference and subjected 
himself to questioning by reporters. He said he did not plan to 
leave the Railroad Retirement Board. Railway labor, he said, 
was “interested” in the “guaranteed wage” plan that the 
Johnston committee was studying. Other members of the com- 
mittee are Mrs. Anna Rosenberg, a district director of the 
War Manpower Commission; Philip Murray, president of the 
Congress of Industrial Organizations, and Albert Goss, of the 
National Grange. 


C. A. & E., North Shore Dispute 


Representatives of the Brotherhood of Railroad Trainmen 
and the Brotherhood of Locomotive Firemen and Enginemen 
and of the Chicago, Aurora & Elgin and the Chicago North 
Shore & Milwaukee railroad companies were meeting July 26 
to seek a compromise in their wage dispute. Further meetings 
were scheduled to be held July 27. The unions, which repre- 
sent about 515 collectors, conductors and motormen on the 
two suburban electric railroads, offered to reduce by 4 cents 
their original demands for hourly wage increases of 12-16 cents. 
The carriers have offered a pay raise of 4 cents an hour, or 
2 cents an hour plus a week’s vacation with pay. 

A hearing in the Aurora case, conducted by the three- 
man emergency board appointed by President Truman and held 
in the federal courthouse, Chicago, ended at noon July 24. 
Arguments on both sides closely followed the pattern set in 
the earlier hearing involving the Chicago, North Shore & Mil- 
waukee (see Traffic World, July 21, p. 179). 

G. E. Meade and John A. Zanger, vice-presidents, respec- 
tively, of the B. of L. F. and E. and the B. of R. T., argued 
in the Aurora case that there exists a standard scale of wages 
on the nation’s railroads, that the Aurora operations /are similar 
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to those of a steam railroad furnishing suburban service, and 
that the employes are entitled to the increases asked. Mr. 
Meade said that the nation will experience bread lines like 
those in the 1930’s unless the mass purchasing power is sus- 
tained and expanded. 

Walter Swanson, secretary and auditor for the trustees of 
the Aurora & Elgin, testified the railroad would be unable to 
continue operations after the war if the wage increase asked 
by the brotherhoods were granted. Financial exhibits were in- 
troduced showing that the estimated annual cost of the increase 
for only the 137 employes involved would be $67,259.77. In 
the period from 1931 to 1944, Mr. Swanson said, operating 
expenses exceeded operating revenue except for the year 1942. 
Nonoperating revenue enabled the road to show a small net 
income in these years. Ralph Bradley, attorney for the road, 
in his summary told that board that all the other railroad prop- 
erties about which the brotherhoods introduced evidence were 
carriers of large quantities of freight, unlike the Aurora & 
Elgin and the North Shore roads. The brotherhoods are at- 
tempting, he said, to apply standard of steam railroads to 
another industry, interurban electric lines. 

The emergency board, composed of Judge John W. Yeager 
of the Nebraska Supreme Court, Judge Roger I. McDonough 
of the Utah Supreme Court, and Robert W. Woolley, attorney, 


of Washington, D. C., must submit its report to the White 
House by Aug. 6. 


REPORT IN W. I. & M. LABOR CASE 


The White House has announced that an emergency board 
appointed by Chairman Schwartz, of the National Mediation 
Board, to investigate a dispute between the Washington, Idaho 
& Montana Railway Co. (a subsidiary of Potlatch Forests, Inc.), 
and employes represented by the United Brotherhood of Car- 
penters and Joiners of America, has recommended denial of 
demands of the employes for increased rates of pay and for a 
basic 40-hour week. According to the announcement, the union 
sought establishment of a minimum rate of 82% cents an hour, 
the rate allowed by the War Labor Board for employes of the 
parent company of the railroad, engaged in lumber and saw- 
mill operations. Members of the emergency board were: Rich- 
ard F. Mitchell, Iowa Supreme Court judge, chairman; Herbert 
B. Rudolph, of the South Dakota Supreme Court, and Ernest 
N. Tipton, of the Missouri Supreme Court. 


RE-EMPLOYMENT OF VETERANS 


Henry A. Scandrett, trustee, Chicago, Milwaukee; St. Paul 
& Pacific Railroad Co., has written a letter dated July 24 to all 
department heads, stating the company’s policy towards vet- 
erans returning to employment on the Milwaukee road. Pledg- 
ing that the company will observe scrupulously all legislative 


enactments defining veterans’ rights, Mr. Scandrett continued 
in part: 


I am sure they don’t want us to make a fuss over them, and I know 
that many, and perhaps most, of them will not want to talk about their 
war experiences. What they will want most is to get back in the groove. 
Let our whole attitude show them unmistakably that we are happy to 
have them with us again and then let’s prove it by the way we go 
about the job of smoothing the rough spots for them. ...A good many, 
because of injuries, will not be able to perform their former duties. 
Each of these is a special case and sympathetic study and effort must 
be devoted to it to find the best place where these men can be fitted 
into the organization. 

There will be many who have received specialized training during 
their war service, and are capable of filling more important positions 
than they held when they left us—in some cases in entirely different 
lines of work. They should be given their chance to show their new 
capabilities. If to do this involves complications because of our agree- 
ments with labor organizations, we should try jointly to compose such 
situations... 


Approximately 6,500 employes of the Milwaukee road have 
entered military service, of whom about 130 will never return. 


WOMEN EMPLOYED BY RAILROADS 


Women employes of Class I steam railways in April con- 
stituted 8.16 per cent of the grand total of employes of all 
divisions reporting, said the Commission’s Bureau of Trans- 
port Economics and Statistics in statement No. 4517, Number 
of Females Employed by Class J Steam Railways, Month of 
April, 1945. 

The grand total of all reporting divisions, the bureau con- 
tinued, was 1,420,511, and of these 115,876 were women. It 
said the total of reporting divisions in which females were 
included was 1,122,464, of which 115,876 or 10.32 per cent were 
females. 

The largest number of women, 80,026, were employed in 
the professional, clerical, and general group, and of that total, 
more than half, or 42,782, were clerks (B and C). 

In the maintenance-of-way-and-structures group 955 women 
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were employed as “section men,” 640 as “extra gang men,” 
and 57 as gardeners and farmers. In maintenance of equipment 


-and stores 4,598 women worked as skilled trades helpers and 


4,480 as general laborers in shops, enginehouses, and power 
plants. 


Rail Labor Recruitment 


In a statement issued in connection with the placing of 17 
western railroads on the “national production urgency list” by 
the War Production Board, J. D. Small, acting chairman of the 
W. P. B., said that the nation’s railroads faced their most criti- 
cal period of the war ‘in the months ahead.” 

He noted that the War Manpower Commission had ac- 
corded “priority 1,” heretofore reserved for military programs 
of the highest urgency, to interregional orders from these rail- 
roads. This, he said, would permit them to recruit labor out- 
side their own manpower regions and authorize local W. M. C. 
offices to refer qualified workers in 22 occupations to the roads 
without requiring certificates of availability. 

The railroads accorded the top manpower priority are: 
Atchison, Topeka & Santa Fe; Chicago & North Western; Chi- 
cago, Burlington & Quincy; Chicago, Milwaukee, St. Paul & 
Pacific; Chicago, Rock Island & Pacific; Denver & Rio Grande 
Western; Great Northern; Missouri, Kansas & Texas; Missouri 
Pacific; Northern Pacific; St. Louis & San Francisco; Southern 
Pacific; Texas & New Orleans; Texas and Pacific; Union Pa- 
cific; Western Pacific; and the Spokane, Portland & Seattle 
Railroad. 

The same priority has been accorded to the Pullman Co., 
repair operation, Chicago and west, and affiliated railroad op- 
erations such as terminal companies and refrigerator car lines 
operating for the lines listed. 

Mr. Small’s statement follows: 


We have achieved tremendous production for this war. Now we 
must deliver the goods. 

To speed final victory, we must mass all of our power in the Pacific. 
Millions of our soldiers are being landed at east coast ports and sent 
overland for later reembarkation in Pacific ports. We are salvaging all 
we can of the weapons and other materiel in Europe and much of it as 
well as a vast tonnage of new equipment must go west. 

The railroads have to carry about 88 per cent of the redeployment 
load. They must also carry food and other supplies to support the cam- 
paign against Japan and to aid our allies in liberated areas. 

On America’s railroad workers fall a vital share of the task of 
securing final victory. The quicker they do their job, the quicker our 
fighting men can complete theirs. 

We are told that 100,000 workers with necessary experience who are 
not now in railroad work are needed today and that about 65,000 are 
needed on the western railroads, on which much of the burden will rest. 

To facilitate the recruitment of these needed workers, the Produc- 
tion Executive Committee of the War Production Board has accorded 
an Urgency Rating 1 to the operation of these roads, including repair 
and maintenance of their equipment. W. M. C. has also announced the 


relaxation of restrictions on interregional recruiting. This action places 


the 17 western railroads in the highest production urgency bracket, 
which has been limited throughout the war to top military programs. 


Airline Employe Wage Increases 


The White House announced on July 26, that an emergency 
board of the National Railway Labor Panel had recommended 
system-wide wage rate increases for ground radio operators 
ot American Airlines, Northwest Airlines and Braniff Airways, 
and increases for armed guards employed at La Guardia Field, 
New York, by the Atlantic division of Pan American Airways. 

The board said that 287 ground radio operators employed 
by American had asked for increases averaging $12.30 a month, 
that 95 operators employed by Northwest Airlines had asked 
for increases averaging $16.32 a month, and that 60 operators 
employed by Braniff Airways had sought increases averaging 
$12.17 a month. It recommended that increases averaging the 
following amounts be granted: To American Airlines operators, 
$7.50 a month; to Northwest operators, $8.08 a month; to Braniff 
operators, $11.20 a month. 

According to the report, 38 guards of Pan American who 
now received $125.50 to $160 a month asked for increases to a 
range of $150 to $185 a month. The board recommended in- 
creases to a range of $150 to $180 a month. It noted that super- 
visory guards of Pan American received a “differential” of $10 
a month more than the other guards and that they asked for an 
addition of $2.10 to the differential. The board said the differen- 
tial should not be.changed. 

In its announcement, the White House said, in part: 


The wage requests, which were submitted jointly by the carriers 
and labor organizations, were referred to an emergency board by’ H. H. 
Schwartz, chairman of the panel, following appeal of the parties for a 
review of previous denials of proposed revision of wage scales. The 
recommendations of the board, in such cases, are subject to the review 
of the Director of Economic Stabilization. 

The board reviewing the cases consisted of Norman J. Ware, chair- 
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man, industrial relations consultant, of Hartford, Conn.; Robert D. Cal- 
kins, dean, School of Business, Columbia University; and John A. Fitch, 
of the New York School of Social Work. In the hearings before the 
board the radio operators were represented by the Air Line Communica- 
tion Employees Association (independent); the guards, by the Inter- 
national Association of Machinists (A. F. L.). 


Maritime Union Demands 


As it concluded a hearing on demands of maritime workers’ 
unions for increases in hourly wage rates, with “time and a 
half” for hours worked in excess of 40 hours a week (See Traf- 
fic World, July 14, p. 106, and July 21), the National War 
Labor Board, over protests of union spokesmen, announced that 
it would permit filing of supplementary briefs by the parties, as 
requested by employer representatives, on or before a date to 
be announced later by the board. 

Union representatives objected to this ruling by the board 
because, they contended, filing of such briefs would mean un- 
necessary delay in the reaching of a decision by the board, and, 
while the case remained undecided, the affected employes and 
their families would be “starving.” John Rogan, chairman of 
the port committee of the National Maritime Union (C. I. O.), 
advised the board that the unions had “promises” from former 
War Mobilization Director Vinson, Stabilization Director Davis 
and other government officials that their case would be decided 
not later than August 1. 

“We expect the board to live up to that promise,” he added. 

Chairman Taylor, of the N. W. L. B., said the board would 
make every effort to reach a decision as quickly as possible, 
but warned the unions against going ‘‘on the pressure road.” He 
suggested that continuance of picketing of War Shipping Ad- 
ministration offices by union members might prejudice the 
unions’ case before the board, and asked that the picket lines be 
removed, but Howard McKenzie, president of the N. M. U., 
gave the board no assurance on that point. It was his conten- 
tion that the unions did not have such access to newspapers as 
the employers had, and that picketing and the carrying of 
placards was their best means of informing the public of the 
needs and demands of the maritime workers. 


Post-War Strike Threat 


Earlier, Vincent J. Malone, representing the Marine Fire- 
men, Oilers, Watertenders and Wipers Union, voiced a threat 
of a post-war strike of maritime union members if their present 
wage structure remained unimproved. He said his union was 
prepared to spend up to $1,000,000 for strike purposes. Mr. 
Rogan said that the seamen would maintain their ‘‘no-strike” 
pledge for the duration of the war, but that they were in a posi- 
tion to use political and economic pressure to raise their wages, 
if they so desired. 


The board, on completion of statements by the union spokes- 
men, had before it two differing points of view with respect to 
the issues involved. Richard Gladstein, counsel for the Marine 
Cooks and Stewards Union, contended that, as to wages, in- 
creases in the allegedly sub-standard “basic rates’’—those in 
effect before the war—were sought, and that war risk bonuses 
paid for voyages into hazardous waters in the war period did 
not enter into the “basic rate’? consideration. Spokesmen for 
other unions, including the N. M. U., averred that a part of the 
wage increase represented by war risk bonuses (which increase 
in some cases amounted to as much as 100 per cent) should be 
considered as an increase in the basic rate. In general, the unions 
agreed that the basic wage rates of their members, which they 
said averaged 34% cents an hour for “novice” ratings and 42 
cents an hour for skilled workers, should be increased to 55 
cents an hour, in accordance with “War Labor Board stand- 
ards,” and that there should be wage increases to offset “take- 
home pay” losses resulting from downward adjustment of war 
risk bonuses on certain ocean voyages by the Maritime War 
Emergency Board. 


John J. Burns, New York City attorney representing gen- 
eral agents for the War Shipping Administration, contended 
that the actual earnings of ordinary seamen, exclusive of war 
risk bonuses, averaged 72 cents an hour, rather than 34% cents 
an hour. He said that basic wages had been increased 20 per 
cent since January, 1941, and that in many instances able-bodied 
seamen had incomes averaging $250 a month. He maintained 
that compliance with the maritime workers’ demands would 
serve to destroy the American merchant marine. 


Value of Board, Lodging 


Mr. Burns said that there were 37 general agents of the 
W. S. A. who operated a total of 1,500 dry cargo vessels for 
the federal government; that 45,000 unlicensed personnel who 
were members of the N. M. U. were employed on these ships, 
and that any increase granted by the W. L. B. to one group of 
shipboard workers would probably result in similar claims from 
other maritime unions. The seamen’s claims, he averred, ignored 
the value and quality of board and lodging provided for each 
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seaman. He estimated that the approximate cost of such serv- 
ice while a ship was at sea was $75 a man a month, and said 
that each seaman received $5.20 a day while in port if board 
and lodging were not furnished. 

After citing rulings by the N. W. L. B. and the Maritime 
War Emergency Board that war risk bonuses were not wages 
and could not enter into any consideration for wage increases, 
Mr. Burns said that “it comes with ill grace for the union, which 
has received this special compensation as a reward for the 
hazards of war, to insist now that seamen are subject to unjust 
discrimination when their war risk bonus is adjusted to reflect 
the elimination of much of the risk formerly faced in the Euro- 
pean war theater.” 

“The union’s proposal to increase the wages of an able 
seaman from $100 per month to $184 per month,” he said, 
“would further widen the difference in wages paid foreign sea- 
men. The monthly wages for able seamen on ships of other 
leading maritime nations are: Great Britain, $56; France, $54; 
Norway, $58, and Sweden, $53.” 

Others who appeared before the board on behalf of em- 
ployers were Gregory M. Harrison, counsel for the Pacific 
American Shipowners Association, and A. V. Cherbonnier, rep- 
resenting 10 east coast steamship companies. 


Labor Department Report 


Secretary Schwellenbach, of the Department of Labor, is- 
sued a report showing that, on the basis of a Bureau of Labor 
Statistics survey, war risk bonuses for seamen employed in the 
maritime industry accounted for about 50 per cent of their earn- 
ings. He said the survey covered 999 seamen in nine different 
ratings aboard dry cargo vessels. The war risk bonus payments, 
he said, represented from 46.1 per cent of all earnings in the 
case of able-bodied seamen who worked in that rating in the 
year to 54 per cent of all earnings by ordinary seamen. His 
report continued as follows: 


Average number of days worked for nonofficer personnel ranged 
from 278 for oilers to 300 for messmen, and average net annual income 
from $1,991 for messmen to $2,300 for oilers who worked part of the 
time on higher paid jobs. This conclusion is based on those seamen 
covered who were employed from 8 to 11 months during the 12 months, 
October 1, 1943, through September 30, 1944. 

The typical able-bodied seaman, numerically the largest occupation 
in the deck department of a dry cargo vessel, remained in his occupa- 
tion during the entire period covered by the survey and averaged 286 
days of work either aboard ship or in port. The typical AB earned a 
gross gross of $2,596 which was reduced by income tax and other de- 
ductions at the source to a net of $2,185. While employed aboard ship 
under signed articles, he earned a total of $2,555, divided as follows: 
$934, or 36.6 per cent, in wages; $378, or 14.8 per cent, in overtime work; 
$1,230, or 48.1 per cent, in war risk bonus; $13, or 0.5, in penalty cargo 
bonus, explosive bonus, or other minor items. The survey presents a 
similar analysis of earnings by other job classifications. 

The typical season covered in the survey represents 546 of a total 
of 999 seamen in nine different ratings. These 546 remained on their 
jobs for nearly 10 months out of 12. The remaining 453 remained at 
work either for periods less than 8 months or for 11 months and longer. 
Among the former, 70 seamen were found to have been employed in the 
maritime industry less than 3 months, with an equal number in the 
latter group found to have worked 11 months or longer. Among the last, 
23 seamen stayed on the job in active service for 350 or more of a pos- 
sible 365 days. These incuded 6 radio operators, 5 able-bodied sea- 
men, 4 pursers and pharmacist clerks, 3 oilers, 2 second assistant engin- 
eers, 1 chief cook, 1 messman and 1 ordinary seaman. 


N. Y. STEAMSHIP-MOTOR CARRIERS’ COMMITTEE 


With a view to expediting the movement of export and 
import freight at piers in the Port of New York, a Joint Steam- 
ship-Motor Carriers’ Committee has been organized through 
auspices of the Maritime Association of the Port of New York, 
the Motor Carrier Association of New York, and the New York 
State Motor Truck Association. At an organization meeting 
held July 13, Joseph M. Arnold, assistant manager, Maritime 
Association, was elected chairman of the joint committee. A 
code, outlining methods of handling freight, has been adopted 
individually by practically all of the steamship lines in the 
foreign trade. 

The six-point code provides, in brief: 


1. Outward and export cargo must not be delivered to any steam- 
ship pier until a permit is received from the steamship company, indi- 
cating the date on which such dglivery is to be made. 

2. When a truckman delivers to a pier, on one truck, shipments 
for more than one port, it shall be his obligation to ‘‘port’’ only those 
shipments whose total weight for any one port is 1,000 pounds or more. 

3. On inward cargo the truckmen shall not be required to provid« 
labor to sort freight from piles. 

4. The hours for receiving and delivering cargo on piers will be 
from 8:00 a. m. to 4:00 p. m. Monday through Friday inclusive, and 
from 8:00 a. m. to 11:00 a. m. on Saturday. 

5. The responsibility of engaging or assigning helpers to mak 
deliveries to the piers is with the truckman. 

6. When a truckman delivers to a pier a part lot shipment, thé 
steamship company shall sign the side ticket or part lot receipt which 
can be exchanged for a dock receipt for the entire shipment when it 
has been finally delivered. 
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Postwar Ship, Yard Disposal 


Harvard School of Business Administration Study, Based 
on Survey Asked by Navy and Maritime Commission, 
Places Major Responsibility for Postwar Ship- 
ping and Shipbuilding on the Government 


By SHIRLEY D. MAYERS 


Declaring that the federal government must assume 
primary responsibility for postwar U. S. shipping and 
shipbuilding industries, the Harvard School of Business Admin- 
istration has submitted to the Navy Department and the Mari- 
time Commission a 434-page report based on a survey conducted 
by Harvard at the request of the Navy Department’s Bureau of 
Ships and the Maritime Commission. The latter agencies have 
issued.a summary of the report prepared by the authors. 
For the same reason that the government must assume 
this responsibility, continued the Harvard report, private enter- 
prise in these industries had no right to insist completely and 
without limitations and restrictions on its “usual prerogatives.” 
“On the other hand,” said the report, “private enterprise 
has much opportunity for service and proper reward within the 
framework of government’s responsibility for maintaining suit- 
able shipping and shipbuilding industries in the United States. 
“That the federal government and private enterprise have 
not in the past played their roles with full effectiveness is 
demonstrated by the fact that on two occasions the country 
was dangerously close to being unable to get the ships and ship- 
yards it needed for its actual defense. Nor may it be prudently 
assumed now that ships and shipyards will not again be needed 
for national security. Major responsibility for the future rests 
upon the federal government inasmuch as it now owns such 
a high percentage of existing ships and shipyards, and inas- 
much as private enterprise alone according to all indications 


will not supply ships and shipyards adequate for the country’s 
national security.” 


Ships and shipyards, said the report, enhance the national 
welfare by contributing to national security and national pros- 
perity. It said the demands of “national security,’”’ which was 
a broader term than “national defense,” were so great, however, 
that natural forces, such as the economic demand for water 
transportation or private enterprise seeking profit, would not 
bring about by themselves alone the existence in the United 
States of either the number or the kind of ships and shipyards 
required for national security. 


“Long-Run Policy” Advocated 


In meeting its responsibility the federal government’s first 
task was clearly to define its goals with respect to ships and 
shipyards and then to develop, adopt, and execute a long-run 
policy designed to attain these goals, said the report. The 
government’s second task, continued the report, was to have 
a sound program for the use and disposition of the ships and 
shipyards that would be in existence at the end of World War 
II. It said the development of such a program, that must be 
integrated into the long-run policy, presented by far the most 
important immediate problem to be met if any long-run policy 
was to be successful. 


The survey was conducted by Professors James W. Culliton 


and Harvey P. Bishop and Messrs. James M. Knox and Paul F. 
Lawler. 


With respect to the government’s second task, the develop- 
ment of a sound program for use and disposition of shipping 
facilities existing at the end of the war, the authors summarized 
their conclusions as follows: 


(1) That any program for the use and disposition of government- 
owned ships and shipyards to be satisfactory should fulfill the following 
principles: 

(a) It should be designed to achieve the goal of assuring the 
country that it will not fail a third time to have the ships and ship- 
yards it needs for national security. 

(b) The minimum needs of the country for ships and shipyards for 
national security should be determined as accurately as possible. 

(c) All the ships and shipyards on hand at the end of the war 
should be physically examined and graded as to relative quality accord- 
ing to accepted standards. 

(d) Starting with the highest quality and moving down to the 
lowest: (1) Some, the best, should be used. (2) Some, the next best, 
should be laid up ready for use. (3) Some, the poorest, should be 
rendered useless as ships and shipyards by scrapping, dismantling, 
Salvaging, or any other appropriate means. 

(2) That these principles be fulfilled by a program which has the 
two following characteristics: 

(a) A continued striving to attain the goal of having adequate ships 
and shipyards by a combination of public and private enterprise. It 
should recognize and strengthen the rights of private ownership and the 
opportunities of private enterprise to help achieve the goal, but likewise 
it should realistically recognize that in all probability privately owned 
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property will not fulfill the country’s needs and will have to be supple- 
mented by government action. 


(b) An insistence upon the federal government’s assuming the 
responsibility for attaining the goal by the best possible means. 


(3) That, in summary, any program.to be satisfactory must be 
able to answer affirmatively the question: 


‘“‘Does the program propose to use and dispose of the ships and 
shipyards in such a way that the country will actually have the ships 
and shipyards it needs when it needs them?’’ 


Recommendations Regarding Ships 


The authors of the report summarized their major findings, 
saying: (1) That as a basic policy the government should (a) 
sell ships, (b) avoid delay in selling ships, (c) fulfill contractual 
obligations, (d) refrain as a general rule from operating com- 
mercial services, (e) adopt a “one-price” policy, (f) make the 
adopted price policy “firm,” and (g) put some ships in reserve 
and effectively ‘sterilize’ them. 

On a basis of these policies, the report continued, the gov- 
ernment should adopt a definite program with respect to sur- 
vey and repair of ships, pricing, calculating and adjusting 
prices, sales procedure, charter, ships not sold or chartered, 
and terms and restrictions. 

All ships should be surveyed and those that were obviously 
unfit should be scrapped immediately, said the report, adding 
that for some ships, the cost of conversion from military use 
to commercial use would be greater than the price that could 
be obtained for the ship. Obsolete ships in the latter category 
should be scrapped, the report recommended, and good ships 
in the same category that had been declared surplus by the 
armed forces should be sold immediately to the Reserve Fleet 
Maintenance Corporation. All ships, except Liberty ships, that 
were sold to private carriers should be converted from military 
condition to commercial operating condition, the report recom- 
mended, and all ships that were sold should be placed in safe 
operating condition and all war damage repaired. The costs 
of repair and conversion should be paid by the government, 
which should arrange for private shipbuilding and repair com- 
panies to do the work, the report said. 


Purchaser “Priority List” 


The authors recommended that ships should be offered 
for sale immediately on termination of the war with Japan. 
They suggested that some types might be offered earlier, if that 
could be done without favoritism to any group of purchasers. 
Until the end of the “United Maritime Council Agreement,” 
they continued, sales should consist of a passing title without 
a release of government control. 

Ships, except Liberties, T-2’s, and those over 15 years old, 
continued the report, could be offered for sale on a basis of 
prices suggested in the report, to prospective purchasers in the 
following order: (1) Contractual obligations, (2) U. S. flag 
operators, (3) R. F. M. C. for balanced reserve, and (4) foreign 
flag operators. 

“As many ships as possible should be offered to each group 
as soon as possible; each ship which has not been purchased 
by the first three groups should be made available to foreign 
operators not later than six months after its original offering,” 
the report recommended. “If the supply of any type obviously 
exceeds the demand, the six months’ period should be shortened, 

“Liberties, T-2’s and ships over 15 years old should be of- 
prev to all purchasers, both domestic and foreign, simultane- 
ously.” 


With respect to chartering of ships, the report recom- 
mended that: 


(1) Some ships should be made available on a charter (lease) basis 
to both domestic and foreign operators who need ships temporarily 
until ships suited to their requirements can be built. 

(2) Liberty ships and ships over 15 years old should be made avail- 
able for charter as soon as for sale. Other type ships should not be 
chartered until they have been offered for sale to all classes of pur- 
chasers and have not been sold. 

(3) The charter price should be sufficiently high, as compared with 
the sales price, so that long term chartering is discouraged. 

(4) The charter period should be not less than one year. 


" As to ships not sold or chartered, the report recommended 
that: 


(1) Ships should not be offered for sale or charter indefinitely. 
The offering should be discontinued as of some definite, early date 
which has been announced in advance. 


(2) The good ships which have not been sold or chartered under 
the above procedures should be sold to the Reserve Fleet Maintenance 
Corporation for the residual reserve. 


(3) Remaining ships which are in need of substantial repairs or 
whose usefulness is doubtful should be scrapped. 


United States citizens who purchased and operated ships 
under the U. S. flag, said the recommendations, should have the 
privilege of returning the ships to the U. S. Maritime Commis- 
sion at purchase price less depreciation, at five per cent a year 
to the date of return, provided that at the time of return they 
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entered into a contract with a United States shipyard for the 


construction of a new ship to replace the one returned to the 
government, 


Recommendations as to Shipyards 


With respect to shipyards, the authors of the report rec- 
ommended that the government should adopt the following 
program: 

(1) Offer for sale to the yard owners at low prices the facilities 
owned by the government in private yards (scrambled facilities). 

(2) Enter into contracts with the private yard owners for the 
maintenance, idle, of any scrambled facilities not sold in (1). 

(3) Survey the results of steps (1) and (2) prior to disposing of 
new government-owned emergency yards. The military authorities 
should select from the emergency yards those additional facilities nec- 


essary as stand-by capacity for strategic reasons, for balanced capacity, 
or overflow from navy yards. 


(4) Offer for sale at ‘‘fair value’’ all new yards not to be preserved 


as a result of (3). ‘‘Fair value’’ should be based on an appraisal of 
normal prewar cost less depreciation. 


(5) Transfer to the Surplus Property Board for sale for other than 
shipbuilding purposes all facilities not preserved or sold in steps (1)-(4). 


The authors said their discussion of ships was limited to 
seagoing merchant-type vessels of 2,000 gross tons or more. 
They said its was estimated that by the end of 1945 the United 
States would possess 5,500 of these ships contrasted to a fleet 
of 1,400 in 1938. The percentage of the world fleet controlled 
by the United States, as measured in gross tons, would have 
risen, they said, from 16 per cent in 1938 to 62 per cent after 
World War ea. 

“Furthermore,” continued the report, “while the 1938 dry 
cargo fleet of the United States was largely composed of old 
and slow ships, the postwar fleet will be composed of over 4,000 
ships less than five years old and at least 1,000 with speeds of 
14 knots or over. In addition to the 1,000 fast ships, however, 
the fleet will also include approximately 2,500 emergency-type 
Liberty ships which are slow and expensive to operate. The 
Liberties have rendered invaluable service in waging the war, 
but their peacetime use is complicated by their design, their 
slowness, and their operating costs. 


Post-War Tonnage Needs 


“The tonnage of the 1945 fleet of the entire world will ex- 
ceed that of the prewar fleet by almost 20 per cent. If Liberties 
are considered unsatisfactory for competitive use and are 
removed from the picture, the tonnage of the world postwar 
fleet would be about 24 per cent under that of 1938. Thus, it 
seems as if there should be an opportunity to use all the good 
ships in existence plus at least some of the poorer ships for a 
time. The question therefore becomes: What should the United 
States do to use its ships most effectively in meeting the world 
demand for ships and in meeting its own needs with special 
reference to its security and prosperity in proper relationship 
to the peace and prosperity of the world?” 

Based on an analysis in the complete report, the authors 
reproduced figures to show that the maximum tonnage of 
ships that might be employed in the foreign trade was about 
4,135,000 and that the corresponding tonnage for the domestic 
trade was 5,050,000. In terms of deadweight, the report con- 
tinued, the minimum for all trades was about 8,900,000 and the 
maximum 13,350,000. The report added that although the 
authors had excluded ships on the Great Lakes, some estimates 
of the post-war fleet included them. They said that if the Great 
Lakes were included, with the assumption that the fleet was ap- 
proximately the same size as before the war, the aforementioned 
figures were increased by about 2,300,000 gross tons, or 3,500,- 
000 deadweight tons. 

“It should be emphasized that these figures show the total 
number of merchant ships which might fly the United States 
flag, not the number which operators might obtain from the 
existing fleet controlled by the government,” said the report. 
“While existing ships can fill many of the requirements, espe- 
cially for freighters in foreign trade and for tankers, they will 
not be really suitable for such other uses as the passenger or 
domestic cargo services. 

“The maximum size which has been shown here can be 
reached only if business conditions are favorable and if the 
government adopts a positive program for coordinating surplus 
disposal with long-range objectives. 

“The maximum cannot be exceeded to any great extent 
without endangering relations with other countries or the ade- 
quacy of other means of transportation within the United 
States. 

“Even if the maximum is attained, it will not be automatic- 
ally maintained. If the government and private enterprise to- 
gether do not assume their responsibilities for maintaining an 
adequate fleet, the United States flag fleet will gradually 
deteriorate not only in size but especially in quality. 


“Balanced” and “Residual Reserve” Fleets 
“For several reasons the demand for ships to be used under 
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foreign flags could not be so accurately appraised as the prob- 
able demand for United States flag vessels. We estimate, 
however, that the total demand from foreign flag operators 
for United States ships, both dry cargo and tankers, will ap- 
proximate 700 to 1.050 standard ships.” 

The report said it was foreseen that most types of national 
emergencies would probably require more ships than would 
be available in the U. S. operating fleet, and that for that rea- 
son, and especially because the United States will have on hand 
at the end of World War II a large number of ships that would 
be surplus for commercial operations, but “eminently suitable” 
for the requirements of national security, the authors recom- 
mended that the U. S. maintain a reserve fleet in two parts: the 
balanced reserve fleet and the residual reserve fleet. Th report 
continued: 


The balanced reserve fleet would be made up of ships of three 
general classes: (1) ships especially designed and constructed for carry- 
ing military personnel and cargoes, (2) merchant ships which were 
converted in order to render them more effective for war service, (3) 
merchant-type ships which will not be available in sufficient numbers 
in the operating fleet to meet the country’s needs for national security. 

It is recommended that the balanced reserve should include about 
1,000 ships which should be kept in first-class operating condition to be 
ready to supplement the operating fleet quickly in time of emergency. 

The residual reserve would include truly surplus ships (i. e., those 
surplus to the needs of the United States-flag operating fleet, of the 
United balanced reserve fleet, and of the foreign-flag operators) which 
still have some value. Before ships in this class are designated for 
the residual reserve, careful consideration should be given to the ques- 
tion of whether a ship should be scrapped. 

It is essential that the ships in both the balanced and the residual 
reserve fleets be sterilized to prevent them from competing with the 
commercial fleet in peacetime and from exerting undue pressure on the 
market for ships. As one means of accomplishing such sterilization, 
the authors suggest the creation of a reserve fleet maintenance corpora- 


tion to be responsible for the ownership and maintenance of the re- 
serve ships. 


While no one could safely predict the future of the U. S. 
Merchant Marine, said the report, the authors offered the 
following estimates as the most “optimistic” results of a surplus- 
disposal program as recommended: Approximate number of 
ships on hand, 5,500; ships that might be disposed of, 3,375, 
including 1,325 from U. S. operators, 1,000 from the balanced 
reserve, and 1,050 from foreign operators. leaving approxi- 
mately 2,175 ships to be included in the residual reserve or to 
be scrapped. 


Despite the fact that there would be a large number of ships 
for which no use was foreseen, continued the report, there would 
be deficits of ships for specific needs. The following tabulation 
was offered to give some idea of the probable range in the 
size of a construction program needed to fulfill these needs: 


Maximum Minimum 
BCR REO AEH COTO a a 0 86.0 60.6 50:0 5.600 0:00.b05. 006 40% 140 100 


eR OIE ONE 65 5.0, 5439 Sas:14 95s.6.0)s wk Co ware be bae-0bie 425 125 
Ree eee oe ar ere renee Fee 30 20 
IE oe hao ean brs bs Fike a dak waa ree eee 25 0 

a Bid hte ape hid tila ro ht Lihue toh ak wires eats 620 245 


These figures, said the report, were based on the tize of 
the fleet at December, 1945, as it was currently calculated, 
allowing for probable construction and losses. Thus, it said, 
under the most favorable conditions, approximately 600 ships 
might be built. 

“To assure a well balanced merchant marine, about 250 
ought to be built in the years after the end of the war,” said 
the report. “Even the smaller program, however, will not 
materialize unless the government and private enterprise to- 
gether work for the maintenance and development of an ade- 
quate United States merchant marine.” 


Shipyards and Shipbuilding 


The discussion, said the report, was limited to the larger 
yards building merchant ships of 2,000 gross tons and over 
and fighting ships of 300 feet or more in length. The yards, it 
said, might be divided into three groups: privately owned 
yards, newly built yards, and permanent navy yards. 


“The United States has not in the past been a leading 
shipbuilding country since the days of the Clipper ships, except 
during World War I,” said the report. “It can now outbuild any 
other country in both merchant and fighting ships. The large 
capacity alone indicates that a severe contraction will take 
place. Also, as section two of the full report has shown, there 
is a very large supply of merchant-type ships and there is not 
a large unsatisfied demand for new merchant ships. The situa- 
tion in Navy ships is similar. These facts emphasize the pros- 
pects of a decline in shipyard work.” 

The problem was complicated, said the report, by the huge 
growth in employment in the industry from less than 65,000 
workers in 1935 to more than 1,700,000 workers in 1944. 
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After reviewing the history of shipbuilding between the 
wars, the report said it shows that despite the fact that the in- 
dustry had reached “dangerously low levels” it was able to 
undertake and carry through successfully a building program 
that was so large that the nation’s enemies considered it im- 
possible. 

“We are convinced,” said the authors, “that a nucleus of 
privately owned yards will best assure the country of a versatile 
and progressive shipbuilding industry. The fact that private 
yards have their own capital risk will force them to be pro- 
gressive. At the same time a nucleus of privately owned yards 
should prove to be the least costly to the taxpayer; their costs 
must be competitive in order to stay in business.” 

There were three considerations, said the report, which, if 
over-emphasized, could lead to wrong decisions; namely, the 
large amount of the government’s investment, the re-employ- 
ment program, and the history of the disposal facilities after 
World War I. The report concluded: 


We envisage a period during the postwar years when the volume 
of naval building may be so small that there will be need for a choice 
between building ships in navy yards and having a serious weakening 
of the nucleus of privately owned yards. In view of the reliance which 
the country must place on a nucleus of privately owned shipyards, we 
are convinced that under such circumstances the good judgment of 
Navy Department officials will indicate that contracts should be con- 
centrated in the private yards. It will be unfortunate if legislation 
prevents such action as it has in the past. 


The foregoing comments have been designed to explain our con- 
viction that the disposal of the government’s facilities should be 
directed primarily to accomplish one objective: to provide the country 
with an expansible nucleus of privately owned shipyards. . 


In releasing the summary, the Navy Department and Mari- 
time Commission said the conclusions were those of the authors 
and did not necessarily reflect the ultimate policy of the two 
government agencies. 


Control of Exports and Imports 


The Foreign Economic Administration has announced 
establishment by it of general licenses covering exports to the 
Middle East, and has listed in its current export bulletin No. 
261 the commodities placed under general license. It said the 
effect of “this important relaxation of export control’”’ was to 
permit exports of “some 460 items” without the necessity of 
obtaining export licenses. 

“This is the first time that unlimited general licenses have 
been made available to exporters to the Middle East,” it said. 

“Exporters making shipments should place the symbol ‘“‘G” 
and the appropriate country number of export declarations. 

“Middle East destinations include Aden and Aden Pro- 
tectorate (including Kamaran Island, Perim Island and Sokotra 
Island); Anglo-Egyptian Sudan; British Somaliland; Cyprus; 
Egypt; Eritrea; Ethiopia; French Somaliland; Iran; Iraq; 
Khorya-Morya Island; Libya (including Cyrenaica and Tri- 
politania); Palestine; Saudi Arabia; Syria and Lebanon; Trans- 
Jordan and Yemen.” 

By its current export bulletin No. 262, the F. E. A. has 
advised exporters about changes in export controls, including 
addition of Greece to “Country Group G,” exportations to Tur- 
key, metal drums and containers to be filled with petroleum 
products, and establishment of limited distribution license for 
certain textile products and shoes to “Group K’” destinations. 


Coal Export Regulation 


Charles J. Potter, deputy solid fuels administrator, has an- 
nounced that, by issuance of its regulation No. 31, the Solid 
Fuels Administration for War has required that specific writ- 
ten authority be obtained from the S. F. A. W. to export cargo 
coal from the continental United States, with certain exceptions. 

Mr. Potter said that for coal moving by tidewater from 
continental United States to Canada, Mexico, Alaska, the 
Panama Canal Zone, Virgin Islands, and Puerto Rico, permis- 
sion of the S. F. A. W. must be received “as well as for exports 
to other countries receiving shipments in vessels traveling on 
ocean routes and the Gulf of Mexico.” 

“Coal moving to Cuba by car ferry is covered by regula- 

tion No. 31,” he said. “Exports of coal to Canada by car ferry, 
Great Lakes vessels and railroads are not subject to the regu- 
lation, nor is bunker coal taken aboard a vessel at tidewater 
ports for its own use.” 
_. The F. E. A. announced that import licenses for substan- 
tial quantities of automotive spare parts had already been is- 
sued by the government of India to representatives of exporters 
from the United States. It was understood that the Indian gov- 
ernment planned to continue this policy for the remainder of 
such items to be purchased in 1945, said the F. E. A. 

“This step does not mean the complete elimination of bulk- 
buying of automotive parts by India,” the F. E. A. continued, 
“for certain government purchases in limited amounts will con- 
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tinue to be made. Nevertheless, this change in policy on the 
part of India means a decisive step away from war controls 
and toward the resumption of normal commercial channels.” 


W. S. A. on Imports from S. A. 


The War Shipping Administration has reported that an 
“encouraging upswing” in imports from the west coast of South 
America has taken place, with establishment in June of a war- 
time record for homeward sailings from that area. 

The W. S. A. said that in June a total of 30 vessels were 
loaded at west coast ports of South America, 13 sailing for 
U. S. Atlantic coast ports, nine for Gulf of Mexico ports, two 
for Pacific coast ports, one for Mexico, one for Hawaii and 
four for Europe. It noted that shipments of manganese ore from 
Chile had been resumed after a lapse of two years. Continuing, 
it said: 

Ten ships carried nitrates for the United States and six for Mexico, 
Hawaii and Europe, bringing to 899,329 long tons the total of nitrates 
moved in the last fiscal year. The quota established by the War Produc- 
tion Board, 895,000 long tons, was attained and exceeded for the first 
time since the war started. The program for Europe and Egypt during 
the next nitrate season calls for another very heavy movement of 
nitrates, all of which will be carried in vessels under W. S. A. control. 

Eight ships were loaded with coffee, copper and copper ores for 
the United States. The W. P. B. copper requirements quota was 
attained, a total of 35,000 tons being imported, virtually equivalent to 


production in Chile and Peru. Six vessels brought tin, manganese 
and zinc. 


On the west coast of Central America two vessels took on coffee 
and miscellaneous cargoes for California ports during June and four 
were loaded with bananas for New Orleans discharge. 


W. S. A. LIVESTOCK FORWARDING CONTRACT 


The War Shipping Administration, by revised general order 
47, supp. 1, issued July 23, has ordered that, except as otherwise 
provided by the Administrator, forwarding contracts for the 
handling of livestock shall be designated “Forwarding Con- 
tract Livestock Form 6 15 45,” and shall be in the form identical 
with that provided for in the tonnage form of contract pre- 
viously adopted, with the exception of certain changes made 
in articles 1 and 2. . 





























W. S. A. RATE ORDERS 

The War Shipping Administration has issued its rate order 

No. 351, prescribing a maximum voyage charter rate and other 
provisions with respect to transportation of vegetable oil in 


bulk, in tankers, from the east coast of South America, to U. S. 
Atlantic and Gulf ports. 


W. S. A. CHARTER FORMS 


The War Shipping Administration, by general order 11, 
supplement 10, and general order 11, supplement 11, has adopted 
standard forms of time charter, respectively, for American-flag 
dry cargo vessels and American-flag tank vessels not heretofore 
under time charter to the United States. The forms are to be 
known, respectively, as ‘‘Warshiptime (Rev.) New Vessels” and 
“Warshipoiltime (Rev.) New Vessels.” 


SHIPBUILDING PROGRAM PROGRESS 


It was stated at the office of the U. S. Maritime Commis- 
sion that the government shipbuilding program contemplating 
more than 5,000 vessels of almost 60,000,000 deadweight tons ° 
at a cost of approximately $16,000,000,000, was nearly 90 per 
cent completed at the middle of July. A spokesman for the 
commission said it was estimated that 568 ships, totaling almost 
5,000,000 deadweight tons, would be delivered in the second 
half of 1945, and that production of about 69 vessels of close 
to 500,000 tons would take place in 1946. The program was 
begun in January, 1942. 


SALE OF OIL TANKER 


The Maritime Commission has announced that the bulk oil 
tanker YO-149 (ex-Fidelense), built in 1944, has been declared 
surplus by the navy and will be sold at public sale August 8. 
The commission said that the vessel was at Rio de Janeiro, 
Brazil; that information and permission to inspect might be ob- 
tained from Robert L. Mills, W. S. A. rerresentative to Rio de 
Janeiro, and that bidding would not be limited to American 
citizens. 


MATSON POST-WAR FREIGHTER SERVICE 

A greatly expanded freighter service between Hawaii and 
Pacific and Atlantic coast ports, with improvements over pre- 
war facilities and schedules involving an expenditure in excess 
of $20,000,000, is planned by the Matson Navigation Co. The 
new service, which is proposed to be instituted as soon as com- 
mercial shipping in the Pacific can be resumed, will feature 
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modern, fast cargo ships, greater frequency of sailings, reduced 
transit time, doubled cargo-carrying capacity and tripled re- 
frigeration facilities. 

The Matson post-war freighter service is planned to com- 
prise four direct routes between the mainland and Hawaii, 
embracing direct weekly sailings from Los Angeles to Hawaii; 
direct weekly sailings from San Francisco to Hawaii; direct 
fortnightly sailings from Seattle, Tacoma, Portland to Hawaii; 
and, in/conjunction with the Isthmian Steamship Co. of New 
York, direct weekly sailings between Hawaii and the Atlantic 
> With regular calls at Gulf ports. 


Inkefad Waterways Annual Report 


More than 2,000,000 tons of freight, most of it essential war 
supplies, was transported in the barges of the Inland Waterways 
Corporation and over 400,000 tons were handled on a tonnage 
basis for the account of others in 1944, according to the annual 
report of John S. Powell, acting president of this federal gov- 
ernment corporation, which operates the Federal Barge Lines. 

_ Reporting to Secretary of Commerce Henry A. Wallace, 
who is governor of the corporation, Mr. Powell stated that the 
great bulk of the cargo handled in the corporation’s own boats 
or in boats towed for other carriers consisted of bituminous 
coal, sulphur, petroleum products, and grain. It also towed 
more than 270,000 tons of ships—mostly combat vessels from 
inland shipyards to the sea. 

Although savings to the public, representing the difference 
between the amount paid the corporation and the cost of the 
shipments had they gone by rail, was set at $1,733,300 for the 
year, the corporation operated at a deficit of $385,545.49 after 
charging off depreciation amounting to $702,503.75, said the 
report. 

Operating costs were increased 8.7 per cent over those of 
1943, chiefly because of the unbalance of: traffic, of which 79 
per cent moved upstream and only 21 per cent downstream, said 
the report, adding that 76 per cent of the cargo was in bulk as 
against 63 per cent in 1943. It continued: 


The Inland Waterways Corporation was created by Congress and 
the originating acts require it to carry out the policy of Congress ‘‘to 
promote, encourage and develop water transportation, service and 
facilities in connection with the commerce of the United States, and to 
foster and preserve in full vigor both rail and water transportation.”’ 

The corporation operates a fleet of 335 towboats, tugs, barges and 
other floating equipment on the Mississippi, Illinois, Missouri, and 
Warrior rivers, touching such river ports as Minneapolis, Chicago, St. 
Louis, Kansas City, Memphis and New Orleans. 

Approximately 85 per cent of the corporation’s employees are affili- 
ated with national labor organizations. The union’s demands for in- 
creased wages and other items in dispute during the year were certified 
to the National War Labor Board which granted wage increases and 
other concessions which increased the corporation’s operating costs 
by about $265,000. 

During 1944 the corporation continued to act as chartering agents 
for the 21 towboats, 40 tugboats and 427 barges owned by Defense Plant 
Corporation, involving the issuance of charter parties, collection and 
accounting for rentals and contracting in connection with maintenance 
and equipment. 


The report said that some of the corporations’ equipment 
had nearly reached the end of its normal existence. War condi- 
tions, however, required a modification of normal policies, the 
report continued, adding that every effort had been made to 
maintain equipment in operating condition, sometimes contrary 
to the most economical considerations; for example, the cost of 
repairs to line vessels last year was more than 25 per cent above 
that incurred in 1943. 


Post-War Studies 


A possible need for additional floating equipment in the 
postwar period was under consideration, said the report. A 
study was being conducted and plans drawn, it said, for the 
purpose of determining the types of barges and towboats that 
might be most efficiently and economically used and operated 
over the inland waterways. It cited another study to determine 
the possibility of use of Navy landing craft in commercial inland 
waterway trade in the postwar period. i 

A decline in merchandise traffic that began with the out- 
break of the war, said the report, continued in 1944 and re- 
sulted primarily from curtailed production of consumer goods 
brought about by the national emergency. It continued: 


Of course, there were other contributing factors, such as wartime 
need for the use of faster modes of transportation, and the requirement 
that the corporation devote its greatest effort to the movement of naval 
combat craft, liquid bulk petroleum in tank barges, coal, sulphur, grain, 
and other vital war materials. The performance of this service naturally 
disrupted the schedules of the corporation and reduced the dependa- 
bility of its service on what little merchandise traffic remained available 
for transportation. 


Traffic of the corporation’s wholly owned subsidiary, the 
Warrior River Terminal Co., continued the report, that was 
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exchanged with water carriers, decreased 28 per cent for 1944 
in comparison with the last preceding year. 

“However,” said the report, “due to the increased movement 
of coal transported from mines adjacent to the company’s right- 
of-way to the steel mills in the Birmingham district, the total 
tonnage in 1944 increased 44 per cent over 1943.” 

Referring to the Commission’s proceeding in No. 26712, 
Rail and Barge Rate, Acting President Powell averred that on 
the outcome of the case depended the future of water trans- 
portation, as envisioned by Congress. He continued: 


This proceeding involves an attempt on the part of rail carriers 
in general to eliminate the differential from joint rates, and to apply 
rates equal to or higher than all-rail rates for transportation over barge 
and rail routes. The outcome of this proceeding is of vital importancec 
to the water transportation industry. A decision of the Commission 
eliminating differential rates may in a large measure destroy water 
transportation, which cannot exist on port-to-port traffic only. The 
final hearing in this case was held about a year ago. The report of the 
examiner has not yet been released. 


SALE OF SURPLUS FREIGHTER 


Bids on the steel freighter ‘“Minquas,” recently declared 
surplus by the army, are being received by the Maritime Com- 
mission and will be opened August 17, according to a commis- 
sion announcement. The commission said the freighter had a 
gross tonnage of 770 tons and was located at Charleston, S. C. 


UNITED FRUIT REFRIGERATOR SHIP 


The SS. Junior, fifth of nine fully refrigerated vessels being 
built for the United Mail Steamship Co., a subsidiary of the 
United Fruit Co., was launched June 24 by the Gulf Shipbuild- 
ing Corporation from its ways at Chickasaw, Ala. The nine 
vessels are being built for contemplated post-war weekly service 
between the west coast of the United States and Central 
America and the United Kingdom and Europe. At present the 
completed vessels go into government war service. 


INTRACOASTAL CANAL ASSOCIATION OF LA. AND TEX. 


The fortieth anniversary of the Intracoastal Canal Associa- 
tion of Louisiana and Texas will be celebrated by the associa- 
tion at a meeting to be held on Aug. 8 in Victoria, Texas, where, 
40 years ago, two hundred citizens of Texas met and organized 
the association. The meeting will be held at the invitation of 
the Victoria Chamber of Commerce. 


VICTORY SHIP AS TROOP TRANSPORT 


Noting arrival of the Aiken Victory at Boston, Mass., on 
July 24, with 1,958 troops from the European theater of oper- 
ations, the War Department said that this vessel was the first 
Victory ship converted for troop passenger use in the redeploy- 
ment program. 


WOODPULP IN SHIPS FROM SWEDEN 


The first importation of overseas wood pulp for paper 
manufacture since the war in Europe cut off exports from 
northern European countries arrived in the United States in 
the week ended July 20, according to the pulp and paper unit 
of the Department of Commerce. It said two vessels arrived 
from Sweden, one at New York and one at Boston with cargoes 
of 4,648 short tons and 4,816 short tons respectively, totaling 
9,464 short tons. The value of the New York entry was placed 
hoy and the Boston entry at $352,624, totalling in all 


B. & O. TERMINAL TELETYPE 


The first section of a system-wide teletype reporting system 
went into service on the Baltimore & Ohio Railroad July 23 
between Baltimore and Cumberland, Md. With it the record 
of freight cars moving through the Cumberland terminal, with 
their numbers and destinations, are reported immediately to the 
car service department of the railroad in Baltimore, so that 
shippers and receivers of freight can be promptly advised of the 
location and progress of their shipments. As teletype machines 
and other facilities become available the new methods will be 
extended to all principal terminals. 


M. P., T. & P. EQUIPMENT PURCHASE 

A $12,000,000 order for new lightweight trains and Diese} 
electric locomotives has been placed by the Missouri Pacific 
Lines and the Texas and Pacifie Railroad, to replace the present 
steam-drawn Sunshine Special trains operated jointly by the 
two roads between St. Louis, Mo., and Memphis, Tenn., and 
between New Orleans and El Paso. Of the 100 cars ordered, 
47 will be sleeping cars. 
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Interim Air Council Meeting 


The representatives of twenty nations comprising the 
Interim Council of the Provisional Intrnational Civil Aviation 
Organization will meet in Montreal, Canada, beginning August 
15, according to a Department of State announcement. The 
Pp. I. C. A. O. was provided for by the interim agreement on 
international civil aviation reached at the 1944 international air 
conference at Chicago. 

Dr. Edward P. Warner, vice-chairman of the Civil Aero- 
nautics Board, will be the United States representative on the 
interim council. 

Another State Department announcement suggests that 
those possessing qualifications for positions with the P. I. C. A. O., 
and ititerested in obtaining employment with the organization, 
communicate with Dr. Warner, at Washington, D. C., enclosing 
a brief statement of théir qualifications. The department set 


forth the following information as to employment opportunities 
with the P. T.-C. A. ©.: 


While it is still impossible to announce a definite list of available 
positions on the secretariat, or of the salaries to be paid therefor 
until the council has met and taken formal action, it appears that 
there will be required persons skilled in the several technical speciali- 
ties of aircraft airworthiness, the qualification and licensing of op- 
erating personnel, the facilities and organization of air routes includ- 
ing requirements with respect to airports, air navigation aids, air 
traffic control, wireless communications and signals, meteorology, 
aeronautical maps and charts, air navigation notices and other airway 
publications. 

There will probably also be a need for personnel especially quali- 
fied in the dnalysis of the economics of air transportation, in the 
preparation of accounting studies relating thereto, in the preparation 
and coordination of statistical material, in the law of air transporta- 
tion, in considerations relating to the requirements of the customs, 
immigration, quarantine and other governmental services, and in op- 
erational phases of air transport. 

Finally, it appears that the Secretariat will need certain adminis- 
trative personnel qualified in the records and preparation of minutes 
of technical committees, in the preparation of suitable documentation 
and information for public release, and in accounting and financial con- 
trol with respect to the organization’s own affairs. 


Air Cargo Capacity Increase 


Nineteen domestic airlines are setting up equipment and 
schedules that will raise their cargo-carrying capacity in the 
immediate post-war years to a level five times as great as that 
of 1944, the Air Transport Association of America has reported, 
on the basis of a survey it has completed. 

The association said that its estimate of increased air cargo 
capacity was based on data available with respect to 409 new 
passenger planes on order or for which the airlines now had 
options, and, in addition, 22 C-47’s, or “Skytrains,’” that would 
be released to the airlines by the Army Air Forces about Au- 
gust 1 for cargo purposes. 

“The airlines last year carried 202,879,006 pounds of mail, 
express and excess baggage,” said the association, “whereas the 
use of added planes will provide cargo space sufficient to handle 
about 995,922,619 pounds of cargo, ranging from jewelry and 
drugs to perishable foodstuff and machinery parts.” 

After observing that the airlines at the end of 1944 had 
on hand 344 planes, of which 272 were in daily operation, the 
A. T. A. of A. said that plans recently announced called for 975 
planes seating 36,180 passengers and providing greatly in- 
creased cargo space in the early post-war era. Some of the 
new ships, it added, would have adjustable cargo space, de- 
pending on the passenger-cargo proportions of the load. Con- 
tinuing, it said, in part: 

At present four airlines are operating 15 exclusive all-cargo planes 
on 34 daily flights from coast to coast over a distance of 45,627 route 
miles. In addition, six weekly international hops covering 15,994 route 
miles were recently established, raising the total route miles to 61,621. 

With the distribution of the 22 C-47s to four or more airlines, three 
of which will be launching regular all-cargo schedules for the first time, 
the present exclusive cargo fleet will be increased to 37 planes, capable 
of carrying 81,000,000 pounds of cargo per year. 

in addition, an offer recently made by the War Department to grant 
airlines some 50 new Douglas DC-3 type transports from current army 
production has been approved by the Civil Aeronautics Board. The 
planes, which may be operated until February 1, 1946, without dump 
valve equipment at the provisional takeoff weight limit of 25,200 pounds, 
are expected to greatly augment the present cargo service. 

Although some of the airlines plan to experiment for the time being 
with: C-47 and various other types of cargo planes now used by the mili- 
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tary forces in hauling vital war materials, they are making a study 
pertaining to their needs in the post-war period. 

A. T. A. has two groups, namely, the Aircraft Requirements Com- 
mittee and the Committee on Passenger and Cargo Handling and Servic- 
ing Equipment—working on problems relating to all-cargo planes, load- 
ing and other matters involving the handling of cargo. 

The Aircraft Requirements Committee is considering functional re- 
quirements for all-cargo planes while at the same time studying the 
feasibility of the present types of planes such as the C-46, C-47 and 
C-54 for airline use at least a few years to gain experience and later 


prepare general plans for more compact models for commercial pur- 
poses. 


Aircraft manufacturers and their engineers likewise are making an 
extensive study of plans for all-cargo planes preparatory to announcing 
additional new types of craft for use in the post-war period. 

Meanwhile, various methods of pick-up and delivery of air cargo 
are being studied by both airlines and manufacturers. 

One form of air cargo that has received considerable attention of 
the airlines in recent years has been perishable foodstuff. and to fur- 
ther this development the A. T. A. has named a subcommittee repre- 
senting the airlines to work with a similar body comprised of members 


of the United Fresh Fruit and Vegetable Associations (see Traffic 
World, July 14, p. 116). 


Air Traffic Statistics 


Traffic totals of the 19 domestic air carriers, for May and 
for the year ended May 31, have “represented record highs,” 
according to the Civil Aeronautics Board. 

“This continues the trend that has been in effect for over 
a year, during which period new traffic records have been estab- 
lished nearly every month,” said the board. “The new peaks 
reached in May have been made possible by continued high 
utilization by the airlines of the increased number of planes 
now available for commercial air transportation.” 

Reports filed with it, the board said, indicated that express 
traffic in May increased 82.25 per cent over that of May, 1944, 
while revenue passenger miles increased 60.08 per cent, revenue 
miles flown increased 56.78 per cent, and mail pound-miles in- 
creased 45.38 per cent. For the year ended May 31, it stated, 
revenue passenger miles were 52.4 per cent greater than for the 
preceding 12 months, while mail and express increased by 46.4 
per cent and 38 per cent, respectively. 

The average airplane load on the domestic airlines in May, 
the C. A. B. continued, was 17.66 passengers, 659.9 pounds of 
mail and 260.4 pounds of express, as compared with 17.15 pas- 
sengers, 711.6 pounds of mail and 224.1 pounds of express a 
year ago. It added that the average passenger load for May 
represented 89.66 per cent of available seating capacity. 

Major figures for May and for the 12 months ended with 
May 31 were reported by the board as follows: 


-——12 Months Ended———, 


May, 1945 May 31, 1945 May 31, 1944 

Revenue miles flown....... 17,859,615 173,279,044 114,096,048 

Revenue passenger miles... 289,303,155 2,716,423,950 1,781,992,826 

Mail pound miles........... 11,775,595,295 120,048,677,406 81,982,823,888 

Express pound miles....... 4,647,732,956  43,648,833,910  31,622,098,383 
Revenue passenger load fac- 

tor (% of seats occupied). 89.66 88.53 89.31 


N. Y. Aviation Industry Forum 


Donald D. Conn, executive vice-president of the Transporta- 
tion Association of America, speaking on “Surface Lines in Air 
Transport” before the Aviation Industry Forum sponsored by 
the aviation section, New York Board of Trade, at the Hotel 
Roosevelt on July 27, said there was no doubt but that the 
“far sighted policy embarked on by Congress 23 years ago in 
extending aid to air transport” had been more responsible than 
any other one factor for the exceptional contribution of the 
airplane to the nation’s war program. “Probably no use of 
public funds has paid greater returns than the financing of 
basic facilities for air by the local, state, and federal govern- 
ments,” he said, adding that the fundamental issue of the 
transportation problem was: Shall government credit invested 
in the public domain, which need earn no return, continue to 
compete with, or shall it complement, private capital invested 
in railroad rights-of-way, which must earn a return?” 

Congress, he said, must devise some formula for equaliz- 
ing or spreading over all forms of carriers the benefits of gov- 
ernment expenditures. 

The Transportation Association of America, he said, “does 
not believe that the shipper or traveler is primarily concerned 
with who owns each and every common carrier, except that he 
rebels against government ownership. . . . We would permit, 
under authority of the regulatory body, ownership of any or 
all facilities by a transport agency that would enable it to 
provide a complete transportation service throughout the area 
in which it operates. We would permit common ownership 
between existing agencies.” 

The association, he said, favored “transportation com- 
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panies” instead of railroad companies, air transport companies, 
motor transport companies, and so on. 

Present laws dealing with transportation regulation, said 
he, were largely inept and unconsistent. There should be a 
complete overhauling of structure and methods. “There should 
be one regulatory body dealing with all domestic common 
carriers. Its structure or organization, and the conduct of its 
function, should be geared to keep pace with the fast-changing 
ecenoomy of a post-war world.” 


C. A. B. Accident Report 


The Civil Aeronautics Board has found that a crash of 
Transcontinental & Western Air’s flight 18 near Van Nuys, 
Calif.. December 1, 1944, was probably caused by the pilot’s 
deviation from the standard instrument approach procedure 
when he descended below the established safe minimum alti- 
tude. A contributing factor was the company’s failure to enforce 
adherence to company procedures, said the report. 

Recalling that the accident resulted in eight fatalities, 
twelve serious and three minor injuries, and a complete wash- 
out of the aircraft, the board said the flight had been cleared 
to Burbank airport for a standard instrument approach. The 
board continued: 


During the approach the plane descended under instrument condi- 
tions to such a low altitude as to clip the tree tops and strike a power 
line pole and then crash at a point approximately 6% miles short of 
the Burbank airport. In a normal approach the plane would have flown 
over this point at an altitude of about 1,650 feet above the ground. The 
specific reasons for the plane’s descent below the minimums for instru- 
ment approach were not de*erminable, nor was it possible to tell 
whether the deviation was a voluntary one. Investigation did reveal, 
however, that a number of deviations were made from the company’s 
standard Civil Aeronautics Administration approved procedures during 
this flight. 

On the basis of the availabte evidence the board determines that 
the probable cause of this accident was a deviation from the Civil 
Aeronautics Administration approved standard instrument approach 
procedure. 


The report was signed by board members Pogue, Warner, 
Branch, and Lee. It was stated that Oswald Ryan, member of 
the board, did not take part in the adoption of the report. 


FEDERAL AIRPORT PROGRAM 


Senator Wiley, of Wisconsin, has introduced S. Con. Res. 
24, to establish a joint congressional committee on federal- 
state relations, comprising five members of the Senate and 
five members of the House, to study and investigate present 
interrelationships between the powers and work of federal, 
state and local governments, for the purpose, among others, of 
making recommendations for “the encouragement of harmony, 
efficiency, economy, and cooperation in the interrelated work 
of federal, state and local governments.” 

Speaking in the Senate in support of the resolution, Senator 
Wiley said that the most casual student could see that the fed- 
eral and state governments must get together on such matters 
as aviation laws, and that the proposed committee could help 
insure such cooperation. 

“Right now,” he said, ‘‘the joint committee, if it were estab- 
lished, could scrutinize the national airport program. This com- 
mittee could point out that this program, if enacted, would 
short-circuit and circumvent state governments to a certain 
extent.” 

Senator McCarran, of Nevada, in remarks in the Senate, 
said that as soon as possible after the reconvening of the Senate 
“following the approaching recess” he would attempt to have 
S. 2, his bill proposing a federal-aid program for airport con- 
struction, brought before the Senate for consideration. 


SPACING BETWEEN AIRPORTS 


For guidance of communities now planning airports, new 
recommended standards for spacing between airports have been 
issued by the Civil Aeronautics Administration, according to a 
C. A. A. announcement. 

Instead of a proposal in a preliminary draft of such stan- 
dards that airports at which instrument (bad weather) opera- 
tions were to be conducted simultaneously required a 14-mile 
separation from center to center, the new recommended stand- 
ards required “sufficient separation from center to center to pre- 
vent conflict and overlapping in the holding and approach pat- 
terns during simultaneous instrument approaches,” the C. A. A. 
said. It noted that the earlier draft of airport spacing standards 
proposed designation of a Class I airport as one having a traffic 
pattern of 2-mile radius, and a Class II airport as one having 
a 24%4-mile pattern. The final version, it added, merely offered 
as “a general guide” a radius of only one mile for the pattern 
at a Class I field and two miles at a Class II airport. The ‘“‘con- 
tact” traffic patterns of Class III and Class IV airports—those 
used for scheduled transport operations, said the C. A. A., were 
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considered to have radii of three miles and four miles respec- | 


tively. 


MEXICO CITY AIRPORT EXPANSION 


Anticipating heavy international air traffic after the war, 
the Mexican Department .of Communications and Public Works 
is expediting work to convert the national airport at Mexico 
City into one of the largest and most modern on the continent, 
according to the Office of Inter-American Affairs. : 

The O. I. A. A. says that two new runways, measuring 
from 1,250 to 1,650 meters, are being constructed at the airport 
and will be completed within a year. F 

“The department also is planning to construct a new airport 
terminal which will be able to accommodate an average of 700 
passengers per hour,” it says. “At present, the total capacity 
of the central airport is estimated at 13,785 passengers, 506,160 
pounds of air express and 63,155 pounds of air mail per month.” 


AIRLINE TRAVEL INSURANCE 


Beginning August 1, coverage of airline travel insurance 
policies, heretofore limited to a stated number of hours of 
flying time, will be extended, according to the Air Transport 
Association of America, to provide coverage for a trip that 
might take as long as seven days to complete, “for the same 
nominal fee which, up to the present, has provided only four 
hours insurance.” 

“A passenger who hereafter purchases an airline travel 
policy will obtain, for a flat premium of 25 cents, $5,000 insur- 
ance while on any trip—regardless of the total number of 
hours of flying time—between any two points not served by 
the same airport within the continental United States, and into 
Canada for a distance of 150 miles,” the A. T. A. of A. said. 

Features of the insurance, it added, included coverage while 
riding on conveyances operated by common carriers that pro- 
vided substitute transportation before arrival at final destina- 
tion, and coverage on land conveyances arranged for by an 
airline or governmental authority controlling an airport. 


AIR SERVICE TO SMALLER CITIES 


Senator Magnuson, of Washington, has introduced S. Con. 
Res. 25, identical in text to H. Con. Res. 64, submitted in the 
House by Representative Randolph, of West Virginia, and de- 
claring the approval by Congress of “‘expansion of the air-trans- 
portation system in the United States so that it will include not 
only the larger cities but also, through feeder line service, the 
greatest practicable number of smaller cities and towns” (see 
Traffic World, July 14, p. 112). 





AVIATION PROSPECTS, PROBLEMS 


The papers presented by authorities in various fields of 
aviation to the Chicago Forum on Aviation, organized jointly 
by the Chicago Association of Commerce and the University 
College and the School of Business of the University of Chicago 
in the spring of 1945, are now available in book form. The Chi- 
cago Association of Commerce has published the papers in a 
collection, “Prospects and Problems in Aviation.” In addition 
to the twelve papers presented to the forum, the book includes 
a statement on “Regulated Competition in International Air 
Transport,” by Ralph S. Damon, vice-president, American Air- 
lines, Inc., and a paper on “A Tax Policy for Commercial Avia- 
tion,” prepared by George W. Mitchell, tax economist for the 
Federal Reserve Bank of Chicago and former tax consultant, 
Civil Aeronautics Board. 


POSTWAR AVIATION POLICY 


A report on “Public Policy in Post-War Aviation,” pre- 
pared for the Senate minority leader by Halford G. Davis, 
former director of economic development of the Aeronautical 
Chamber of Commerce (see Traffic World, June 9, p. 1539), 
has been printed as a Senate document. It is identified as 
Senate document No. 56, 79th Congress, First Session. 


UNITED AIR LINES POST-WAR PLANS 


United Air Lines announced July 19 it is prepared to 
purchase at least 30 twin-engined airplanes to supplement its 
present fleet of twin-engined mainliners and the fleet of 50 four- 
engined Douglas DC-6’s which it has on order. W. A. Patterson, 
president, said that, with reductions in air passenger fares and 
the expected rapid increase of inter-city services after the war, 
a considerably larger fleet of twin-engined planes will be 
required. 


AMERICAN AIRLINES REEFER PLANE 
A “flying boxcar” featuring thermostat temperature con- 
trol for transportation of perishables has been placed in service 
with the flagship fleet of American Airlines Airfreighter. Con- 
verted from a standard DC-3 transport, the plane’s interior has 
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been redesigned for efficiency in transporting airfreight alone. 
The new plane, the total cargo capacity of which is 7,000 pounds, 


is the first of twenty which the line intends to put into service 
as soon as possible. 










FAIRCHILD PACKET CARGO PLANE 


_ The new C-82 packet cargo plane built by the Fairchild 
Aircraft Division will have the lowest direct operating costs 
of any existing two-or four-engine transport in cargo operation 
for non-stop trips up to 500 miles, according to performance and 
cost studies just completed by company engineers. The twin- 
engine plane will be operated in commercial service at less than 
seven cents pere ton-mile for trips up to 500 miles. A 1,000-mile 
flight with more than five tons of payload would cost 8% cents 
per ton-mile. The packet carries a maximum payload of nine 
tons and has a maximum range of 4,000 miles and a cruising 
speed of better than 200 miles an hour. 




















COMMERCIAL ALL-CARGO AIRLINE 


_ Formation of the first and only commercial all-cargo air- 
line set up to operate on a non-schedule basis to any airport 
in the United States has been announced by Air Cargo Trans- 
port Corporation, New York City. H. Roy Pensell, president 
and treasurer, said the line is in operation with a fleet of twin- 
engined transports and can promise delivery on a time schedule 
agreed upon between shippers and the company. William L. 


Rome will act as secretary and general traffic manager of the 
company. 















AIRPORT USERS CONFERENCE 


The National Aeronautic Association has announced that 
the third annual Joint Airport Users Conference, sponsored by 
it, will be held August 20 and 21 at the Statler hotel, in 
Washington. 

“Among the subjects scheduled for discussion,” says the 
N. A. A., “are airport areas, plane handling equipment, finance, 
_Mmanagement, and the social aspects of the airport. Special 

consideration will be given to the legislative aspects of de- 
veloping a nationwide system of land facilities. Scheduled for 
the August 20 dinner session is an address by a prominent 
government official on pending airport legislation.” 



















U. A. L. PERISHABLES CONTAINER 


An insulated cargo container made of fiberglas, equipped 
with pockets for dry ice and designed for airborne perishables, 
has been developed by United Air Lines, working in cooperation 
with the Owens-Corning Fiberglas Corporation. On a test 
flight 1,440 gardenias were flown in the container from San 
Francisco to Chicago, it being found that the flowers were moist 
and fresh at destination. United is experimenting with other 
types of refrigerated containers, for use to ship seafoods, 


medicinal serums and certain kinds of fruits and vegetables as 
well as flowers. 













AIR PASSENGER TICKETING 


“The first real step in improved passenger ticketing on long 
trips made in the transportation field has been taken by the 
domestic airlines of the United States with the adoption of a 
new simplified interline passenger ticket form,” says the Air 
Transport Association. 

It said the new ticket could be prepared in a fraction of the 
time required by the present type of ticket. In addition the air- 
lines have adopted a new form of baggage ticket. Both will be 
put in use on September ist, the association says, adding: 













The new simplified ticket replacing the old ‘‘mile-long’’ strip ticket 
saves minutes of time for the passenger when he is being ticketed for 
an extended trip. Under the old method, still in use by other forms 
of transportation, a passenger making a long journey must stand at the 
counter for a considerable time while the ticket agent fills out at times 
as many as a half dozen or more ticket coupons. The new airline ticket, 
based on the carbon-copy principle, allows the ticket agent to write all 
the necessary information for example for a trip between New York and 
San Francisco, with a return to Washington, D. C., but once. This is 
possible because the ticket is in book form, with a series of correlated 
coupons. There can be as many as seven coupons issued in connection 
with one interline routing and all can be filled out at one operation 
with complete information on all coupons. . 















BEKINS’ GOLDEN ANNIVERSARY 


__ A salute from Governor Earl Warren of California high- 
lighted the series of receptions held recently in California in 
observance of the golden anniversary of Bekins Van & Storage 
Co. Governor Warren paid tribute to the Bekins company 
for its foresight and planning to meet the challenge for 
a successful post-war economy. The company plans the 
construction of new warehouses in San Bernandino, San Fran- 
Cisco, Burlingame, Long Beach, San Marino, and the San 
Fernando Valley. 













REGULATION OF COMMON CARRIERS 


(District Court E. D. Washington.) Mere lapse of time, 
in itself, is not sufficient to justify interposition of defense of 
laches but such lapse of time must have worked to the dis- 
advantage of party relying on the defense. 

“Laches” is not mere delay but delay which works a 
disadvantage to another. 

Suit to set aside order of Interstate Commerce Commis- 
sion granting certificate of convenience and necessity to com- 
mon carrier of freight by motor vehicle was not barred by 
“laches” because of delay of nine months even though during 
meantime carrier had purchased $81,318.41 worth of trucks, 
trailers, etc., and had improved terminal facilities where trucks, 
trailers, etc., were readily saleable though not at a profit, and 
terminal improvement was of value even though certificate 
had not been granted. Jud. Code Secs. 24(28), 208, 211, 28 
U.S. C. A. Secs. 41(28), 46, 48; 28 U. S. C. A. Sec. 47; Inter- 
state Commerce Act Sec. 207, 49 U. S. C. A. Sec. 307. 

Under the provision of Interstate Commerce Act which 
expressly required findings only where reparations or damages 
are awarded, the Commission is relieved of necessity of making 
findings similar to those required by equity rules, but such 
provision does not obviate necessity of making basic or quasi 
jurisdictional findings essential to statutory validity of order 
of commission. Interstate Commerce Act Sec. 14(1), 49 U. S. 
C. A. See. 144). 

Finding by the Interstate Commerce Commission must be 
specific so as to enable a reviewing court to know from a 
reading of the finding which facts were used by the Commis- 
sion as a basis for the conclusions which it reached. Interstate 
Commerce Act. Sec. 14(1), 49 U. S. C. A. Sec. 14(1). 

The findings of the Interstate Commerce Commission must 
be at least sufficiently simple and clear as not to leave reviewing 
court in the position of being compelled to spell out, to argue, 
and to choose between conflicting inferences. Interstate Com- 
merce Act Sec. 14(1), 49 U. S. C. A. Sec. 14(1). 

The order of an administrative board or commission, such 
as Interstate Commerce Commission, must be sufficiently def- 
inite to enable the court to determine on which part of record 
the findings are based. Interstate Commerce Act Sec. 14(1), 
49 U. S. C. A. Sec. 14(1). 


Order of Interstate Commerce Commission granting a cer- 
tificate of convenience and necessity authorizing operations by 
irregular routes as a common carrier of freight by motor vehicle 
within portions of states of Washington, Oregon and Idaho 
did not have sufficient basis, in absence of finding to effect 
that there was no existing service in operation over the area 
involved or that existing service was inadequate or that existing 
carriers could not furnish and were not. satisfactorily furnish- 
ing the service required. Interstate Commerce Act Sec. 207, 
49 U. S. C. A. Sec. 307. 


Proof of long continued and successful operation of com- 
mon carrier of freight by motor vehicle was not sufficient 
proof that there was a public need for that operation and did 
not justify Interstate Commerce Commission in granting cer- 
tificate of public convenience and necessity in absence of 
finding on question of inadequacy of existing service. Inter- 
state Commerce Act Sec. 207, 49 U. S. C. A. Sec. 307. 

Recital in order of Interstate Commerce Commission, 
granting certificate on convenience and necessity authorizing 
operations as a common carrier of freight by motor vehicle, 
that Commission was not satisfied that need had been shown 
for applicant’s services in remainder of territory sought did 
not obviate necessity for finding on question of inadequacy of 
existing service for territory for which certificate was granted. 
Interstate Commerce Act Sec. 207, 49 U. S. C. A. Sec. 307. 

The basic or essential findings in support of order of 
Interstate Commerce Commission granting certificate of con- 
venience and necessity to motor carrier cannot be supplied 
by inference or by implication. Interstate Commerce Act Sec. 
14 (1), 49 U. S. C. A. Sec. 14 (1). 
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Federal District Court does not pass on wisdom of order 
of Interstate Commerce Commission granting certificate of 
public convenience and necessity to motor carrier. Interstate 
Commerce Act Sec. 207, 49 U. S. C. A. Sec. 307. 

The presumption of regularity attaches to actions of public 
officials. 

Where federal District Court could not ascertain basis on 
which Interstate Commerce Commission acted in granting cer- 
tificate of convenience and necessity authorizing operations by 
irregular routes as a common carrier of freight by motor 
vehicle, case was required to be remanded in order that the 
Commission, with certainty, might indicate the extent to which 
it considered the record. Jud. Code Secs. 24 (28), 208, 211, 
28 U. S. C. A. Secs. 41(28), 46, 48; 28 U. S. C. A. Sec. 47; 
Interstate Commerce Act, Secs. 14(1), 207, 49 U.S. C. A. 
Secs. 14(1), 307. 

Matter of public convenience and necessity justifying the 
granting of a certificate to motor carrier had been confided 
to the judgment of the Interstate Commerce Commission and 
not to court and function of weighing evidence and determining 
credibility of witnesses is one peculiarly for the Commission. 
Interstate Commerce Act Sec. 207, 49 U. S. C. A. Sec. 307. 

Orders of Interstate Commerce Commission will not be 
set aside if they are supported by substantial evidence. 

Decision of an administrative commission, such as the 
Interstate Commerce Commission, must have warrant in the 
record and a reasonable basis in the law, but judicial function 
is exhausted when there is found to be a rational basis for the 
conclusion adopted by the administrative body. 

Record was insufficient to support order of Interstate Com- 
merce Commission granting a certificate of convenience and 
necessity authorizing operations by irregular routes as a com- 
mon carrier of freight by a motor vehicle within portions of 
the states of Washington, Oregon and Idaho. Interstate Com- 
merce Act, Sec. 207, 49 U. S. C. A. Sec. 307. 

Federal District Court does not fix any limit beyond which 
Interstate Commerce Commission cannot grant authority to 
motor carrier to operate. Interstate Commerce Act, Sec. 207, 49 
U. S. C. A. See. 307. (Inland Motor Freight vs. United States, 
60 Fed. Supp. 520.) 


(Supreme Court of Michigan.) The actions of the parties 
cannot change the meaning of a tariff of rates for switching 
services, but long-continued construction, uniform and clear 
in its purport, accepted and acquiesced in by the interested 
parties, can be considered in determining construction, if other- 
wise doubtful. 

Movement of cars by terminal railroad from one track 
to another within the plant of the same company, though 
necessitating use of railroad company’s trackage outside plant 
to some extent, was “intra-plant’” and not “intra-terminal switch- 
ing” as defined in tariff of charges, particularly in view of long 
acquiescence in such construction by the interested parties 
and state and federal regulatory commissions, and the dis- 
proportionately high rate for intra-terminal switching. 

The test of what constitutes “intra-plant switching” with- 
in meaning of terminal railroad’s published tariff of charges 
is that the movement begins and ends in the plant of the same 
company, considered therefore as one industry. (Detroit Ter- 
minal R. Co. vs. Budd Wheel Co., 19 N. W. Rep. 2d 126.) 





Seatrain Certificate Suit 


Seatrain Lines, Inc., has filed a brief in the federal court 
for the Delaware district, in a suit to set aside an order of the 
Commission and a corrected certificate, issued February 6, 
cancelling and superseding an earlier certificate, dated July 2, 
1942. The later order of the Commission imposed conditions 
not included in the earlier order and certificate, which granted 
Seatrain authority to operate as a common carrier of com- 
modities generally between New York, N. Y., and New Orleans, 
La., and between New York and Texas City, Tex. 


The issues are simple and clear, says Seatrain, developing 
them as follows: 


Plaintiff contends that a certificate issued to a common carrier by 
water is in the nature of a franchise, as distinguished from a license, 
and that the Commission is without power to revoke or substantially 
withdraw franchise rights after they have become vested. Plaintiff also 
contends that the Comission is without statutory authority to revoke 
or substantially withdraw certificate rights except for fraud or non-user. 
Plaintiff further contends that the restrictions and limitations imposed 
in the ‘‘corrected’’ certificate are in the nature of service restrictions, 
designed to restrict plaintiff as to (a) the type of containers (meaning 
package, barrel, drum, loaded automobile bodies and loaded railroad 
cars when carried on a ship) it may use on board its vessels; (b) the 
type of interchange facilities which it may employ; (c) the instru- 
mentalities which it may use in the receipt and delivery of freight; (d) 
the particular persons from whom it may receive freight and to whom 
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LOSS OF OR INJURY TO GOODS 


(District Court, E. D. Pennsylvania.) The liability of a 
common carrier for loss of goods entrusted to it is that of an 
insurer unless the loss was caused by act of God or public 
enemy, by the inherent nature of the goods, or the fault of the 
owner. 

A common carrier, being in the nature of an insurer, is 
liable for goods lost or stolen while in its custody even though 
it is shown that the loss occurred through no fault or negligence 
of the carrier. 

The summary judgment is intended to enable the prompt 
disposition of cases which do not require trial. Federal Rules 
of Civil Procedure, rule 56, 28 U. S. C. A. following section 723c. 

Where the pleadings and affidavits indicate no genuine 
issue as to material facts and where the moving party is 
entitled to a judgment as a matter of law on the facts as 
admitted, motion for summary judgment must be granted. 
Federal Rules of Civil Procedure, rule 56, 28 U.S. C. A. follow- 
ing section 723c. 

In action against carrier for loss of goods, where delivery 
of the goods to carrier was admitted and carrier’s answer 
raised no material question of fact and provided no valid 
defense to the cause of action, plaintiff’s motion for summary 
judgment was granted. Federal Rules of Civil Procedure, rule 
56, 28 U. S. C. A. following section 723c. 

A motortruck cargo policy covering “dress material’? was 
sufficient to cover loss of children’s dresses. 66 P. S. Pa. Sec. 
1101 et seq. 

Where motor carrier cargo policy obligated insurer to 
pay shipper for loss of property coming into possession of in- 
sured in connection with transportation service for which loss 
insured may be held liable, upon an adjudication of insured’s 
legal liability to shipper for a loss within coverage of policy, 
shipper was entitled to summary judgment against defendant 
insurer. 66 P. S. Pa. Sec. 1101 et seq. (Goldberger vs. McPeak, 
60 Fed. Supp. 498.) 








it may deliver freight. The statute gives the Commission no jurisdiction 
whatever over such service matters. 


Seatrain further contends that the Commission has erred 
in confusing its “grandfather” rights, between New York and 
New Orleans, and its “interim” rights between New York and 
Texas City. It says the Commission, over Seatrain’s protest, 
had included both types of rights in one certificate. The result 
of its action in issuing the corrected certificate, according to 
Seatrain, is to subject the New York to Texas rights, granted 
under proof of public convenience and necessity, to the same 
restrictions as in the case of the “grandfather” rights. 

While not conceding the Commission the authority to 
attach service restrictions to the New Orleans certificate, Sea- 
train said that “whether or not it had such jurisdiction it was 
clearly error to use the grandfather yardstick as a measure of 
what the public convenience requires for the future as to the 
New York-Texas City operation.” Seatrain asked the court to 
segregate the two issues. 

Seatrain says the effect of the limitations imposed in the 
corrected certificate is to preclude it from receiving freight 
from its own shippers at its own piers or freight stations or 
delivering freight to its own consignees without the intervention 
of a railroad at both the receiving and delivery end; preclude 
it from interchanging freight with other water carriers or 
with motor carriers, or even with a railroad if the freight is 
removed from the railroad car or transferred from one railroad 
car to another at any stage of the transportation. It also says 
the Commission has changed its status from that of a common 
carrier by water of commodities generally to that of a mere 
car-ferry although, it says the Commission has reaffirmed on 
several occasions that it is a common carrier of commodities 
generally as distinguished from a car-ferry. 

Under the corrected certificate, it says, it may not handle 
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WORKING CARGO... 
Is a Skilled Business 


RANES, dollies, lifts... every 
C imaginable type of conveyance. 
Men ... longshoremen, checkers, 
pursers, clerks . . . today’s ships are 
heavily loaded, clear to the top-side 
with supplies for our fighting fronts. 
Yes, loading cargo ships is indeed a 
skilled business. We thought we knew 
the game at the outbreak of the war 
... well we did, but what we have been 
through since Pearl Harbor is real 
tough experience, and we have learned 


plenty. 


Ships leaving port today with their tre- 
mendous loads of supplies are ready to 
battle heavy weather .. . well equipped 


to take it and give it in both sea and 


air battles. The records show that our 
ships get through to their destination 
with cargoes intact .. . all because of 
expert loading. To these men who 
work cargo... we say, well done, good 
and faithful workers. 


The vast new American Merchant Ma- 
rine is now extending our highways and 
railways into “sea lanes” that are direct 
routes to our battle fronts, to build 
a new prosperity in the post-war period. 
The huge American productive capac- 
ity when converted to peace-time 
manufacture, can be assured of world 
outlets through ships flying Old Glory. 
However, to maintain the trade bal- 
ance, we'll have to buy from other 
nations. 


POPE TALBOT, INC. ¥ 
M‘CORMICK STEAMSHIP DIVISION 


SAN FRANCISCO 
NEW YORK PHILADELPHIA 
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freight loose on its decks or not in a railroad car, and may 
not make delivery of freight at its pier by lighter or truck, 
but must utilize a railroad. 

At the request of the Delaware federal court, the Commis- 
sion, by Commissioner Porter, has issued an order in W-543, 
extending the effective date of the certificate and order in that 
proceeding from August 21 to October 21. 


McAllister Lighterage Suit 


The office of the chief counsel of the Commission has re- 
ceived a copy of the opinion of the federal court for the 
southern district of New York, written by Circuit Judge Harrie 
B. Chase, upholding denial by the Commission on reconsidera- 
tion in W-81, McAllister Lighterage Line, Inc., Contract Carrier 
Application, embracing W-217, McAllister Brothers, Inc., Con- 
tract Carrier Application, of the applications in those proceed- 
ings (see Traffic World, Feb. 19, 1944, p. 440). 

The court said the Commission had found that the appli- 
cant was not holding itself out to perform transportation of the 
type and scope described in the application, and that it had 
considerable facilities available, the use of which it had volun- 
tarily confined to exempt transportation within the limits of 
New York Harbor. This, said the court, made unimportant 
any deficiency in the findings as to the interruption of service 
before the statutory date, adding that it thought the findings 
necessarily implied that the petitioner’s failure to resume 
the interrupted service after the statutory date was not due 
to causes beyond its control. 

The applicant sought “grandfather” rights as a common 
carrier by water from, to and between all ports from East- 
port, Me., to North Carolina, over coastwise ocean routes 
and inland waterways, including Long Island Sound, Hudson 
River, Delaware and Chesapeake Canal, Delaware Bay, and 
intercoastal waterway, by tug, barge, and general towage. 

The Commission, division 4, said the applicant, for a period 
of more than 10 years, had performed only an inconsequential 
amount of transportation of the kind subject to the act. 

The opinion, handed down in civil No. 27-352, McAllister 
Lighterage Line, Inc. vs. United States of America and Inter- 
state Commerce Commission, says that “if this opinion is not 
believed to be in compliance with rule 52 F. R. C. P., the 
defendants may present proposed findings and conclusions to- 
gether with their proposed decree.” 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Northern Texas district, Dallas division, at Dallas. Four- 
teen drivers for East Texas Motor Freight Lines, of Dallas, 
Tex., were fined a total of $700, July 13, following entry of 
their pleas of guilty to separate informations charging them 
with falsifying drivers’ logs. Each of the drivers was fined $50. 
The defendants were J. C. Anderson; Percy O. Colvin; Grady 
T. Ford; Bascom H. Hopkins, Jack A. Matthews; E. B. Medley; 
W.N. Munger; Jesse W. Wallace; W. H. Wakefield; and Buford 
Wilson, all of Dallas; and O. L. Caldwell, of Arkadelphia, Ark.; 
Burgen E. Copeland, of Nashville, Ark.; Edward J. Hass, of 
Dangerfield, Tex.; and Henry C. Holland, of Farmersville, Tex. 

Massachusetts district, at Boston. A permanent mandatory 
injunction directed Highway Express Co., Boston, a Class I 
motor-vehicle common carrier of property, to comply with Com- 
mission orders respecting the filing of annual and quarterly re- 
ports. It required Highway and its representatives to file an 
annual report with the Commission for the year ended Decem- 
ber 31, 1944, and to file annual and quarterly reports in the 
future, so long as it should continue to be a Class I motor car- 
rier, at such times and for such periods as the Commission 
should require. 


Six-Day Perishable Market Week 


Secretary of Agriculture Clinton P. Anderson has appealed 
to dealers and workers in wholesale fresh fruit and vegetable 
markets operating on a five-day week to resume a six-day sched- 
ule in order to prevent the loss of food. 

In the last few days, said the Department of Agriculture, it 
had received numerous letters and telegrams from farm groups 
and state agricultural officials, and communications from the 
special sub-committee on marketing of the House committee on 
agriculture and from the Office of Defense Transportation, call- 
ing attention to marketing difficulties of growers and the losses 
of food resulting from the closing of wholesale fresh fruit and 
vegetable markets on Saturdays in important marketing centers 
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under contracts between wholesalers and labor organizations, | 
It was reported that consumers were being deprived of fresh 
fruits and vegetables because retail food stores could not obtain 
supplies on Saturdays, said the department. _It continued: 


The Department of Agriculture has been informed that wholesale 
fresh fruit and vegetable markets are closed on Saturdays in New York, 
Philadelphia, Newark, Scranton, Pittsburgh, and Chicago. 

Protests reaching the Department of Agriculture point out that 
fruits and vegetables harvested on Fridays cannot now be sold on many} 
important markets until the following Monday. This results in spoilage, 7 
either through delay in harvesting while awaiting an opportunity to 
ship to market, or in deterioration and loss of perishables already har- 
vested that have to be held too long. 

In addition, it is reported that transportation and distribution facili- 
ties are inadequate to handle several days harvest at one time. There 
is a shortage of trucks and of refrigerated railroad cars and it is re- 
ported that delays in marketing have resulted in tying up hundreds of% 
refrigerator cars on sidings for additional periods of from 24 to 48) 
hours. a 


Secretary Anderson said: 


During this war period, when food is so urgently needed through- 
out the world it is unthinkable that any part of our food supply should 
spoil because of the failure of markets to remain open to handle it, 
The maturing of fruits and vegetables is a continuous process that can- 
not be stopped for two consecutive days each week. Farmers do not 
have storage facilities suitable for holding highly perishable commodi- 
ties from Friday to Monday and tying up refrigerator cars with shipped- 
in produce simply means ldésses in distant producing areas because of 
delays in obtaining cars. There have already been serious losses of 
perishables this year because of the shortage of refrigerator cars. 

We are informed that the volume of sales of some wholesalers is 
so low on Saturdays as to make their operations unprofitable, but no 
contracts between dealers and labor organizations should prevent mar- 
kets from remaining open to handle highly perishable food supplies 
which farmers want to sell and consumers want to buy. I am therefore 
urging that wholesale trade and labor organizations do not permit 
existing contracts or other arrangements to stand in the way of mar- 
ketings that must be made to avoid food losses. Full cooperation of 
farmers, wholesalers, labor, and all other groups will be necessary if 
sufficient food supplies are to be kept flowing to those in need. 














Amphibious Trucks’ Role in War 


The War Department, in a “now-it-can-be-told” report on 
the performance of 760 amphibious trucks, technically desig- 
nated as DUKW’s but usually called “ducks,” which began] 
war service on the coast of French Morocco more than two) 
years ago after having been transported on large tranpsort 
ships across the Atlantic and into the Mediterranean, said that 
these “trucks that looked like boats” had been used success- 
fully in hauling supplies from shipside to shore and in effect- 
ing coastal invasions in North Africa, Sicily, Italy and southern 
France. 


At the time of the North African invasion, the War De- 
partment said, the Ordnance Department began having head- 
aches that could be traced directly to “ducks.” Continuing, it 
said, in part: 


The soldiers learning to drive their 19,850-pound vehicles had numer- 
ous mishaps and the Ordnance shops in the area found out that a 
“‘duck’’ held many secrets not known to the average GI mechanic and 
ordnance officers also discovered that no one knew the real meaning 
of the letters DUKW. Ingenuity and hard work kept the ‘‘ducks’’ in 
shape, nevertheless, and the invasion of Sicily came off on schedule. 
Troops and supplies moved from ship to shore despite German shells. 
... When port facilities were available, the ‘‘ducks’’ were brought up 
on dry land for a quick overhaul.... 


In Naples... drivers worked 12-hour shifts driving from shipside 
to supply depots eight and ten miles inland....More of the original 
760 ‘‘ducks’’ became casualties. Driving on land through the narrow) 
streets and alleys of Naples caused rips in the hulls, tire trouble, and) 
other mechanical defects.... 


Some of the ‘‘ducks’’ were...sent to the Fifth Army, where they 
were used to cross the Rapido River, one of the bloodiest river crossings 
of the war....At Anzio...they were used as assault boats for the 
rangers who made the initial landings. All got ashore safely.... 

After further action in Italy and after participation in the invasion 
of southern France, the War Department said, the ‘‘old gang of ‘ducks’ ” 
was reduced to 350, and these were ‘‘still around.”’ 


“A few parked in the junk yard are left to bear out one ‘duck 
driver’s claim that ‘no duck ever died a natural death,’’’ it added. 

























FEDERAL TRUCK CHICAGO SERVICE STATION 


A new truck service station being built by Ray Schuster, 
Federal Truck distributor in Chicago, is now under construc: 
tion in Chicago at Archer and Ashland avenues, and will be 
completed about Oct. 1. Having approximately 33,000 square 
feet of floor space, the establishment will include a two-story 
parts department, lounge for truck operators, offices, salesroom 
and individual truck repair stalls with two-way entrances to 
facilitate service operations. 
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T. Jefferson, Jr., has been appointed 
assistant freight traffic manager, Rich- 
mond, Va., for the Chesapeake & Ohio 
Railway Co. P. J. Tierney has been 
appointed assistant general freight 
traffic manager, Richmond, Va.; J. P. 
Kelley, freight traffic manager, Rich- 
mond; E. E. Briers, division freight 
agent, Richmond; B. G. Stall; division 
freight agent, Lexington, Ky.; D. L. 
O’Connor, general freight agent, Hunt- 
ington, W. Va., and W. L. Bailes, assis- 
tant freight traffic manager, Chicago. 

* * * 


Edward H. Dulaney, chairman, South- 
ern Classification Committee, Atlanta, 
Ga., since Dec. 1, 1921, will retire Au- 
gust 1. Robert E. Boyle, Jr., has been 
appointed to succeed Mr. Dulaney as 
committee chairman. Other members of 
the committee are J. N. Steadwell and 
A. H. Carson, secretary. 

* * K 


Homer G. Legan has been placed in 
charge of the traffic division of the 
Chicago regional office of the Recon- 
struction Finance Corporation. 

* * * 


Charles Louis Bateman, general 
freight agent at Atlanta, Ga., for the 
Southern Railway System, died July 17. 
Mr. Bateman had been with the South- 
ern for 35 years. 

* * * 


J. H. Cristoph has been appointed 
general agent at New York City for the 
Virginian Railway Co. W. R. McClelland 
has been appointed general agent at 
Pittsburgh, replacing Mr. Cristoph. W. J. 
Shields has been appointed commercial 
agent at Cincinnati, replacing Mr. Mc- 
Clelland. 

* * * 

D. H. Streett, general eastern agent 
for the Chicago, Indianapolis & Louis- 
ville Railway at New York, died at his 
home in Brooklyn July 19. He had 
been with that railroad since 1924. Mr. 
Streett was a member of the Traffic 
Club of New York. 


* * * 


Charles A. Parker has been appoinnted 
commercial agent, Erie Railroad Co., 
with office in Atlanta, Ga. 


* * * 


J. Robert Anderson has been pro- 
moted from office manager to assistant 
to the vice-president and general man- 
ager of the Illinois Central Railroad at 
Chicago. Mr. Anderson began work for 
the company in 1907. Albert L. Church 
has been promoted from the office man- 
ager to executive assistant of the rail- 
road, also at Chicago. 

* * * 


Thomas C. Sparks has been appointed 
eastern manager industrial development, 
Baltimore & Ohio Railroad Co. and the 
Staten Island Rapid Transit Railway 
a with headquarters in New York 

ity. 


* * * 


James R. Buckley has been appointed 
division passenger agent at Rochester, 
N. Y., for the Lehigh Valley Railroad, 
succeeding Otto H. Hoffman, who. has 
been made general eastern passenger 
agent at New York City. John A. Dob- 
son has been appointed division passen- 


ger agent, Newark, N. J., succeeding Mr. 
Buckley. 
* * * 

Albert H. Seaver, Boston, Mass., spe- 
cial assistant to the vice-president, New 
York, New Haven & Hartford Railroad 
Co., received a diamond pin July 19 in 
recognition of having completed 50 
years’ service with the New Haven. 
Presentation was made by Frank J. 
Wall, vice-president. 

* * * 


A. H. Hogan, assistant auditor, Grand 
Trunk Western Railroad, Detroit, has 
been appointed auditor, to succeed T. J. 
Gracey who was recently appointed an 
assistant comptroller for the Canadian 
National Railways System at Montreal. 

* * * 


Three veteran United Air Lines official 
have been elected to new posts as com- 
pany vice-presidents, at Chicago. H. E. 
Nourse, formerly assistant to the presi- 
dent and head of the economic and mar- 
ket research department, becomes vice- 
president in charge of economic con- 
trols. D. F. Magarrell, formerly direc- 
tor of passenger service, becomes vice- 
president in charge of passenger service. 
R. F. Ahrens, formerly director of per- 
sonnel, becomes vice-president in charge 
of personnel. 

* * * 


W. C. Kendall, chairman of the car 
service division of the Association of 
American Railroads, has announced that 
T. W. Flickinger has been appointed as- 
sistant to the manager of the car serv- 
ice division’s military transportation sec- 
tion, succeeding J. J. Kelley, who re- 
cently became manager of the section. 

* * * 


Maury Middleton, treasurer of the 
Southern Railway System at Washing- 
ton, D. C., will retire Aug. 1 after 46 
years of railroad service, and will be 
succeeded by A. E. Tate, of Washington, 
now assistant treasurer. J. B. Early, 
now an assistant treasurer at Washing- 
ton, will succeed Mr. Tate. M. G. Chew, 
cashier at Washington, will be promoted 
to assistant treasurer. R. H. Smith, 
executive assistant, Washington, will be 
promoted to cashier. E. W. Rawlins, 


A. F. Kress, Colonial Salt Co., was 
elected president of the Traffic Study 
Club of Akron, Ohio, at the annual meet- 
ing in May. Other officers chosen are: 
First vice-president, C. R. Burr, Pennsyl- 
vania Railroad Co.; second vice-presi- 
dent, P. A. Amato, Federal Express, Inc.; 
secretary, J. A. Gee; treasurer, N. F. 
MecNatt, Akron, Canton & Youngstown 
Railroad Co. Members of the club’s 
board of directors are: R. W. Wettstyne, 
Firestone Tire & Rubber Co.; R. W. 
Corns, B. F. Goodrich Co.; J. B. Bach- 
mann, Morrison Motor Freight Co.; H. 
Mayer, Yankee Lines, Inc.; F. N. Seitz, 
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who was promoted to assistant cashier 
on Jan. 1, will continue in that position. 
* * * 


F. M. Gunn, for many years. manager 
of works of the Chicago plants, Pullman- 
Standard Car Mfg. Co., has been named 
assistant to the president, at Chicago. 
H. B. Reed has been appointed manager 
of works succeeding Mr. Gunn. 

* * * 


Receiver of the one millionth war 
bond purchased by employes of the Rail- 
way Express Agency was Ethel J. Brit- 
ton, trace clerk in the New York district 
accounting bureau. Miss’ Britton re- 
ceived the bond from A. M. Hartung, 
vice-president, personnel, and war bond 
chairman of the agency. 

* * * 


The Motor Rate Club of Chicago held 
its regular monthly meeting in the Mid- 
land Hotel on July 20. C. L. Lawson, 
chairman of the standing rate committee, 
Central States Motor Freight Bureau, 
was the speaker. Robert Ullrich, Liberty 
Trucking Co., was program chairman. 

* * * 


At the annual meeting of the stock- 
holders of Pan American Airways Cor- 
poration held July 19 in Jersey City, the 
following directors were re-elected: 
Charles Francis Adams, H. M. Bixby, 
Prescott S. Bush, S. Sloan Colt, John 
C. Cooper, Howard B. Dean, S. M. Fair- 
child, John W. Hanes, Robert Lehman, 
E. O. McDonnell, Mark T. McKee, 
Thomas A. Morgan, Samuel F. Pryor, 
W. H. Standley, Vernon F. Taylor, J. T. 
Trippe, and E. E. Young. 


* * * 


The Freight Traffic Institute, Chicago, 
held graduation exercises July 21 at 
Martins restaurant. George Hardtla was 
in charge of arrangements. Richard V. 
Lorenz was class spokesman, and de- 
livered a presentation speech which was 
accepted by George J. Ruby. J. A. Burk- 


_ley was master of ceremonies and pres- 


ented the diplomas. 
* * 


V. E. Freeman, general manager of 
North American Van Lines, has been 
elected to the executive committee of 
the household goods carriers’ bureau of 
the American Trucking Associations, 
Inc. 

* * * 

Richard A. Taylor, formerly personnel 
and employment manager for the Wright 
Aeronautical Corporation in Paterson, 
N. J., has been appointed personnel di- 
rector of the American Express Co., at 
New York. 


Baltimore & Ohio Railroad Co.; and 
C. F. Lauer, Erie Railroad Co. The club 
will hold its annual golf party Aug. 9 
at the Twin Lakes Country Club, north 
of Kent. 

R. “Bob” Gros, manager, publicity de- 
partment, Pacific Gas & Electric Co., 
will speak on “Personalities” before the 
Aug. 14 meeting of the Pacific Traffic 
Association, San Francisco, at a place 
to be designated later. 


Col. I. Sewell Morris, commanding 
officer of the Sixth Transportation Zone 
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and chairman of the Western Railroad 
Urgency Committee, spoke on ‘‘Wartime 
Transportation” before the meeting July 
23 of the Birmingham, Ala., Traffic & 
Transportation Club, in the Tutwiler 
Hotel. 

Captain Harold Gray Jarvis, retired 
English sea captain, spoke on “Cruising 
the Pacific with the Imperial Japanese 
Navy” at the July 23 meeting of the Los 
Angeles Transportation Club in the 
Biltmore Hotel. 

The Traffic & Transportation Associa- 
tion of Pittsburgh will hold its mid- 
summer golf outing at Chartiers Heights 
Country Club on July 31. Sam H. Ver- 
ner, general agent, Pittsburgh & Lake 
Erie Railroad, is general chairman of 
the committee. 





The Indianapolis Traffic Club held a 
golf outing July 28 at the Sarah Shank 
course. On August 29 the club will hold 
its fall golf outing at Ulen’s Country 
Club, Lebanon, Ind. 





The Traffic Club of the Lehigh Valley 
will hold its annual outing Aug. 21 at 
the Beethoven Waldheim Park, Leiths- 
ville, Pa. 


CLASS RATE ANALYSIS 


(Continued from page 239) 


incident to the service covered by the 
rates. Consequently, it found that upon 
the record as it now stands that a mini- 
mum charge of less than 75c is below 
the minimum of a just and reasonable 
rate, whether storedoor pick-up and de- 
livery services are or are not afforded. 

The Commission suggested that any 
modification in outstanding orders per- 
taining to intrastate class rates pre- 
scribed by the Commission in other pro- 
ceedings should be sought by appro- 
priate actions under the Commission’s 
General Rules of Practice, in order to 
bring into harmony intrastate and inter- 
state rates as required by the Interstate 
Commerce Act. 

Other outstanding orders of the Com- 
mission, it announced, will be modified 
to the extent necessary to enable the 
carrier bound by them to publish or file 
tariffs or schedules embodying the in- 
creases or decreases ordered in I. C. C. 
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Docket 28310. Appropriate Sixth Section 
orders for the publication of simple 
forms and supplements to existing tariffs 
will be issued to permit the publication 
of the increases and decreases in rates. 
The Commission stated that it would 
give prompt consideration to applications 
for Fourth Section relief. 

The Commission explicitly stated that 
no changes in existing exception rates 
or column rates are contemplated by the 
finding of the Commission requiring the 
decreases or increases in rates. 

The decisions in these cases are of 
greatest significance in the economic- 
political controversy which has raged 
over interterritorial freight rates, par- 
ticularly those to and from the South 
for more than a decade. Some of the 
important aspects of the cases discern- 
ible at this time can be summarized 
briefly. 

The orders of the Commission do not 
appear adversely to effect the establish- 
ment of exceptions to the classification, 
provided that the exceptions conform to 
the following criteria: 

1. They must be justified individually. 

2. They must not have the effect of 
creating violations of the Interstate 
Commerce Act. 

3. They must not be inconsistent with 
the national transportation policy, as 
stated by Congress in the Wheeler-Lea 
transportation act, 1940. 

4. They must not tend to impair the 
general requirement of uniformity in 
classification found by the Commission 
to be just and reasonable. 

These criteria appear to restrict, after 
the adoption of a prescribed uniform 
classification, exceptions to the classi- 
fication to individual adjustments of 
rates to and from specific points or 
groups; and they appear to restrict the 
use of general exceptions to the classi- 
fication applicable generally throughout 
territories or between territories. 

The logical conclusion to the Commis- 
sion’s finding with respect to exceptions 
to the classification would appear to be 
that all general rate bases should be 
published in the classification and that 
all special adjustments should be limited 
to the points or groups where such ad- 
justments are necessary or desirable and 
not spread over an entire territory by 
general exceptions to the classification. 
This would seem to indicate that general 
exceptions should be eliminated and that 
commodity rates should be used for this 
purpose. 


Class Ratings 


The class ratings prescribed by the 
Interstate Commerce Commission in its 
order in I. C. C. Docket 28310 represent 
a percentage equivalent for every class 
rating in the present Official, Illinois, 
Southern and Western Classifications 
and, in addition, four classes between 
other classes,—92.5%, 77.5%, 65% and 
60%—and three classes lower than the 
lowest present class rating,—16%, 14.5% 
and 13%. These classes represent also 
the twenty-three classes, first class and 
lower, prescribed by the Interstate Com- 
merce Commission in the Eastern Class 
Rate Investigation. ‘The Commission 
stated that in the adjustment of the 
class ratings in the proposed uniform 
classification due consideration must be 
given to the establishment of ratings 
which are: 


1. In conformity with the Interstate 
Commerce Act. 

2. Just and reasonable to shippers. 

3. Made with due consideration to the 
revenue requirements of the carriers. 
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The seven classes higher than first 
class represent all the classes provided 
for in the Consolidated Freight Classi- 
fication higher than first class, excepting 
3% times first class. So far as can be 
discovered, there is no article rated at 
this class rating in the present Con- 
solidated Freight Classification. 


Distribution of Traffic by Type of Rate 


It is interesting to note that a study of 
the movement of all carload freight 
traffic shipped on the test-day used by 
the Commission September 23, 1942 
shows that 85.2% of the total movement 
of carload shipments and 77.6% of the 
carload revenues moving within terri- 
tories and between territories of the 
United States were derived from traffic 
moved on commodity rates; exceptions 
to the classification accounted for 10.7% 
of the carload shipments and 16.1% of 
the carload freight revenue; and traffic 
moving at class rates accounted for 
4.1% of the total movement of carload 
shipments and 6.3% of the total carload 
revenues. 

The tentative opinion seems warranted 
that the 75c minimum charge applies 
only in connection with articles which 
are billed at class rates established by 
the classification and not to articles 
which move at exceptions to the classi- 
fication ratings even though the rates at 
which they move are established by ex- 
ceptions to a class rate basis. This would 
include commodities which are classified 
under class ratings but governed by ex- 
ceptions to the classification which pro- 
vide for the substitution of gross for net 
tons without change in the ratings of 
the article. 

The effect of the change in the classi- 
fication according the same rate to 2240 
pounds that would be accorded to 2000 
pounds is a change in rate and would be 
such a change as would take the article 
out of the category of. class rate ship- 
ments, and would also change the status 
of the rate to such an extent that it 
would place the article in the category 
of shipments in which no changes are 
contemplated to existing exception rates 
or column rates. The conclusion would 
appear to be justified, therefore, that 
rates produced in this fashion should 
not be increased or decreased under the 
orders of the Commission in these cases. 


Status of Territories Taking Arbitraries 


During the interim period it would 
appear that the rates in arbitrary ter- 
ritories taking the basis of rates higher 
than the rates prevailing in the terri- 
tories generally—such as New England, 
Zones A and B; C. F. A., Zone C; Florida 
Sub-Territory; Western Trunk Line, 
Zones 2, 3 and 4; and Southwestern, 
Zones 3 and 4—would continue in full 
force and effect, subject to the increases 
and decreases prescribed in the interim 
period and subject also to the table of 
minimum rates. The conclusion would 
seem to be justified that the permanent 
class rate scales would be uniform and 
would have the effect of eliminating the 
difference in rates now obtained in these 
higher rated territories. 


The Commission stated that the record 
in I. C. C. Docket No. 28310 was inade- 
quate upon which to prescribe reason- 
able domestic interstate all-water or 
rail-water rates. For this reason, no 
findings were made with respect to such 
rates, and the Commission announced 
that further proceeding will be neces- 
sary in order to determine the relation- 
ship between the rail and water classi- 
fications and rates. 
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A Siding on New York Central links 
your plant directly with seven of America’s ten 
biggest cities, and places you in the territory 
where 52% of American buying power is con- 
centrated. Your products cover the Nation’s 
richest market area with maximum speed and 
dependability. Yet that is only one advantage 
of a location that is central in the fullest sense. 


“CENTRAL” TO MANPOWER—because, on New York 
Central you are in the home area of skilled mechanical, 
electrical, chemical and textile workers. ..64% of all U.S. 
factory labor. 


“CENTRAL” TO RESOURCES—because the New York 
Central territory, beside being rich in industrial power and 
water supplies, also produces 75% of the bituminous coal, 
81% of the steel, and the greatest variety of semi-finished 
materials in America. 


“CENTRAL” TO FOREIGN TRADE—because New York 
Central serves great modern ports handling 80% of Atlantic 
Coast imports and exports. 


“CENTRAL” TO TRANSPORTATION—because a 
modern fleet of 800 daily passenger trains gives your ex- 
ecutives and sales force fast, dependable service, through- 
out the New York Central area. 
NEW YORK 
BUY MORE Ge 
WAR BONDS 
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ASK ABOUT PLANT SITES IN THIS AREA 


Write or telephone the New York Central Industrial 
Representatives listed below. Their files cover a 
variety of available sites, and they are prepared to 
undertake surveys to search out special advantages 
you may need. Let them help you find your central 
location. . . confidentially ... and with a saving of 
time for your war-burdened executives. 


BOSTON . . South Station A. E. CROCKER 
CHICAGO. _La Salle St. Station H. W. COFFMAN 
CINCINNATI 230 East Ninth St. G. T. SULLIVAN 


CLEVELAND . Union Terminal A. J. CROOKSHANK 
DETROIT . . Central Terminal . . A.B. JOHNSON 
PITTSBURGH . P. & L. E. Terminal . P. J. SCHWEIBINZ 
NEW YORK 466 Lexington Avenue W. R. DALLOW 


In other cities, contact our nearest Freight Agent 


wa New York Central 


THE WATER LEVEL ROUTE 




























































































































































































































































































































































































































































Liability of Carrier — Concealment of 
Nature of Shipment—Fraudulent or 
Non-Fraudulent 


North Carolina.—Question: We would 
appreciate any information you may be 
able to furnish dealing with a decision 
or conclusion reached on an incident 
similar to the following: 

A shipment of war materials described 
in a government bill of lading as “elec- 
tric motors, generators and armatures,” 
weighing a total of 16,169 pounds origi- 
nating with an A. A. F. Depot. and con- 
signed to a port of embarkation, is 
picked up by regular route motor com- 
mon carrier A, and transported 548 
miles, where it was transferred to reg- 
ular route motor common carrier B. 

Carrier B, estimating value as indi- 
cated on bill of lading as not being in 
excess of $15,000 to $18,000, from pre- 
vious experience in handling the type of 
traffic covered in the bill of lading, and 
due to lack of available equipment for 
quick movement of the goods to destina- 
tion, leased a tractor-semi-trailer with 
owner-driver to transport the goods to 
destination, a distance of some 267 
miles, under a $10,000 leased equipment 
insurance policy coverage, in addition to 
$3,000 coverage of owner. Enroute to des- 
tination the leased equipment, cargo, and 
driver were entirely destroyed by fire 
as the result of an accident. 

The claim presented by the finance 
officer listed the following airplane 
parts: Generators, electric motors, pan- 
els, brushes, retracting gear, inverters, 
airplane starter assemblies or starter 
motors, to a total value of $102,625.83 
(later revised to $97,257.66 on re-audit). 
Of the commodities named 94.7 per cent 
in value was represented in the starter 
assemblies, nearly all of which weighed 
47 _— each, and were valued at $400 
each. 

The rating applied by carrier A and 
approved by carrier B was that appli- 
cable on goods described in the bill of 
lading, under the assumption that since 
no mention was made of airplane parts, 
that shipment consisted of air-field or 
building motors, etc. 

The government demands settlement 
of claim as presented, denying extenu- 
ating circumstances that might tend to 
lessen liability of carrier; holding up 
revenue due both carriers A and B; 
while carriers hold for certain valid de- 
fenses, including erroneous and mislead- 
ing description of goods on the bill of 
lading. Section 5 of bill of lading con- 
tract, and Rule 3 of the National Motor 
Freight Classification. 

Answer: Where the shipper, either by 
his acts or his omission, faudulently con- 
ceals the nature of the value of the 
goods shipped, the effect of such conduct 


is to relieve the carrier from its liability 
as insurer (Mitchell vs. Frank Marmela, 
269 Ill. App. 428); but the decisions are 
not in entire harmony in respect to the 
extent of the carrier’s liability under the 
circumstances. Thus, it has either been 
held or said in a number of decisions in 
which the goods shipped were money, 
jewelry or other valuables so concealed 
as to hide their value and mislead the 
carrier, that the latter is discharged 
absolutely from any liability for loss or 
injury to such property (Lancaster vs. 
Houghton, 249 S. W. 113, error dis- 
missed, 45 S. Ct. 194, 266 U. S. 590); 
and this rule is particularly applicable 
if the loss is due to the carrier’s omis- 
sion of such precautions as are necessary 
to the safe transportation and delivery 
of the goods, superinduced by the ship- 
per’s fraudulent conduct. Mobile, etc. 
R. Co. vs. Phillips, 60 Sou. 572. 

It is immaterial, as respects the car- 
rier’s liability, whether the deception 
resulted from premeditation or from in- 
advertence on the part of the shipper 
(Porteus vs. Adams Express Co., 127 
N. W. 429; Harrington vs. Wabash Ry. 
Co., 122 Mo. 14). The intention to im- 
pose on the carrier is not important—it 
is enough if such is the practical effect 
of the conduct of the shipper. Maginn 
vs. Dinsmore, 62 N. Y. 35. 

On the other hand, it has been held 
that, notwithstanding the fraud of the 
shipper, the carrier, although discharged 
of liability as an insurer, is liable as an 
ordinary bailee of the property for hire 
and as such charged with the duty of 
exercising ordinary care to keep and de- 
liver the property (Head vs. Pacific Ex- 
press Co., 126 S. W. 682), in that a mis- 
representation by the shipper as to the 
contents of the shipment, in order to 
obtain lower rates, will not prevent a 
recovery from the carrier for loss there- 
of where such misrepresentation did not 
contribute to the loss by misleading the 
carrier as to the precautions required 
for safe transportation. (Chesapeake, 
etc. R. Co. vs. McGowan, 144 S. W. 80.) 

If the bill of lading covering the ship- 
ment contained a clause similar to rail 
carriers’ bill of lading and there was no 
fraudulent misrepresentation, under the 
decision in New York Central R. R. Co. 
vs. Goldberg, 250 U. S. 85, 39 S. Ct. 402, 
the value of the goods can be recovered. 
The bill of lading provision reads as 
follows: 

If upon inspection it is ascertained that the 
articles shipped are not those described in this 
bill of lading, the freight charges must be 
paid upon the articles actually shipped. 


Liability for Use of False Point of Ori- 
gin on Bill of Lading 


New York.—Question: The question 
has recently arisen regarding the cor- 










TRAFFIC WORLD 


rectness of our bills of lading. We make 
shipments from A and B, New Jersey, 
and C, New York, via the X Railroad, 
as well as other carriers operating from 
C. You will notice that the inclosed 
memorandum is issued to the X Rail- 
road Company and is dated at A, Janu- 
ary 4. Our reason for not erasing A and 
substituting C is because our present 
method expedites the payment of charges 
of prepaid shipments. 

Will you kindly advise if there is any- 
thing illegal with reference to the is- 
suing of bills of lading such as the at- 
tached ? 

Answer: In Coal and Oil Investiga- 
tion, 31 I. C. C. 193, the Commission, on 
page 237, said: 

Some of the O’Gara Coal Company’s mines 
are located at Eldorado, 8 miles north of 
Harrisburg. The product of the mines at 
Harrisburg has a better trade reputation and 
is more in demand than that produced by 
the mines farther north in the district. For 
the purpose of concealing from customers the 
fact that their orders were being filled with 
Eldorado coal, the O’Gara Coal Company pre- 
vailed upon the Big Four to bill O’Gara’s 
Eldorado shipments in such form as to indi- 
cate to the consignees of such shipments that 
the coal had come from Harrisburg. It is 
significant that the Big Four discontinued 
this practice immediately upon learning that 
the Commission was aware of it. This mat- 
ter was referred to the Department of Jus- 
tice, with the result that indictments were 
returned against the carrier for granting a 
discrimination in violation of the Elkins act. 
The Big Four recently pleaded nolo contenders 
to this charge and paid a fine of $3,000. 


Unless the result is the receiving of a 
discrimination within the purview of the 
Elkins act, or the obtaining of transpor- 
tation for property at less than the reg- 
ular rates established and in force, 
within the purview of section 10 of the 
act, the practice you describe is appar- 
ently not an illegal one, but is one which 
is at least, irregular and likely to result 
in confusion. 


Weighing and Reweighing 

Connecticut. — Question: Will you 
kindly advise if there is at this time any 
ruling of the Interstate Commerce Com- 
mission relative to the compulsory test- 
ing of railroad scales. 

We would also like to know whether 
or not a railroad has a right to weigh 
cars and issue certified weight on con- 
tents of cars when that carrier is aware 
of the fact that its scale over which the 
car has been weighed has not been tested 
within a period of about a year. 


We would also like to know whether 
or not the original weight of the origi- 
nating carrier will govern when it has 
been proven that the scale of the deliv- 


ering road had not been tested for about 
a year. 


Answer: While in its decision in In re 
Weighing of Freight by Carriers, 28 
I. C. C. 7, the Commission has recom- 
mended federal supervision of the weigh- 
ing of freight, including the testing of 
scales of rail carriers, the Commission’s 
recommendation has never been acted 
upon. 

The mere fact that there has been no 
test of a scale within a given time is not 
conclusive evidence of the inaccuracy of 
a scale; but this fact, together with 
other evidence, may show that the scale 
is inaccurate. The weight of a given 
shipment in a question of fact to be de- 
termined from the available evidence. 
Peter vs. O. S. L. R. Co., 20 I. C. C. 598. 

A carrier may not provide by tariff 
that a particular scale weight will gov- 
ern. On this point, the Commission in 
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A MAIN LINE TO TOKYO 


me 


ONNECTING THE WEST and East through three great transportation 

gateways—St. Louis, Memphis and New Orleans, Missouri Pacific rails are 
vital links in America’s wartime supply lines, over which thousands of men and 
tons upon tons of equipment and materials are rolling westward now toward 
the final Victory. 


For Missouri Pacific railroaders the task they face in the weeks and months that 
lie ahead means renewed and redoubled effort. 
They will need and are counting on the continued 
fine cooperation of shippers and travelers 
throughout the West, South and Southwest. 
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the case first cited above, on page 30, 
said: 

One instance has come to the attention of 
the Commission where the tariff of the car- 
rier provided that the weight after paying 
upon a particular scale should govern, and 
it is frequently provided that weight at points 
of origins will govern. 

Tariffs of this. character are unreasonable. 
The shipper should be required to pay upon 
the actual weight. To assess freight charges 
upon any other than the actual weight is to 
impose a rate either too high or too low and 
to discriminate between different shippers. 


A carrier may not provide that the weight 
of a particular scale shall govern, whether 
that scale be accurate or inaccurate, for the 
question is always, what is the actual weight 
of this shipment within reasonable limits as 
above indicated? 

Neither is it proper to provide that weights 
at either the point of origin or the point of 
destination shall govern, unless those weights 
are correctly taken; that is, such a tariff 
would be unreasonable unless the shipper 
were permitted to show by reweighing or by 
other means that the weights at the point of 
origin were inaccurate. 


Unless there is a reweighing in ac- 
cordance with the provisions of the car- 
riers’ tariff in which rules are published 
which incorporate the provisions of the 
National Code of Rules Governing the 
Weighing and Reweighing of Carload 
Freight, there is no check on the origi- 
nal weighing other than such other evi- 


dence as it may be possible for the ship- 

per to assemble. 

Tariff interpretation — Application of 
Rule 12\%4 of National Motor Freight 
Classification 


Michigan.—Question: We have been 
presented with a balance due bill from 
a motor common carrier covering an 
1. t. 1. shipment of an item listed in the 
National Motor Freight Classification 
providing for the material to be shipped 
“in packages, or loose if weighing each 
15 lbs. or over.” 

The material was shipped loose, each 
piece weighing only 6% lbs., paying 
freight charges on the basis of Rule 5, 
Section 6(a), a penalty one class higher. 

The carrier contends that Rule 12% 
eliminates the application of Rule 5 and 
the charges must be paid on the basis of 
15 lbs. for each piece. 

We believe the 15 lbs. provision for 
shipping loose is a privilege; but if Rule 
12% removes the alternative application 
of Rule 5, which ever penalty produces 
the lower charge, then the shipper is 
unfairly penalized. In this case an in- 
crease in charges of over 130 per cent 
whereby the penalty under Rule 5 would 
amount to approximately 25 per cent. 

Since the item covering the material 
shipped provides for shipment in -pack- 
ages or loose if 15 lbs. or over, are we 
not entitled to the penalty which pro- 
duces the lower charge? 


TRAFFIC WORLD 





Answer: Paragraph (b), Section 1, 
Rule 12% of National Motor Freight 
Classification No. 7, reads: 


When, in the description of an article, an 
individual minimum weight per piece of loose 
freight is specified in connection with a rat- 
ing, no provision being made for loose pieces 
weighing less than the specified individual 
minimum weight, the total charge for a num- 
ber of loose pieces of a lesser weight shall 
be the same as would accrue on a like number 
of similar loose pieces, each of the specified 
individual minimum weight. 


Section 6(a), of Rule 5, of the same 
issue, reads in part: 


When an article is found in transportation 
which is not packed in accordance with classi- 
fication provisions it will be charged one 
class higher (greater). ... 


The provisions of this rule are de- 
signed to cover charges for improper 
packing. 

Inasmuch as the problem presented is 
one in which the classification provides 
specific ratings, subject to an individual 
minimum weight per piece, and not a 
case where a commodity was improperly 
packed, we are of the opinion that the 
provisions of Rule 12%, above quoted, 
apply. 

In other words there are no grounds 
for assessing a penalty under Rule 5 on 
a shipment that contains pieces weighing 
under 15 pounds each. 

















































































































































Truck and Bus Tire Production 


W. James Sears, deputy director of the War Production 
Board’s Rubber Bureau, has announced appointment of Ray- 
mond T. Bete, of the Kelly-Springfield Tire Co., Cumberland, 
Md., to head the tire and tube division of the bureau, succeed- 
ing J. S. Johnson, who has resigned and is returning to the 
United States Rubber Co., New York City. 

_. The W. P. B. also announced that James W. Gilbert, as- 
sistant director of the tire and tube division, had resigned and 
would return to the Armstrong Tire & Rubber Co., West Haven, 
Conn., and that Mr. Johnson and Mr. Gilbert would continue 
as part-time consultants of the Rubber Bureau. 

Rayon tire cord will now be used in the production of five 
smaller sizes of truck tires for which only cotton tire cord has 
been authorized heretofore, the W. P. B. has announced. It said 
this action was designed to conserve further the nation’s stock- 
pile of natural rubber, and that it had been made possible partly 
by an increase in production of rayon tire cord and partly by 
reduced requirements for military tires. Tire sizes affected, it 
said, were 7.50 six-ply and eight-ply, all rim diameters, high- 
way tread. The changes were made effective by amendments 
5 and 6 to appendix II of Rubber Order R-1. 

Mr. Sears reported that 12 government-authorized expan- 
sion projects for large truck tires, completion of which would 
have cost $86,000,000, had been canceled. Six of those plants, 
he said, were new and wholly government-financed, and the 
other six were projects in which additional plants and equip- 
ment were being built adjacent to existing factories, with vary- 
ing percentages of public and private funds. He announced, also, 
that 25 expansions for making smaller truck tires had been 
canceled previously, and said that ‘with the cancellation of 21 
truck-tire tube expansions announced July 16, this brings to 
$110,000,000 the total of plant expansions that have been can- 
celed.” In an explanatory statement, he said, in part: 


When military truck tire expansion programs were authorized in 
December, 1944, and January, 1945, requirements indicated a need for 
24,000,000 truck tires per year. The demands of the stepped-up two- 
front war increased this requirement to 28,000,000 tires per year. Re- 
visions and cutbacks made possible since VE-Day have now reduced 
the figure to 20,000,000. 

The truck tire expansion program has been adjusted to this pro- 
duction rate as rapidly as possible. Certain plants that had to be built 
from the ground up would not be ready for operation until the first 
quarter of 1946. If we are able to attain the presently required rate of 
production sooner, these plants will constitute surplus capacity. There- 
fore, it has been decided to eliminate this group of new plants... . 


The August quota of truck tires, size 8.25 and larger, was 
cut from 234,308 in July to 200,000, according to a joint an- 
nouncement of the Office of Price Administration and the War 
Production Board. A small truck tire quota of 386, 862 for 
August was the same as for July, those agencies said. It ob- 





served that production of both large and small truck tires had 
been reduced by the recent strikes in Akron, O. 


Referring to the cut in the large truck tire quota, the an- 
nouncement said: 


The reduction of more than 34,000 in the large truck tire quota will 
require the most rigid conservation of tires in this category, the agen- 
cies said. Local emergency truck tire boards have been asked to screen 
all applications for these tires with the greatest care to assure that 
purchase certificates are issued to only the most essential applicants. 
Truck owners and drivers are urged to do everything possible to stretch 
the life of their truck tires. 

Reduction of this quota is particularly serious during the month 
of heaviest demand for all types of tires, it was pointed out. Present 
inventories are so small, however, that it is not advisable to borrow 
from them as is being done to bolster the allocations of passenger tires. 
The August large-truck tire quota is in line with the number of these 
tires actually available out of production for civilian delivery. 


LIQUID INFLATION OF TIRES 


Liquid inflation may be used in place of air for tires on 
certain types of slow-moving industrial equipment such as road 
graders, power mowers and industrial tractors, according to the 
Goodyear Tire & Rubber Co., which has completed extensive 
tests in the use of Solution 100. Tires of vehicles which carry 
only the weight of the vehicle and travel at less than 10 miles 
per hour are filled 100 per cent with the liquid. Such service 
results in increased traction, constant inflation pressure and, in 
grader tires, reduced chattering of the blade, the company 
states. Use of liquid inflation is not recommended for load- 
carrying tires of trucks, cranes, trailers and earth-moving 
vehicles. 


SALES OF SURPLUS TRUCK PARTS 


The U. S. Commerce Department’s Office of Surplus Prop- 
erty has announced that “millions of dollars worth of automo- 
tive parts,” including truck parts, will be sold at “spot sales, not 
auctions’’—at the following cities and dates: 


Philadelphia, the week of August 6; Cincinnati, the week of August 
20; Chicago, the week of September 17; Atlanta, Ga., the week of 
August 13; Texarkana, Tex., the week of August 6 (items offered to 
be shown at Fort Worth, Tex.); St. Louis, the week of August 27; 
Denver, the week of August 13; Salt Lake City, the week of August 27, 
and Stockton, Calif., the week of August 27. 


The inspection period, in all cases, would be the week im- 
mediately preceding the sale, according to the announcement. 


TRUCK-TRAILER PRODUCTION 
An additional 8,084 commercial truck trailers, including 
reserves, have been authorized for production in the second 
half of 1945, the War Production Board has announced. 
These trailers, the W. P. B. said, would be produced on 
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a rated basis with firm allotments of controlled materials. and 
preference ratings of AA-1. 

It said that these additional trailers would bring the total 
rated program for the second half of 1945 to 18,696. Quotas 
have been assigned established truck producers with the re- 
serve retained to give new producers a share in the rated 
program, it stated. Newcomers may obtain their quotas on 
+ application to the automotive division, W. P. B., Washington 25, 
D. C., according to the announcement. 

In addition to the rated program, W. P. B. has a program 
of 8,804 trailers to be authorized on an unrated basis or without 
material allotments and preference ratings. Producers or new- 
comers wishing to participate in the unrated program may file 
on Form WPB-4000 at the nearest W. P. B. field office, the 
W. P. B. says. 


TRUCK PRODUCTION 


The War Production Board’s automotive division is engaged 
in a survey to determine whether truck manufacturers will be 
able to build in the first half of 1946 “their tentatively assigned 
share of 500,000 civilian trucks,” according to the Truck-Trailer 
Manufacturers Association, Inc. 


LEASING OF VEHICLES BY TRUCK LINES 


The American Trucking Associations, Inc., reported that 
its research department, in a study of 1943 annual reports to 
the Commission by 1,036 Class I motor common carriers of 
property (those with annual revenues in excess of $100,000), 
found that those carriers operated a total of 39,871 vehicles, 
of which 30,750, or 77 per cent, were owned by them, and 9,121, 
or 23 per cent, were leased. 


AUTOMOTIVE PARTS SALE 


Millions of dollars worth of new automotive parts, surplus 
stocks for trucks, passenger cars and motorcycles, will be sold 
by the Office of Surplus Property of the Department of Com- 
merce, at sales to be held in nine places in August, according 
to an announcement by the department. Specimens of the parts 
to be sold will be shown and during inspection period a week 
before the sale in each of the designated cities. Those interested 
are advised to get in touch with the regional Office of Surplus 
Property nearest the point of sale at which attendance is in- 
tended. Places and dates of sales are as follows: 

Philadelphia the week of August 6; Cincinnati the week of August 
20; Chicago the week of September 17; Atlanta, Georgia, the week of 
August 13; Texarkana, Texas, the week of August 6; Kansas City, Mo., 
the week of August 27; Denver, Colo., the week of August 13; Salt Lake 
City the week of August 27; Stockton, Calif., the week of August 27. 


HIGHER MINIMUM WEIGHTS ON LIVESTOCK 


The Office of Defense Transportation has announced that 
the State Corporation Commission of Kansas has temporarily 
suspended tariff publications setting minimum carload weights 
on livestock at 10,000 pounds. Removal of this requirement, 
says the O. D. T., will make it necessary to load livestock cars 
to standard minimum weights permitted under the Railroad 
Individual Lines Tariff, which are substantially higher, and 
that the change will effect an increase in the livestock car 
supply. 

“The present shortage of livestock cars is the worst in 
transportation history,” said O. D. T. Director Johnson. “It 
is necessary, just now, to use many of these livestock cars 
not only for the transportation of cattle and small stock but 
to haul various kinds of ammunition, rough cargo, and many 
perishable agricultural products, such as melons. Putting slats 
in these cars makes them suitable for transporting grain. 

“The need for additional transportation to handle grain 
in Kansas is acute. As the harvest reaches its peak in the 
northern states, the need will become even greater. It is these 
facts which have induced O. D. T. to urge Kansas state officials 
to raise the livestock loading weight to substantially the same 
as that which applies in other states and in interstate traffic. 
Kansas’ patriotic co-operation is deeply appreciated.” 


ILLINOIS CENTRAL RADIO EQUIPMENT 


Radio equipment for use on trains and between trains and 
wayside stations will be tested on the western lines of the Illi- 
nois Central Railroad between Freeport, Ill., and Waterloo, Ia. 
Two main types of railroad radio systems will be tested on the 
162-mile district chosen for the variety of operating conditions 
it offers. Space radio, operating on high frequency channels, 
will be used primarily for talking between the engine and ca- 
boose on a freight train. Induction radio, which follows wayside 
wires but does not interfere with the present telephone and 
telegraph systems, will be used for communication between the 
wayside station and the train crew. The radio messages jump 
the space between the wires and the radio units. in the train 
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by induction. The tests will be supervised by P. B. Burley, elec- 
tronics engineer for the Illinois Central. 


C. B. & Q. Vista Dome Car 


A new type of railroad passenger car, designated the Vista 
Dome, made its first trip over the Chicago, Burlington and 
Quincy, from Chicago to the Twin Cities, July 23. The car has 
a completely glass-enclosed observation ‘‘dome” seating 24 pas- 
sengers projecting above the roof, affording those seated in it 
a full view in all directions. 

Newspaper men and railroad officials were guests on the 
car’s first trip as far as Oregon, Il., where luncheon was served 
at the Oregon Country Club. Speaking at the luncheon, Ralph 
Budd, president of Burlington, said the new car was the result 
of planning by the General Motors Corporation and that it was 
experimental. Lacking materials for building a completely new 
car, the Vista Dome car was made in the railroad’s Aurora car 
shops by altering a 79-foot 8-inch streamlined stainless steel 
car which had been built in 1940. The alterations increased 
the seating capacity of the car from 52 to 58. It was the rail- 
road’s intention, he said, to test rider reaction to the car on 
the Chicago-Twin City run before placing it in service on the 
transcontinental Exposition Flyer, operating between Chicago 
and San Francisco via the Burlington, the Denver and Rio 
Grande Western and the Southern Pacific. Mr. Budd said the 
Burlington was planning the purchase of a complete train of 
glass domed cars immediately after the war. 

The idea for the car comes from plans made by designers 
of the Electro-Motive Division of General Motors for the con- 
struction of a four-car passenger*train, styled the Astra-Liner, 
to be begun in the shops of commercial car builders as soon as 
materials are available. The Astra-Liner will consist of a coach, 
a sleeping car and a lounge-observation car, all of which will 
have the glass-enclosed observation galleries, and a diner. Gen- 
eral Motors says it has designed the train and will have the 
first example built in outside shops as its contribution to rail- 
road post-war passenger service improvement. 


Texas Industrial Traffic League 


Leland D. Smith, traffic manager, Consolidated Chemical 
Industries, Inc., and Nyotex Chemical, Inc., Houston, was re- 
elected president of the Texas Industrial Traffic League at the 
annual membership meeting held recently in Dallas. Other 
officers chosen are: First vice-president, L. M. Shepardson, 
Waco; second vice-president, F. H. Fredricks, Beaumont; third 
vice-president, Wallace Green, Dallas; and secretary-treasurer, 
Frank A. Leffingwell, Dallas. Members of the league’s board 
of directors, in addition to the above, are: 


V. W. Appleby, Corpus Christi; R. T. Baker, Fort Worth; W. P. 
Bomar, Fort Worth; E. P. Byars, Fort Worth; W. W. Coggins. Dallas; 
H. B. Cummins, Houston; R. V. Dover, San Antonio; Sam Goodstein, 
Dallas; J. P. Gudger, Houston; W. F. Hallonquist, Waco; W. T. Han- 
cock, Houston; S. R. Hardy, Houston; Byrd Harris, Corpus Christi; 
F. W. Higinbotham, Amarillo; C. E. Holloman, Houston; L. O. Langley, 
Dallas; J. F. Meyers, Fort Worth; C. P. Newsom, Fort Worth; C. M. 
Penland, Waco; A. L. Reed, Dallas; T. P. Reed, Austin; F. G. Robinson, 
Galveston; L. D. Smith, Houston; E. A. Starr, Fort Worth; E. R. 
Tanner, El Paso; and E. E. Wyatt, Houston. 


Following are the chairmen of the league’s standing com- 
mittees: 


Air transportation, Wallace Green; bills of lading, W. F. Hallon- 
quist, Waco; chemical industries, Oliver E. Beutel, Freeport; freight 
claims, J. P. Gudger; classification, L. O. Langley, Dallas; demurrage 
and storage, E. E. Wyatt; express and parcel post, F. H. Fredricks; 
finance and auditing, Sam Goodstein; flour mills, W. P. Bomar, Fort 
Worth; grain and mixed feed, Cecil P. Newsom; legislative, E. P. 
Byars; membership, Byrd Harris; motor trucks and buses, S. R. Hardy: 
passenger fares and baggage, R. V. Dover; publicity, L. M. Shepard- 
son; rate construction, E. R. Tanner; reconsignment and diversion, 
V. W. Appleby; and transit privileges, W. W. Coggins. 


NORFOLK & WESTERN FILM 
The Norfolk & Western Railway Co. has produced a 25- 
minute motion picture in color, “The Modern Coal Burning 
Steam Locomotive,” which portrays construction of the loco- 
motives in the company’s shops at Roanoke, Va. The film will 
be shown to civil clubs, schools, engineering and mechanical 
groups. 


NORTHWEST SHIPPERS’ ADVISORY BOARD 


The seventy-third meeting of the Northwest Shippers’ 
Advisory Board was held at Duluth, Minn., July 26. There was 
a good attendance. L. B. da Ponte, general counsel, Northern 
Pacific Railway, St. Paul, Minn., spoke on pending legislation 
affecting transportation. He strongly supported legislation for 
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complete repeal of land grant rates and opposed legislation 
for extensions in the benefits of the railroad retirement act. 

The board adopted resolutions approving a revision of 
federal tax laws so as to exempt from taxes funds set aside 
for post-war construction, and congratulating the railroads for 
their war achievements. 

The board voted to notify the Solid Fuel Administration 
that an emergency situation in coal would exist in the northwest 
in the coming winter unless lake shipping were utilized to 
the fullest for the movement of coal into that area. 


NEW COMPLAINTS FILED 


No. 29353, Dorsey Brothers, Elba, Ala., vs. C. M. St. P. & P. et al. 

Alleges rates on carload shipments described as trailer frames, 
shipped subsequent to May 5, 1944, from Milwaukee, Wis., to Elba, 
Ala., in violation of sections 1 and 6 and complainant damaged to 
extent charges were assessed and collected on basis of 134 cents a 
100 pounds, fourth class, instead of basis of 97 cents a 100 pounds, 
sixth class. Asks cease and desist order, rates, and reparation. 
(James E. Burkett, P. O. Box 1506, Montgomery, Ala.) 

29354, Corporation Commission, State of Oklahoma, Oklahoma City, 
Okla., et al., vs. Missouri Pacific et al. 

Rates on dense soda ash, carloads, from North Baton Rouge and 
Lake Charles, La., and Corpus Christi, Tex., to destinations in 
Arkansas, Illinois, Kansas, Louisiana, Mississippi, Missouri, Okla- 
homa, Tennessee, and Texas, in violation of sections 1, 3, and 13. 
Asks cease and desist order, and rates. (C. B. Bee, Special Counsel, 
Corporation Commission of Oklahoma, State Capitol Office Bldg., 
Oklahoma City, Okla.) 

29355, Leavell Coal Co., Tulsa, Okla., vs. A. T. & S. F. et al. 

Alleges rates from a station sometimes called Judy and sometimes 
listed as Porum, Okla., on bituminous coal, carloads, to various 
destinations in Missouri, Kansas, Iowa, and Nebraska, in viola- 
tion of section 1. Asks cease and desist order and rates. (A. L. 
Reed, Callaway & Reed, 4900 Mercantile Bank Bldg., Dallas, Tex.) 
MC C-496, Central Territory—Emergency Charges. 

The Commission, division 2, orders a hearing into and concerning 
the reasonableness and lawfulness otherwise of rates and charges 
resulting from the addition of emergency rates and charges (except 
insofar as they increase the minimum charge a shipment to a 
level in excess of 105 cents) as contained in Central States Motor 
Freight Bureau, Inc., tariffs MF-I. C. C. Nos. 12 (W. L. Meyers 
Series), 17, 36, 94, 103, 107, 112, 113, 117, 122, 123, 133, 135, 137, 
138 and 139; G. A. Henderson tariff MF-I. C. C. No. 1; Chicago 
Suburban Motor Carriers Association, Inc., tariff MF-I. C. C. 
No. 2; Ohio Motor Freight Tariff Committee, Inc., tariff MF-I. C. C. 
Nos. 558 (C. M. Myers Series), 583 and 584; Motor Carriers Tariff 
Bureau, Inc., tariffs MF-I. C. C. Nos. 39 and 41 (G. H. Dilla, 
Agent, Series); Keeshin Motor Express Co., Inc., tariff MF-I. 
C. C. No. 322; John Suwak dba Suwak Trucking Co., tariff MF-I. C. 
C. No. 1; Detroit & Cleveland Navigation Co. tariff MF-I. C. C. Nos. 
43 and 45; Cleveland, Columbus & Cincinnati Highway, Inc., tariff 
MF-I. C. C. Nos. 67 and 99; and Trans-American Freight Lines, 
Inc., tariffs MF-I. C. C. Nos. A-11, A-22, A-32, A-33, A-34, A-35, 
A-38, and A-42. Hearing assigned for Sept. 5, at Sherman Hotel, 

Chicago, Ill., before Examiner Paul R. Naefe. 








No. 


c. S. M. Rk. B. EMERGENCY CHARGE APPLICATION 


Shippers are complaining that the method of applying the 
2% cents and 1 cent emergency charge is not uniform with all 
carriers, the Central States Motor Freight Bureau, Inc., notified 
its participating carriers July 17, suggesting that each carrier 
scrutinize its billing practices in order that such tariff violations 
may be avoided. Some carriers, it is said, merely add the emer- 
gency charge to the applicable rate and multiply that rate by 
the weight of the shipment. This practice, the bureau states, 
violates tariff provisions, which specifically state: 
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In all instances the amount of the freight charges under the applica- 
ple rates and rules, without regard to the provisions of this supplement, 
will be first computed. Then the amount of the emergency charge as 
provided above will be computed and added thereto. The aggregate 
of these computations will be the total amount of the freight charges 
on the shipment. 







oO. D. T. TRUCK LINE OPERATION 


The Office of Defense Transportation has announced termi- 
nation of possession and control of the motor carrier transporta- 
tion system of Wheelock Bros., Inc., of Kansas City, Mo. The 
order is effective July 24. 

The firm is one of the 103 truck lines taken over by O. D. T. 
last summer at the direction of the President when labor diffi- 
culties threatened to paralyze trucking operations in the mid- 
west. 

It is the twenty-second of the lines to be returned to pri- 
vate ownership. 
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MONARCH ONE MAN CAR DOOR OPENERS 


WORLD'S LARGEST LONG-DISTANCE MOVERS OF HOUSE. 


HELP ELIMINATE SAVE 
COSTLY ACCIDENTS! eE 






ONLY 


$17.50 


EACH 


Order Now 
Priority Needed 
No strained muscles 
No slips or falls. 

No broken arms, legs o1 
mashed fingers. 

No fatalities. 

No time wasted. 

No “gangs” needed. 

No time lost. 






One man can open the most binding, balky, 
box car door with the Monarch Car Door 
Opener. Get greater safety ... speed load- 
ing and unloading schedules . . . order an 
ample supply to fill your needs today! 


MINING SAFETY DEVICE CO. 
Dept. TW. Bowerston, Ohio 
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MC 76564 Sub. 17—Hill Lines, Inc., Ama- 
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Examiner radford: 

MC-69842, Sub. 2—D. L. Wartena, Inc., Chi- 

cago, Til., certificate to extend operations. 
July 30—Spokane, Wash.—Davenport Hotel 
—Jt. Bd. 169: 

MC 89215, Sub. 2—Auto Transfer Co., Pull- 
=. Wash., certificate to extend opera- 
tions. 

July 30—Spokane, Wash.—Davenport Hotel— 
Jt. Bd. 80: 


MC 94226, Sub. 1—Colville Auto Freight, 
— Wash., certificate to extend oper- 
ations. 

July 30—Washington, D. C.—Examiner Card: 

Mc 105853—L. M. Petre, Hagerstown, Md., 
certificate. 

July 30—Washington, D. C.—Examiner Cave: 

1. & S. M-2514— ugar, Baltimore to Pa. 
points, M. E. Bobb. 

i“ 30—Washington, D. C.—Jt. Bd. 112: 
C 1508, Sub. 14—Richmond Greyhound 
Lines, Inc., Richmond, Va., certificate to 
extend operations. 

a eee, Ga.—State Comm.—Jt. Bd. 


131: 
MC 103293, Sub. 2—Russell Transfer Co., 
Washington, Ga., certificate. 
— N. M.—City Hall—Jt. Bd. 


MC 106866—G. A. Wood, Lordsburg, N. M., 
permit. 
duly, 5s—Tmnewe, Mont.—U. S. Ct.—Jt. Bd. 
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MC 15909, Sub. 1— Owens Transfer, Du 
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1. & S. 5352—Unloading portable ho 
of n., CC... O. By. uses at 
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branches of Central Pacific in Calif. * Finance 13170—Florida East Coast R 
Finance 14953—Appl. of Arizona Eastern y., Te- 


ization 
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railroad owned by Sou. Pac. in Ariz. re aa iene St. George 
August 3--Baton Rouge, La.—State Comm.— Finance 14920—Appl. of Hoboken Ferry Co 
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MC 26396, Sub. 2—Star Transfer Co., Brid- August 23—Washington, D. C. — Examiner 
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nelton, Ind., permit to extend operations. : & Sons Decatur, Ill P se 
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August 4—Davenport, la.—U. S. Ct.—Exam- September 5—Bluefield, W. Va.—U. S. Ct— 
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Mont., certificate. September 5—Lexington, Ky.—City Hall—Jt. 
August 7—Washington, D. C.—Examiner Wil- Bd. 37: " 
kinson: * MC 105876—J. Harrod, Frankfort, Ky., cer § 
* Finance 10008—St. Louis-San Francisco Ry., tificate. er 
reorganization. * MC 105983—C. S. Davis, Sadieville, Ky., cel 
August 8&—Billings, Mont.—City Hall—Jt. Ba. tificate. ; ; 
82: September 5—Phoenix, Ariz.—State Comm.— 
MC 63562, Sub. 7—Northern Pacific Trans- —Jt. Bd. 240: , 
port Co., St. Paul, Minn., certificate to * MC 105816—F. L. Clark, Mammoth, Ariz. 
extend operations. certificate. 
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STATISTICS 


When you require statistics on transportation, dis- 
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18- 
to 
m- Pa., permit to extend operations. 
eptember 5—Pittsburgh, Pa.—Roosevelt Ho- 
m- ma d. 65: 

os eu. 2—J. B. Gardner, Stoystown, 
5 Pa. certificate to extend operations. 
yptember 5—Portland, Me.—Fed. Bldg.—SJt. 


swe i0687—C. F. O’Brien, Calais, Me., per- 


on, - San Francisco, Calif.—U. S. P. 
; setember Ce Bldg.—Commissioner Barnard 
- and Examiner Haden: 

mois—San Francisco & Napa Valley R. R. 
Southern Pacific Co. et al. 


a september 5—Washington’ D. C.—Examiner 
ner C"t900, Sub. 2—United States Trailer 


at Transport Co., Takoma Park, Md., certifi- 


tor satember 5—Washington, D. C.—Examiner 
Boss: 
MC 9738, Sub. 1—Hagerstown Storage and 
Transfer Co., Hagerstown, Md., certificate 
ge to extend operations. 

september 6—Cincinnati, O.—Gibson Hotel— 
Co. Jt. Bds. 193 and 9: 
nit. B MC 30697, Subs. 14 and 15—R. E. Dieck- 
yan- prader, Cincinnati, O., permits to extend 
Ty operations. 
0B sentember 6—Lexington, Ky.—City Hall—Jt. 

Bd. 105: 


iner B smc 23981, Sub. 1—Black Brothers Line, 
Richmond, Ky., certificate to extend op- 
tral erations. 
September 6—Pittsburgh, Pa.—Hotel Roose- 
hers velt—Examiner Burge: 
*MC 21623, Sub. 46—W. J. Dillner Transfer 
ogg Co., Pittsburgh, Pa. 


September 6—Scranton, Pa.—Casey Hotel— 


g.— Examiner Cave: 
MC 23929, Sub. 10—Alto Trucking Co., Inc., 
Pa,, West Hazleton, Pa., certificate to extend 


operations. 
at ee 6—Washington, D. C.—Jt. Bd. 


oD. § MC 49117, Sub. 1—Tidewater Express Co., 
Inc., Aberdeen, Md., certificate to extend 

tel— operations. 
September 7—Cincinnati, O.—Gibson Hotel— 

ency Jt. Bd. 37: 


t. Bd. 37: 
MC 30697, Sub. 16—-R. E. Dieckbrader, Cin- 
cinnati, O., permit to extend operations. 
4 September 7—Cleveland, O.—Hotel Cleveland 
an —Jt. Bd. 117: 
cer- @ * MC 30156, Sub. 5—Lake Shore Cartage, Inc., 
euns Cleveland, O., certificate to extend opera- 


tions. 
Fort September 7—Scranton, Pa.—Casey Hotel— 
. Examiner Cave: 
ope me, jeret—J. Pugarelli, Scranton, Pa., cer- 
cate, 
mm. @ * MC 106917, Sub. 1—J. R. Lesoine, Tanners- 
Terre Ml ts BM ree ae 
r — 
nen — Age — ~ and, O.—Hotel Cleveland 
*MC 66562, Sub. 659— Railway Express 
Agency, Inc., New York, N. Y., certifi- 
ote — ng ae. 
r — Indi i _— 
“yo scot A eo, Ind. State 
06839, Sub. 1—Transit Service Co., In- 
I—Jt. dianapolis, Ind., certificate. mes 
an MC 69901, Sub. 4—Newsom Trucking Co., 
, Columbus, Ind., certificate to extend op- 
-_ erations, 


September 10—Philadelphi — se 
Examiner ~ tena ne ene ek oom Sere 


ig.— 


lower 


nm.— @ * MC 86475, Sub. 5—Venango Trucki Cc 
Philadelphia, egy Be 
Ariz., operations, » Pa., certificate to extend 


ptember 10—Scranton, Pa.—Casey Hotel— 
— - ue 65 and Examiner Cave: d 

A Pa, nompson Travel Bureau, Scran- 
x, j6r76—T. Prutisto, Jessup, Pa., certifi- 


€, 
September 11—Atianta, Ga.— 
Hotel—Examiner Be og Atlanta-Biltmore 


Rates on roa 
state of Georgia d aggregates within 


September 11 — pb : ; 
— Detroit, Mich, — 
chelby—Examiner Bena: ae OS. 


» Sub. 15—Dallas & Mavis For- 
Septeiting Co., ‘Inc., South Bend, Ind. 
Bd. og. Fargo, N. D.—U. S. Ct.—ZJt. 
* MC 2153, Sub 
- 7—Midwest Motor E 
Inc,, ism or Express, 
tend operation. N. D., certificate to ex- 


mber 11— : . 
Comm,—Jt, Ba anapolis, Ind.—State 


MC (4%, Sub. 8—Overland Freight Lines, 
aD cperemnpolis, Ind., permit to ex- 
September 11 isvi 

—Louisville, — “a 
N 4 1 ge aminer Kepharts” ree 
Central) Emergency charges between 

Septemibe and Southern States. 
teeter 11—New York, N. Y.—641 Wash- 
‘Le . &t-— Examiner Cosby: 


» M-2554—Foodst : 
N.Y. and Pa, cromeng uffs between N. J., 


9 





seer 11—Washington, D. C.—Examiner 


ard: 
* MC 63517, Sub. 8—Petroleum Carrier Corp., 
Jacksonville, Fla. 
September 12— Indianapolis, Ind. —State 
Comm.—Jt. Bd. 17: 
MC 105656—Pasquale Trucking Co., Logans- 
port, Ind. 
September 12 — Portland, Ore. — Multnomah 
Hotel—Jt. Bd. 45: 
* MC 105817—Red Star Truck Service, Gol- 
dendale, Wash., certificate. 
September 12—Poughkeepsie, N. Y.—Federal 
Bldg.—Examiner Cave: 
MC 84580, Sub. 1—Shuttle Bus Line, Lake- 


ville, Conn., certificate to extend opera- 
tions. 


September 12—Washington, D. C.—Examiner 


Brooks. 
* 1. & S. M-2551—Classification, animal or 
poultry coops. 


September 13—Albany, N. Y.—Ten Eyck Ho- 
tel—Examiner Cave: 

* MC 96494, Sub. 1—Andy’s Taxi Service, East 
Durham, N. Y. 
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September 13— Detroit, Mich. — Hotel Fort 
Shelby—Jt. Bd. 76: 

* MC 61741, Sub. 11—Great Lakes Greyhound 
Lines, Inc., Detroit, Mich., certificate to 
extend operations. 

September 13— Indianapolis, Ind. —State 
Comm.—Examiner Angle: 

MC 52967, Sub. 1—Newsom Trucking Co., 
Columbus, Ind., permit to extend oper- 
ations. : 

September 13— Indianapolis, Ind. — State 
Comm.—Jt. Bd. 72: 

* MC 1513, Sub. 12—Great Lakes Greyhound 
Lines, Inc., Indianapolis, Ind., certificate 
to extend operations. 

September 14—Des Moines, !.a—Hotel Kirk- 

wood—Examiner Angle: 

MC 23259, Sub. 12—Ruan Transportation 
Co., Des Moines, Ia. 

a 21060—Iowa Film Delivery, Des Moines, 
a. 

MC 70470 and Sub. 1—Film Transport Co. 

MC 76025—Meadows Transfer Co. 

September 14 — Spokane, Wash. — Davenport 
Hotel—Jt. Bd. 169: 

* MC 105842—C. Snodderly, Pomeroy, Wash., 
certificate. 





Conditioning for the Japs 


As the war in the Pacific continues on— 


/PEORIA-GATE WAY 
ee 


each day bringing final victory closer— 
railroads of America continue on the home 


front the process of moving war freight. 


This railroad war freight is a vital part of the con- 
ditioning for the Japs. And, one of the mighty links 
in the smooth and fast flow of this war freight is the 
efficient and speedy assembling and re-assorting of 
freight cars at points of interchange—gateways such 


as Peoria. 


The P. & P. U. is making and will continue to make 
its operation link stronger than ever—an ambition 
being realized for sixty-five years. 


Everybody’s Gateway—Always Open 


Peoria and Pekin Union Railway Co. 


E. F. Stock, Traffic Manager — Union Station, Peoria, Ill. 





SWITCHING SERVICE BETWEEN 


Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacifie Ry.; Chieago & North Western 
Ry.; Chicago & Illinois Midland Ry.; Illinois Terminal Railroad Co.; Inland Waterways 
Corp.; Minneapolls & St. Louis R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; 
Iinols Central R. R.; Pennsylvania Railroad; Peorla Terminal R. R.; Chieago, Burlington 
& Quincey Railroad; New York, Chicago & St. Louis Railroad; Cleveland, Cincinnati, 
Chicago & St. Louls Ry. (Peorla & Eastern); Toledo, Peoria & Western R. R. 





“One of America’s Railroads — All United for Victory” 
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TRAFFIC WORLD—July 28, 1945 
Educational Courses 












a 

1. C. C. PRACTITIONERS. The only practical, authentic 1 C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, fll 


ee 


Situations Wanted 
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Chesapeake & TN a er eer 218 TRAFFIC MAN— 40, 20 years’ experience rail and motor freight 
































ee a a ‘ now employed as sales and advertising manager large common carrier 
Chicago Great Western Ry.........++-+++++ee0+5 277 desires similar position airline traffic dept. Box 388, Chicago office 
Chicago & North Western Ry..........++.++++5 275 TES WOE .— ae 

MI I 5. 5 5. 6:carai Said ca Wine: Sve oi raso Seed d Bhai 275 INDUSTRIAL TRAFFIC EXECUTIVE, age 40, I. C. C. practitioner 
- = oe : r technical background. Eastern location preferred. Now employed, -Box 
Consolidated Vultee Aircraft Corp........... 214-15 389. Chicago office, Traffic World. Ox 
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For Sale 
















OC AERO Oooo sooo 8 Biss 0 50 ae ee maie eas 209 - 
; eae UNIVERSAL SERVICE TOOLS: Dandy 10-piece set, brake spring 
Denver & Rio Grande Western R. R..........-- 212 pliers, con-rod socket, ceetee pliers, carburetor jetwrench, channellock 






pliers, brake adjusting starnut wrench, diagonal cutters, needle nose 
pliers. Order today! Other tools needed? Remember: We have it, can 
get it, or it isn’t made. Overnight by air to anywhere in U.S. A. Uni 
versal Tool Company, 1527 Grand TRW8, Kansas City, Mo. 
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FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
as low as $500! 


Which of these cars could you use? 


5—Hopper, Twin 50-Ton 
80—Hopper, Side-Discharge, 50-Ton 
10—Refrigerator, 40-Ft., 40-Ton 
10—Box, 40-Ft., 40-Ton 


General American Transportation Corp......... 267 
CE, TRS Ct hc iin sos oceiaie ccccie ctiees nes 275 
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Meeshin Motor Mxpress Co... occ csccccccese Zis 




































































Mining Safety Device Co.............eeseeeees 277 2—Dump. Western, Automatic, 30-Yd., 90-Ton: lift doors 
Minnespolis & St. Louis Ry..............0..55. 217 oo fat ee Te ae ee 7 
Missouri Pacihie LAUeS.......... 66s cckcc cscs cesccess 2t3 Se eee en Gece ieee — 
5—Tank 10,000-Gallon, 50-Ton Trucks thes 
New York Central R. R...........--. ese eeeees 271 Perhaps this list also has some other cars you could use to very to h 
Norfolk & Western Ry........... Inside back cover ee ASNENEP Snr 
Northern Pacific Ry. Co.......... Inside front cover <P came ane Ged Se ae ; 
IRON & STEEL PRODUCTS, INC. - 
Peoria & Pekin Union Ry. Co... 0.5 .ccccsccses 279 40 years' experience : 
Pope & Talbot, Inc., McCormick Steamship Div. .265 13450 S. Brainard Ave., Chicago 33, Illinois -_ 
"*ANYTHING containing IRON or STEEL" trac 
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This Advertisers’ Index is published as a reader convenience and 
not as part of the advertising contract. The inclusion of this 
index is a last-minute operation and although we try to make 
it error proof, we cannot be responsible for any errors or failure 
to insert. No allowances will be made for any errors or omissions. 


The man with his “hand on the throttle,” the 
conductor, the station agent, the track man— 
these are some of the folks who spell railroading 
to Mr. John Q. Public. 


But behind the scenes, there are thousands 
of men and women who know little about driv- 
ing locomotives, taking up tickets, keeping up 
track—but their work is vital to railroad opera- 
tion. These are the office folks—the clerical 
forces with a special “Know How” in the varied 
and multitudinous paper work so necessary to 
keep the traffic moving day and night. 


Theirs is the job of compiling and keeping 
an accurate, detailed record of everything the 
railroad does. They keep account of hundreds 
of thousands of shipments of freight and move- 


ments of passengers; of the millions of dollars 
that the railroad takes in and pays out: of thou- 
sands of purchases of railroad materials and 
supplies. They check on the location of thou- 
sands of units of rolling stock; keep records of 
repairs: make up the pay rolls, issue vouchers, 
and so on and so on. But that isn’t all. Gov- 
ernmental requirements must be complied with 
—a task that entails the keeping and filing of a 
multitude of forms and reports in connection 
with rulings and interpretations, investigations, 
bureaus and commissions. 


The clerical employees of the Norfolk and 
Western Family, along with their co-workers, 
are keyed to the over-all task of wartime ,rail- 
roading, and are successfully performing the 
biggest job in N. & W. history. 


NMorfgotk..- Wester. 
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PRECISION 
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One Million Miles on Timken Bearings 
No Hot Boxes-No Delays Due to Bearings 


The Chicago-New Orleans “Panama Limited” of 
the Illinois Central Railroad recently completed 
3 years of service without a single hot box or 


delay of any kind due to journal bearings. 


These two Pullman-built trains — youngest of 
America’s sleeping-car streamliners—are equipped 
with Timken Roller Bearings on all car journals. 


Each car has gone 1,000,000 miles. 


Meanwhile many other American streamlined 
trains, with many more years of service to their 
credit, continue to roll up phenomenal trouble-free 


mileages on Timken Bearings. 


THE TIMKEN ROLLER BEARING 
COMPANY, CANTON 6, OHIO 





